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Modern Terminals 
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Terminals tell the story. The safe, prompt delivery of your 
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terminal facilities—the heart and soul of his system. When 
you ship Transamerican you may do so with confidence that 
your shipments will be serviced through the most modern, 
most efficient terminals in the industry. To give you this 
advantage, Transamerican in the last year has modernized 
many of its terminal properties and also constructed five 
entirely new terminals in St. Louis, South Bend, Dayton, 
Buffalo and Milwaukee. Several more entirely new Trans- 
american terminals will rise before the year’s end to justify § 
your nomination of Transamerican as America’s No. f 


motor freight carrier. 
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Ihe audience 
walked out / 


in the last few years, many people 
witnessed a miracle. 


Once doomed to lives as invalids, they 
wa'!ked out into lives of usefulness and 
activity—by the miracle of the “wonder 
drugs a. 


Wonderful as science’s new drugs 
my be, one factor is still vital to their 
success. They must be used 7” time to 
be effective! 


That’s why, when shipping drugs, 
serums, and vaccines to all parts of the 
country, the orders call for the world’s 
fastest shipping service—Air Express! 


Air Express speed saves lives — and 
dollars, too. Whatever your business, 
you can profit from regular use of Air 
Express. Here’s why: 


IT’s FASTEST — Air Express gets top 
priority of all commercial shipping 
services — gives the fastest, most com- 
plete door-to-door pickup and delivery 
service in all cities and principal towns 
at 20 extra cost. 

IT’S DEPENDABLE — Air Express pro- 


vides one-carrier responsibility all the 
way and gets a receipt upon delivery. 


IT’S PROFITABLE— Air Express service 
costs less than you think, gives you 
many profit-making opportunities. 


New parcel post regulations affect you? 


Call your local agent of Air Express 
Division, Railway Express Agency. 
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EDITORIAL 





Taxes Must Come Out of Income 


HE MOTIVE that sends transportation people hurrying 

to the fat documents in which the Commission announces 
its decisions in general rate cases, and reports the considera- 
tions that lead to those decisions, is simple and direct. Those 
who want to read the document at the first opportunity are 
interested in’ how the decision will affect them personally 
and how it will affect directly the businesses with which they 
ae employed. Here and there, perhaps, there may be a more 
studiously minded person who wants to study the document 
for its pedagogic content. Such a person is likely to have 
As we have said in 
atlier instances, the reports of the Commission in general 
rate cases are usually lucid lessons in transportation economics. 


The report made public on Monday of this week is a 
good example. It can take its place with earlier reports of 
its kind to bring the science of transportation economics up 
to date. It deals simply and understandably with such 
factors as general economic developments; railroad net in- 
come and rates of return; transportation credit and financing; 
competition among various types of transportation and the 
effect on it of differentials in rate levels; valuation and de- 
preciation, and a lot of other things, including taxes— 
especially taxes. 


Some day, perhaps, some candidates for a high degree in 


economics will compile from the series of Commission re- 
ports in general rate cases a dissertation that will stand on its 
own for authenticity and informativeness as a running history 
of transportation economics. 


T the moment, however, emerging as we are from several 
hours’ absorption in the report in Ex Parte 175, we 
find ourselves faced with a choice among an embarrassment 
of riches of subjects to discuss. A good deal could be said, 
for instance, about that part of the report dealing with the 
relation of gross revenue to net railway operating income 
and to net income; or about its quoting of a rule of thumb 
about the relationship of net railway operating income to 
fixed charges. Or one might speculate with some interest 
on the probable effect of recent happenings in the steel 
industry on the future railroad pay roll, on the one hand, 
and the future price of steel rail on the other, with special 
teference to this statement in the report: 


“Informed opinions stated on+the record tend to narrow 
the uncertainty as to the probable volume and character of 
traffic available during the present year at least; but forecast- 
ing the future trend of wages and material prices is a highly 
speculative process.” 


Our considerations however are irresistibly drawn to 
what the report has to say about taxes, their effect on the 
tate of return on the railroads, and the parties on whom 
their burden eventually descends. 

There is, the Commission says, a difference of opinion as 
to whether the burden of income taxes “is to be borne by 
the carriers, or transferred to the shippers as are items of in- 
creased cost.” Historically, the Commission adhered to the 
first view. The report quotes the decision in Docket 13293, 


Reduced Rates, 1922, that “railway corporations should, like 
other corporations, pay their federal income taxes out of 
income, rather than collect it, in effect, from the public in 
the form of transportation charges adjusted to enable them 
to retain the designated fair return over and above the tax.” 
And the report in the instant case implies some regret that, 
subsequently, the Supreme Court held in several cases that 
corporate income taxes were properly deductible in arriving 
at fair returns. The Commission sees “no alternative” and 
declares itself “legally compelled” to assert that “such 
taxes are a proper charge to operations and deductible as 
such in arriving at a fair return.” It does suggest that, if that 
dictum should prove ‘economically unsound, the remedy is 
for Congress.” 


} 5 eng: that somewhat reluctant acceptance of the prin- 
ciple, however, the report discusses still another aspect 
of who ought and ought not bear the burden of the federal 
income tax paid by the railroads. . It quotes a “group of 
protestant shippers” as asserting that “normal” taxes ought 
not properly to be charged to operating expenses, and it 
speculates as to what “normal” taxes are, noting that the 
federal corporate income tax was 38 per cent up to the middle 
of 1950, 47 per cent between then and April, 1951, and 52 
per cent since. 

On that basis, it says, the protestants argue that the 38 
per cent tax was normal and that only the income taxes col- 
lected from the railroads above that percentage should be 
considered by the Commission as part of operating expense 
in calculating the rate of return. In rejecting the assumed 
level of “normal” taxes along with the basic theory ‘‘out- 
moded” by the courts, the Commission comes to the sound 
conclusion that, if it were to distinguish between normal 
and abnormal tax rates, and find that those levied above the 
normal rate were not to be considered an item of expense 
in arriving at net railway operating income, “the end result 
would be that net income would be reduced to that extent, 
and we would still be confronted with the question of 
whether the amount remaining would suffice to enable 
petitioners to provide adequate transportation within the 
provisions of section 15a(2) and the national transportation 
policy.” 

That, as we see it, is merely another way of saying that, 
in the end, the shippers and travelers pay the railroads all 
the money they get to meet expenses, including taxes and 
whatever more they are lucky enough to collect to represent 
a return on the value of their property. 


The railroads showed, and the Commission admitted, 
that they would have to collect some $587 million more from 
shippers to add $281 million to their net railway operating 
income. The other $306 million would go to the federal 
government in taxes. Perhaps it was the realization of the 
increasing difficulty the railroads are under in earning any 
kind of a return that persuaded the Commission, for the 
first time since Ex Parte 74, in 1920, to give the petitioning 
carriers substantially the whole of their requested rate in- 
crease. Z 












In this column will be published answers to questions relating to traffic, of general reader interes. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
© not desire to take the place of the traffic man, but to help him in his 
work, mor do we undertake to render legal opinions. 


practical tariff problems. We d 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Tariff Interpretation— 


Application of Sections 6(c) and $(b) 
Of Rule 5 of National Motor 
Freight Classification 


Question—Virginia-Tennessee 


We have noted your tariff intervreta- 
tion given to Virginia-Tennessee, on page 
7, of the February 9 issue oI tne TRacric 
WokrLD, under the above caption, concern- 
ing the rating to be assessed on ship- 
ments of packing pads made of shredded 
or macerated paper. 


We are vitally interested in this ques- 
tion and wish to bring an additional 
point to your attention. We are in ac- 
cordance with the conditions as stated 
in the February 9 issue as to the density, 
packing, classification item covering and 
so forth. Furthermore, we are in accord 
with your answer, given on page 8, to 
the effect that Section 6, paragraph C, 
of Rule 5, of the National Motor Freight 
Classification will apply. However, the 
person putting the question to you is 
placing a little different interpretation 
upon the application. As stated, we 
wholeheartedly agree that Section 6, 
paragraph C, could apply, but we wish 
to refer you to the phraseology used in 
paragraph C, which provides in part 
“than the charges resulting from the 
application of the highest rating pro- 
vided in this Classification or supplement 
thereto (not commodity rates or excep- 
tion ratings) for the same article in any 
shipping form or container for the quan- 
tity transported.” 


Now, by checking Item 71390, of the 
National Motor Freight Classification, 
you will find that the highest rating for 
this article “any shipping form or con- 
tainer” is that provided for “in bundles, 
not burlapped”. This provides a rating 
of second class LTL and fifth class in 
quantities of 16,000 pounds. In other 
words, if we are to agree that Section 
6, paragraph C, will apply we must in- 
voke the rule in its entirety, not in part, 
as would be the inference in your answer 
to the original question. We hasten to 
advise that we do not believe that you 
intended to convey this interpretation, 
but that you merely intended to agree 
that Section 6, paragraph C would apply, 
it being left to the tariff user to apply 
the rule in its entirety. 

It will be appreciated if you will let 
us have your interpretation in view of 
the above remarks. 


Answer 


We did not, in our answer, intend to 
agree with the statement in the last 
paragraph, that the 20% penalty on 
shipments on which LTL or any quantity 
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J yoowens 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers, 
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ratings are applicable and 10% on ship- 
ments on which volume or truck load 
ratings are applicable, was to be added 
to the 4th and 7th class ratings, which 
ratings apply on shipments in machine 
pressed bales. As you state the penalty 
should be added to the ratings on ship- 
ments in bundles, in accordance with the 
provision of paragraph (c) of Section 6, 
of Rule 5, quoted in your inquiry, which 
interpretation gives effect to paragraph 
(c) in its entirety. 


















Routing and Misrouting— 







Conflict Between Statement “Protect 
Lowest Rate” and Route in Bill of Lading 







Question—California 


We will appreciate your opinion and 
reference to any Interstate Commerce 
Commission reports bearing on the fol- 
lowing: 

We recently had a carload shipment 
from a point in California to Rapid City, 
S.D. (no transit privileges involved). 
The shipper presented a bill of lading 
showing routing SP-UP-C&NW with en- 
dorsement “Protect lowest rate”. No rate 
was shown on the bill of laaing. 


The lowest through rate of $1.57 ap- 
plies only via SP-Ogden-UP-Cheyenne- 
CB&Q-Orin, Wyo.-C&NW. The ship- 
ment moved via SP-Ogden-UP-Omaha- 
C&NW and combination over Pierre, 
S.D., was assessed, $1.57 to Pierre and 
7lc Pierre to Rapid City. 

Please advise if the shipper is entitled 
to the rate of $1.57 or is he required to 
pay the rate applicable via the route 
specified on the bill of lading and route 
of movement, namely, $2.28? 































Answer 


We are unable to find a report of the 
Commission in which the Commission 
had before it the question involved in 
your inquiry, namely, whether the show- 
ing of’a route and phrase “Protect lowest 
rate” created a conflict between the rate 
and route, thereby imposing upon the 
originating carrier the duty to obtain § 
further and more definite instructions. 
However, the statement of the Commis- 
sion in Ryon Grain Co. v. Lehigh Valley 
R. Co., 215 I. C. C. 216, set forth below, 
seems to indicate that such routing in- 
structions are conflicting. In the above 
referred to report the Commission said: 

A commodity rate of 27 cents contempor- 
aneously applied on buckwheat from Wil- 


liamsport to Quincy, applicable from 
Trumansburg under an _ intermediate-ra‘e 
provision, but it did not apply over the 
route over which the shipments moved ‘1 
accordance with directions by the shipper. 
The rate applicable over the route of move- 


ment of those shipments, which ws 
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through Suspension Bridge, N.Y. and De- 
troit, Mich., at which latter point the ship- 
ments were reconsigned to Quincy, was 34.5 
cents, the sum of the intermediate rates of 
13 cents from Trumansburg to Suspension 
Bridge and 21.5 cents beyond. In the rate 
column in each of the bills of lading issued 
at the time these shipments were recon- 

ed the word “thru” was inserted by 
complainant. Complainant insists that the 
insertion of this was equivalent to designa- 
tion of the “lowest” applicable rate from 
origin to destination over any route, which 
was 2 joint rate of 27 cents, and in support 
of that position cites F. S. Martin & Co. 
y, Atchison, T. & S. F. Ry. Co., 176 I.C.C. 
573, where division 5 said: 


“The conflict between the routing in- 
structions and the rate named in the 
reconsignment order made it the duty of 
the E. J. & E. to obtain further and 
definite instructions from the consignor, 
and its failure to do so renders it liable 
fr any damages to complainant which 
may have resulted therefrom.” 


“That contention is without merit. In 
the proceeding cited and in others, where 
the Commission has made similar find- 
ings, there were definite rate instruc- 
tions in conflict with the routings speci- 
fed by the shippers. The word “thru” 
inserted in the bills of lading here con- 
sidered clearly had reference to the 
through rate from origin to destination 
in effect over the route specified by the 
shipper, whether or not it was a joint 
rate or combination rate. 

Complainant urges also that prior to 
the movement of the shipments con- 
sidered lower rates than those applicable 
were quoted by defendants. It is well 
stated, however, that a misquotation of 
rates does not warrant an award of 
reparation. Milne Lbr. Co. v. Vicksburg, 
8. & P. Ry. Co., 142 I.C.C. 167.” 


Tariff Interpretation— 


Exception v. Classification Ratings 


Question—Illinois 


On January 23, 1950, a less carload 
shipment of pulpboard, NOIBN, was 
made from Covington, Va. to our factory 
at Buffalo, N.Y. via C. & O.—Erie rail- 
roads. A rate of $1.30. was applied. 
Now the Erie R.R. contends that the 
tate of $1.40 was applicable, per Item 
35620, Consolidated Freight Classifica- 
tion No. 18, Trunk Line Tariff No. 68-A, 
ICC No. A-755, Supplement 38, Ex Parte 
162-B, Ex Parte 166-C, Table 19 and Ex 
Parte 168-A. 


It appears to us that Item 5865 of 
Trunk Line Tariff 90-K, ICC No. A-848, 
list No. 11, plus the Ex Parte increases 
of 162, 166 and 168, amounting to $1.30. 
8 correct as originally assessed. It will 
be appreciated if you will advise the cor- 
tect rate and reference covering. 


Answer 


Supplement No. 38 publishes two scales 
of rates, one based on ratings published 
as exceptions to the Official Classifica- 
tion and the other based on Official 
Classification ratings. Each table of 
tates applies where the applicable rating 
iS published as an exception or classifica- 
tion rating respectively. 

Exceptions Tariff No. 90-K provides 
that the ratings in Section I thereof take 
Precedence over the ratings published in 
the Official Classification. Item 5865 is 
published in Section 1 of this tariff. 

Theicfore, in the absence of a tariff 
Provis'on to the contrary, the table of 
tates i1 Supplement No. 38 to Tariff No. 

vhich is based on exceptions to 
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clusion of rates based on Classification 
ratings. 

If the $1.30 rate is based on an excep- 
tion rating that applies from Covington 
to Buffalo and there is no tariff provi- 
sion to the contrary, it is the applicabie 
rate. 


Tariff Interpretation— 


Minimum Charge—Application of Rule 12 
Of Mofor Freight Classification 


Question—Indiana 


We would appreciate your interpreta- 
tion of the application of the minimum 
charge rule on shipments rated higher 
than first class, in territory governed by 
Central Motor Freight Bureau issues. 
Rule 12, National Motor Freight Classi- 
fication No. 11, paragraph (b) reads: 


If classified higher than first class, for 100 
pounds at the first class rate. 


Central States Exception Tariff No. 
205-C, Supplement 29, Item 120-G, para- 
graph (1), reads: 


On traffic subject to class rates, for 100 
pounds at the first-class rate, but in no case 
shall the charge on a single shipment be 
less than 200 cents. 


For example: A shipment weighing 99 
pounds, rated at double first class, using 
a double first class of $3.40 for 99 pounds, 











Railroad Freight Claim 
Prevention Experts Tell What 
They Are Doing to 





Minimize Claims 


An April Perfect Shipping Month 
report on what the nation’s car- 
riers are doing to prevent freight 
claims, page 70. 
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would figure $3.37. The first class rate 
on this application of rates being $1.70, 
would this shipment be subject to a 
minimum charge of $2.00 or $3.37? 


A shipment of 101 pounds, using the 
same rate of $3.40 on double first class, 
would figure $3.43. The point we are 
trying to make is—would the shipment 
of 99 pounds be subject to a $2.00 mini- 
mum charge and the shipment of 101 
pounds be subject to the charge of $3.43? 


Answer 


In determining what minimum charge 
applies. it should be kept in mind that, 
if the charge for 100 pounds or more of 
the commodity at the double first class 
rate is less than $2.00, the $2.00 mini- 
mum charge applies. If the charge for 
100 pounds of the commodity at the 
double first class rate is more than $2.00, 
the latter charge applies. 

In other words, charges based on the 
actual weight at actual rate should be 
compared with the minimum charge and 
if the charge at actual weight is found 
to be higher that charge applies, as the 
minimum charge is merely an amount 
below which the charges cannot go. 

In the instant case, the first class 
rate is $1.70 and the double first class 
rate is $3.40: The shipments of 99 an ; 
100 pounds are, therefore, to be charged 
for at actual weight at the double first 
class rate, subject to a minimum charge 
of $2.00. 
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‘Our Dodges have done an outstanding job!” 


... says E. L. GARRISON, President, Melvin Trucking Co., Peoria, Iil. 


“Our records on many thousands of miles of transport 
operation show that our Dodge ‘Job-Rated’ trucks are 
dependable and economical units to’ operate,’ says 
Mr. Garrison. 


“For example, one of our Dodge trucks has operated 
for two years for over 170,000 miles without any 
mechanical repairs other than regular mileage tune-ups! 
In fact, most of our drivers tell us they prefer Dodge 
Job-Rated’ trucks for dependability.” 


Fleet owners across the country are just as enthusiastic 
as Mr. Garrison when it comes to Dodge ‘“‘Job-Rated”’ 
tucks. And with good reason! Because Dodge trucks 


A 


are factory-engineered to fit the job . . . to save money 
and last longer. 


Take Dodge high-tonnage trucks, for example. For all 
their power, they’re mighty light on gas and oil... 
thanks to such proved advantages as high-compression 
ratio, 4-ring pistons, and twin carburetion and exhaust 
system. And thanks to long-life features like chrome- 
plated top rings and lightweight aluminum pistons 
your upkeep costs stay low, too. 


Of course, this is only part of the story. You can get the 
rest of the story from your nearby Dodge dealer .. . a 
friendly, courteous local businessman who welcomes the 
chance to be of service. You’ll find him anxious to help. 
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ALL IN FAVOR SAY AYE” 


If it were possible to get all shippers together and ask Shi 


of them: notice 


ALL IN FAVOR OF GOOD TRANSPORTATION SAY ‘‘AYE” | um 


the answer would be unanimous. For no matter how fine a permi 
product or in what quantity it is produced, without fast, low- | ‘Sone 


cost, efficient distribution, the effort is pretty much in vain. 
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Experienced shippers know that Burlington renders that 
kind of transportation service. It has the equipment, 
facilities, and experienced personnel to handle any type of y in th 


shipment. You find that out when your freight is routed at th 
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Ex Parte 175 Increase 


| Tariff Filed With I.C.C. 


The railroads have filed with the Com- 
mission their Tariff of Increased Rates 


7 and Charges, X-175-B, making effective 
4 the increases authorized by the Com- 
7 mission in Ex Parte 175, Increased 


Freight Rates, 1951. 
The general increase of 15 per cent 


above the rates and charges in effect in 


January, 1951, with certain hold-downs 


i and exceptions, and which is to take 


the place of the increases of 9 per cent 


in the east and 6 per cent elsewhere 
} authorized by the Commission last Au- 


gust, was made effective May 2. 

On grain and its products, and on flax- 
seed, the authorized increase, in accord- 
ance with the Commission’s report and 
order, was made effective May 17. 

Shippers were thus given 15 days’ no- 
tice of the general increase, and 30 days’ 


notice of the increases in rates on grain 


and its products, as required by the Com- 
mission. 

The tariff bears various tariff agency 
numbers, among them Boin’s I.C.C. A- 
955. It bears a notation that the form 
of publication is authorized by special 


} permission No. 49217 of the Commission, 


and order No. 78759 of the Board of 
Transport Commissioners for Canada. 


(See earlier story on page 17) 





Protests to Classification 
| Reach 400 at Deadline Date 


Upwards of 400 protests against items 
in the Uniform Freight Classification 


) were being counted and prepared for 
} analysis and consideration, it was said 


at the Commission on April 17 (T.W., 


) April 12, p. 18): 


The 400 figure was an estimate, it was 
said, as the counting and sorting had not 
been completed. An upturn in the num- 
ber of petitions received was due to the 
April 15 deadline for receipt of protests, 
it was said. 

An approximate estimate was that be- 
tween 4,000 and 5,000 items had been 


) protested, most of the petitions having 
Specified particular items in the classi- 


fication. A half dozen or so protests had 
asked for suspension of the entire classi- 


| fication as filed by the railroads in ac- 
| cordance with the Commission’s decision 
5 In No. 28310, Consolidated Freight Clas- 


sification, it was said. It was also stated 
at the Commission that about 20 pro- 
tests had been received with respect to 
tarifis filed in response to the Commis- 
Sion’s decision in No. 28300, Class Rate 
Investigation, 1939. : 

The Uniform Freight Classification No. 
1 was filed with the Commission by the 
Tailroads to become effective May 30, in 
a with the new scale of class 
ates. 
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1.C.C. Opposes Annual License Fee Idea, 
Suggests Amendments to ‘Procedure Bill’ 


Proposal for Collection of Yearly Fee From Holders of Permits, 
Certificates or Licenses Would Defeat Plan for Establishing 
Coordinated Fee System in Federal Agencies, Senate Group Told. 


Several objections to S. 2352, a bill 
to establish annual license fees for 
services rendered by the Interstate 
Commerce Commission, have been 
expressed by the Commission in a re- 
port by its legislative committee to 
Chairman Johnson, of the Senate in- 
terstate and foreign commerce com- 
mittee. 


The Commission’s legislative group, 
headed by Commissioner Splawn, also 
transmitted to the Senate committee its 
comments on S. 2348, proposing amend- 
ment of the procedure of the Commis- 
sion, saying that it was in accord with 
the purpose of the bill—to extend the 
Commission’s authority to delegate its 
works, business, or functions and other- 
wise streamline Commission procedure— 
and that it recommended passage of the 
bill with amendments suggested in its 
report. 

It was apparently intended by S. 2352, 
wrote Commissioner Splawn, that the 
Commission should fix the amount of 
the proposed annual license fee for each 
individual carrier and broker. 

“It is stated,” he continued, “that the 
fees are for the purpose of reimbursing 
the United States for the cost of admin- 
istering the (interstate commerce) act. 


“If there were assurances that the 
amount collected would be used for that 
purpose there might be a sound basis for 
such charges. The money, however, is to 
be paid into the Treasury and the ap- 
propriation to the Commission may have 
no relation to the amount collected. 

“There is no standard set in the pro- 
posal as to the amount of the fee. If a 
fee is to be charged, it would seem that 
the basis of the fee and the maximum 
amount should be fixed by the statute. 
Probably the fairest way of fixing the fee 
would be a percentage of the gross reve- 
nue of each carrier. A fee of 0.15 per 
cent of the revenues of motor carriers 
would cover the amount requested by the 
Commission for regulation of motor car- 
riers in 1953. If it is intended that the 
fees to be charged should cover the en- 
tire cost of the work of the Commission, 
it would seem that some fee should be 
charged to the railroads. 

“If it is desired to charge a fee to» 
motor carriers for the expense of their 
regulation, the cost of determining the 
amount of such fee and collecting it 





would require a substantial increase in 
our expenditures, and this amount should 
be covered by an additional appropria- 
tion, or be taken into consideration in 
determining the fees. If the charge is 
based on gross revenue, some auditing of 
the accounts of the carriers would be 
necessary in order to determine the cor- 
rectness of the reported gross revenue. 
It has been our experience that several 
thousand of the small carriers fail to 
report unless personal contact with them 
is made. In order to assure payment, 
adequate provision should be made for 
prescribing the time and the manner of 
the payments and penalties for failures 
to — the requirements for such pay- 
ments.” 


The I.C.C. legislative committee said 
that S. 2352 “presumably” was introduced 
to implement Title V of the independent 
offices appropriation act for fiscal year 
1952 (Public Law 137, Eighty-second Con- 
gress), which contained a provision that 
it was “the sense of Congress” that cer- 
tain specified services of government 
agencies should be “self-sustaining to the 
full extent possible .. .” 


I.C.C. Committee 


“For the purpose of considering what 
should be done to comply with this law,” 
the Commission’s report continued, “a 
Commission committee ... was ap- 
pointed to work with a committee rep- 
resenting the Association of Interstate 
Commerce Commission Practitioners. 


“The committee has considered several 
possible methods of assessing fees, in- 
cluding (a) an appearance fee to be paid 
by everyone appearing in any Commis- 
sion proceeding; (b) a _ schedule of 
charges to be levied on all applications 
made to the Commission; (c) a scale of 
charges to support such work as locomo- 
tive inspection and other safety meas- 
ures; and (d) a re-examination and ex- 
tension of the scale of charges now made 
by the Commission for photostating, cer- 
tification of records, ete. Under the plan 
contemplated, the Commission is to work 
out its schedule and then clear it with 
other federal agencies doing comparable 
work, with the Bureau of the Budget to 
act as a clearing agent. Our committee 
expects to conform its recommendations 
to such standards as the President may 
prescribe. 

“If S. 2352 is enacted it would defeat 
the plan of setting up a coordinated 
system with other agencies similarly 































12 
situated. Moreover, the methods con- 
sidered by the Commission’s committee, 
though not as simple as that proposed in 
the bill, would seem to result in a much 
more equitable system. 

“In view of the difficulties which would 
arise from the enactment of the proposed 
amendment, such payment might more 
conveniently be handled as a tax, and 
the collection thereof be delegated to the 
tax authorities.” 

In the Commission’s report on S. 2348 
it was. asserted that the volume of busi- 
ness transacted by the Commission was 
so great that extensive delegation of au- 
thority was an obvious necessity. 

“It is becoming more and more dif- 
ficult,’”” Commissioner Splawn wrote, “for 
the members of the Commission to avoid 
becoming buried in an avalanche of de- 
tail and to find time for the thorough 
study and constructive thought which 
should be given to the major issues com- 
ing before the Conimission.” 

He noted that by the act of August 9, 
1917, the Commission was authorized to 
divide its membership into divisions and 
assign or refer work to such divisions; 
that by the ‘act of February 28, 1933, 
the Commission received authority to 
delegate work to an individual commis- 
sioner or “té a board composed of an 
employe or employes of the Commission,” 
and that under the present paragraph 
(a) of section 17—the section containing 
the “delegation” authority—as amended 
by the transportation act of 1940, the 
boards to which work might be dele- 
gated must be “composed of three or 
more eligible employes.” Those eligible, 
he observed, were limited to “examiners, 
directors or assistant directors of bureaus, 
chiefs of sections, and attorneys.” He 
pointed out that S. 2348 would amend 
paragraph (2) to authorize delegation of 
work to a board “composed of an em- 
ploye or employes” and would strike 
out the sentence that now limited the 
classes of employes eligible to serve on 
such boards. He said the Commission 
recommended further amendment of the 
first sentence of paragraph (2) by adding 
after the words “employes” of the Com- 
mission” a comma and the phrase 
“deemed by the Commission to be suit- 
able.” 

“Our directors are men of eminent 
ability and extensive experience,” the 
Commission’s report on S. 2348 contin- 
ued. “If we select such a man to serve 
on a board, it should not be necessary 
to check his judgment by adding two 
other directors or two subordinate em- 
ployes. Furthermore, in our rate work 
we now have as staff adjuncts a suspen- 
sion board, a released-rates board, a 
sixth-section board, and a fourth-section 
board. The employes of these boards are 
not in general designated as examiners, 
attorneys, section chiefs, directors, or as- 
sistant directors, yet they are men of 
long and wide experience in rate work 
and might well be selected to serve on a 
board of employes with delegated au- 
thority to decide initially certain classes 
of rate cases. We know of no good rea- 
son why our choice should be circum- 
scribed so that they cannot thus be 
selected. Inasmuch as we are to be re- 
sponsible for the results, we believe the 
make-up of these boards of employes 
should be left to the discretion of the 
Commission.” 

Under provisions of paragraph (5) of 
section 17, said the Commission in its 
report on S. 2348, if exceptions were filed 
to the proposed report or the order was 
stayed, final action must be taken by the 
Commission or a division thereof and 
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could not be taken by the individual 
commissioner or board of employes to 
whom the matter had been assigned 
originally. 

“As paragraph (5) of section 17 now 
stands” the report continued, “the indi- 
vidual commissioner or board of employes 
to whom a case is delegated has no 
status superior to that of a joint board 
or examiner to whom a case is referred 
under Part II. Such a board or examiner 
can decide the case only in the event 
that no exceptions are filed or the rec- 
ommended order is not otherwise stayed. 
In the event of exceptions or a stay, the 
case must be decided by the Commission 
or a division thereof. 

“The bill would amend section 17 by 
striking paragraph (5) therefrom. The 
effect of this amendment would be that 
an individual commissioner or board of 
employes to whom we delegate work 
would have the same authority to act 
upon the matter initially as the Commis- 
sion or a division thereof would have if 
there were no such. delegation. The 
right which section 17 gives the parties 
to a proceeding to file petitions for re- 
hearing or reconsideration, which must 
be passed upon by the Commission or a 
duly constituted appellate division there- 
of, affords: sufficient protection against 
ill-considered decisions by an individual 
commissioner or a board of employes. It 
must be borne in mind, also, that the 
Commission would exercise discretion in 
determining what types of cases might 
appropriately be delegated to an indi- 
vidual commissioner or board for deci- 
sion.” 

Under an amendment proposed by 8S. 
2348 to paragraph (6) of section 17, the 
Commission said, an appellate division 
would have the power to deny a petition 
for rehearing, reargument, or reconsid- 
eration of the decision, order or re- 
quirement of an individual commissioner 
or board of employes, and such a peti- 
tion would not automatically require re- 
consideration or rehearing by such ap- 
pellate division. 

“We know of no good reason,” said the 
Commission, “why the appellate division 
should not have the usual power to deny 
such a petition if it is found to have no 
merit.” : 

After observing that paragraph (8) of 
section 17 provided for automatic stay of 
a decision, order or requirement of a 
division, individual commissioner, or 
board of employes which had not yet be- 
come effective, if an application for re- 
hearing, reargument or reconsideration 
was made. It voiced objections to that 
provision, and said the bill would amend 
paragraph (8) so that the making of 
an application for rehearing, etc., would 
not result in an automatic stay. It sug- 
gested a clarifying amendment to this 
provision of S. 2348. 

The Commission said that S. 2348 
would strike out the last three words of 
paragraph (9) of section 17—a para- 
graph that, it said, forced a party who 
was dissatisfied with a decision to pursue 
all of the remedies for rehearing or 
reconsideration before going to court. 
It suggested that all of paragraph (9) 
be stricken from the act, so that it would 
no longer be necessary for a party dis- 
satisfied with a decision emanating from 
the Commission to pursue all the rem- 
edies for rehearing or reconsideration 
before going to court. 

“The purpose of the bill,” it concluded, 
“is to extend the Commission’s authority 





“to delegate its work, business, or func- 


tions and otherwise streamline Commis- 
sion procedure, so that the members of 
the Commission would be able to give 


the waterfront, crossed five intersections | 
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more thorough study and constructive: 
thought to the major issues coming be. 
fore it. We are in accord with this pur. 
pose and recommend that the bill be! 
amended as herein suggested and, as’ 
amended, be adopted.” 





St. Louis Track Relocation 


Plea of Mo.-Pac. Dismissed 


The Commission, division 4, has dis- 
missed, for lack of jurisdiction, an appli- 
cation of the Missouri Pacific Railroad 
Co., trustee for authority ‘for certain 
construction, operation under trackage 
rights, and abandonment involved in a 
proposed relocation of a main line track ¥ 
in St. Louis, Mo. A report and order 7 
were issued in Finance No. 17420, Mis- | 
souri Pacific Railroad Co. Trustee Con- 
struction, etc. 

The railroad, it said, asked for author- 
ity to construct a single track main line 7 
from near Eighth Street, 4,609 feet to a © 
point near Rutgers Street and to oper- 
ate over 1,335 feet of a city-owned 7 
Twelfth Street approach track to the 
west end of McArthur Bridge (formerly |) 
Municipal Bridge). It also asked for per- |7 
mission to abandon a portion of its Pop- | 
lar Street main track extending from 
Seventh Street along Poplar Street to 
the city wharf, 2,661.9 feet, said the Com- |) 
mission. 4 

It said the Poplar Street main. track 
connecting the Twelfth Street yards and |_ 
Lesperance Street yards, the latter along | 











where pedestrian and vehicular traffic |” 
were heavy, with resulting delays and \ 
inconvenience to highway ‘traffic and 
hazards to persons and property. 

The proposed line would perform the 
same service and be operated in the same | 
manner as the present one, said the — 
Commission. No shippers or shipping © 
stations were involved, and there was no | 
invasion of the territory of another car- 
rier or the, opening up of new ‘traffic | 
areas, it said. The competitive situation, 
it continued, would remain the same 
and no changes needed to be made. in} 
tariffs, routings or connections. Under | 
the circumstances, it said, the proposed 
project constituted a relocation of track 
not within the Commission’s jurisdiction 
under section 1 (18)-(20). of the inter- 
state commerce act. 


are 


Ecsta oe 





Carloadings Totaled 690,660 | 
In Week Ended April 12 | 


Loading of revenue freight the week © 
ended April 12, 1952, totaled 690,660 cars, 
the Association of American Railroads 
has announced. This was a decrease of © 
87,329 cars or 11.2 per cent below the 
corresponding week in 1951, and a de- 
crease of 16,725 cars or 2.4 per cen below 
the corresponding week in 1950, it said. 

Loading of revenue freight the week 
ended April 12 decreased 16,482 cars or | 
2.3 per cent below the preceding week, 
due to a threatened strike in the steel 
industry. 


Coal loading amounted to 115,929 cars, 
a decrease of 19,375 cars below the cor- 
responding week a year ago, but an in- 
crease of 4,717 cars above the preceding 
week this year, the A.A.R. said, adding: 

Miscellaneous freight loading totaled 354,- 
158 cars, a decrease of 38,673 cars below the 
corresponding week last year, and a decreasé 
of 29,907 cars below the preceding week this © 


year. ; 
Loading of merchandise less than carload 
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MESH TRANSMISSION—for fast, smooth 


CHEVROLET DIVISION OF GENERAL MOTORS, DETROIT 2, MICHIGAN 
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Straight-from-the-shoulder facts 
show you save in every way with 


CHEVROLE 


COSTS LESS TO BUY 


Match a Chevrolet truck against any comparable truck 
capable of handling the same payloads. You'll find 
Chevrolet trucks list for less, yet bring you ruggedness, 
stamina and great features not found in the other truck. 


SAVES MONEY ON THE JOB 


Experienced truck operators know Chevrolet trucks cost 
least to own and maintain. Valve-in-Head economy, in 
the Chevrolet Loadmaster or Thriftmaster engines, saves 
on gas. Four-way engine lubrication reduces wear 
and oil costs. Rugged construction means long life. 


TWO GREAT VALVE-IN-HEAD ENGINES— shifting e HYPOID REAR AXLE—for 
or the Thriftmaster—to give 

power per gallon, lower ACTION BRAKES—on light-duty models 
* POWER-JET CARBU- PROVED DEPENDABLE 
smooth, quick acceleration LATED BRAKES—on medium-duty models e 
TWIN-ACTION REAR BRAKES—on heavy- 
DUAL-SHOE PARKING 
BRAKE—for greater holding ability on heavy- 


Advance- 
Design 





CHEVROLET ADVANCE-DESIGN TRUCK FEATURES 


dependability and long life 


DOUBLE-ARTICU- 


TRUCKS 


RIGHT TRUCK FOR EVERY LOAD 


Chevrolet trucks are factory-matched to your payload 
and service requirements. You don’t buy “too much 
truck” or “too little truck.” Frame, axles, springs, body, 
brakes and power are balanced for the job. 


KEEPS ITS VALUE LONGER 


Records show that Chevrolet trucks traditionally bring 
more money at resale or trade-in than many other 
makes. Chevrolet’s market value stays up because the 
value stays in! More proof that Chevrolet is the best 
truck buy! See your Chevrolet dealer soon. 





duty models e CAB SEAT—with double-deck 
springs for complete riding comfort e VENTI- 
PANES—for improved cab ventilation e WIDE- 
BASE WHEELS—for increased tire mileage e 
BALL-TYPE STEERING —for easier handling 
e UNIT-DESIGNED BODIES—for greater load 
protection e ADVANCE-DESIGN STYLING—for 
increased comfort ‘and modern appearance. 
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“Call NAVAJO first’’ 
On second thought, go ahead and make that strike. But we do hope you'll Call NAVAJO first 
when you want the finest freight service on the highway. Because that’s right up our alley. 


This new map shows our thru service between 
San Francisco, Oakland, Los Angeles...and 
Kansas City, Omaha and Chicago. Keeshin 
Freight Lines, connecting at our terminal in 
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Chicago, join us in offering our combined 
routes, equipment, personnel and facilities to 
bring you the finest freight service on the 
highway, coast to coast. 


NAVAJO FREIGHT LINES 


GENERAL OFFICES: 3901 MEDFORD STREET, LOS ANGELES 63, CALIFORNIA ° ANgelus 3-618! 
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freight totaled 74,584 cars, a decrease of 6,741 
cars below the corresponding week in 1951, 
and a decrease of 3,309 cars below the pre- 
ceding week in 1952. 

Grain and grain products loadings totaled 
40,166 cars, a decrease of 8,656 cars below the 
corresponding week in 1951, and a decrease 
of 1,662 cars below the preceding week this 
year. In the Western Districts, grain and 
grain products loadings for the week of April 
12 totaled 25,323 cars, a decrease of 8,395 cars 
pelow the same 1951 week, and a decrease 
of 1,260 cars below the preceding 1952 week. 

Livestock loading amounted to 8,434 cars, 
an increase of 4.6 cars above the same week 
in 1951, and an increase of 696 cars above the 
preceding week this year. In the Western 
Districts, loading of livestock for the week 
of April 12 totaled 6,728 cars, an increase of 
622 cars above the same week a year ago, 
and an increase of 824 cars above the pre- 
ceding week this year. 

Forest products loadings totaled 43,600 cars, 
a decrease of 4,412 cars below a year ago, 
but an increase of 1,246 cars above a week 


0. 
Ore loading amounted to 43,815 cars, a de- 
crease Of 5,043 cars below last year, but an 
increase Of 15,838 cars above last week. 

Coke loading amounted to 9,974 cars, a de- 
crease Of 4,885 cars below a year ago, and a 
decrease Of 4,101 cars below the previous 
week this year. 

All districts reported decreases compared 
with the corresponding week in 1951. All 
reported decreases compared with the corre- 
sponding week in 1950, except the Southern, 
Northwestern and Southwestern. 


Cumulative Loadings 








1952 1951 1950 

Four weeks of 
January . 2,828,319 3,009,358 2,390,393 

Four weeks of 
February .... 2,885,707 2,699,776 2,288,055 

Five weeks of 
March ...... 3,624,041 3,784,824 3,445,557 
Week of April 5 707,142 739,523 700,049 
Week of April12 690,660 777,989 707,385 
Total ..<.. 10,735,869 11,011,470 9,531,439 


Due Date Postponed 


By a notice in I. and S. No. 5995, 
Vegetables, Texas to Destinations in US., 
Secretary Bartel, of the Commission, 
has announced that the due date for 
the respondents’ opening statement under 
modified procedure in this case has been 
postponed until July 15. 


“The present due date for respondents’ 
opening statement under modified pro- 
cedure is June 2, 1952,” said the notice. 
“By his letter to this Commission, copy 
to the parties, of March 28, Mr. Toll R. 
Ware, for respondents, urges, among 
other things, that the proceeding be 
removed from modified procedure; and, 
in any event, that the matter be held 
in abeyance until July 15 because of the 
pendency of certain court litigation the 
outcome of which it is expected will have 
a bearing on the issues herein. No one 
has objected to the requested postpone- 
Ment, but divergent views have been 
expressed on the matter of hearing.” 


Motor Minima Date Deferred 


By an order of the Commission by 
Commissioner Lee in MC-C-360, Mini- 
mum Class Rate Restrictions—Central 
and Eastern States, the Commission has 
further postponed the effective date of 
the orders of March 15, 1945, and Sep- 
tember 27, 1945, in the proceeding, from 
April 15 until July 15. It said it had 
considered a request of the federal dis- 
= court in action involving these or- 
ers 

A suit is pending in the Delaware fed- 
eral district court (Middle Atlantic States 
Motor Carrier Conference, Inc., et al. v. 
United States and Interstate Commerce 
Commission) to set aside the Commis- 
Slon’s report and aforementioned orders 
in MC-C-360. 

In that proceeding the Commission, 


LATE NEWS 


division 2, modified the bases of maxi- 
mum reasonable class rate restrictions 
on truckload freight between points in 
Trunk Line Territory and _ interterri- 
torially between points in Central, Trunk 
Line, and New England territories. 





Amendment to Per Diem 
‘Surcharge’ Bill Offered 


Chairman Johnson, of the Senate in- 
terstate and foreign commerce commit- 
tee, late April 16 submitted, by request, 
an amendment to S. 2901, the freight 
car per diem “surcharge” bill he had 
introduced as a companion measure to 
H.R. 6962, a bill sponsored by Repre- 
sentative O’Hara, of Minnesota (T.W., 
March 15, p. 64, and March 29, p. 270). 

A committee spokesman said that the 
amendment offered Senator Johnson, a 
rewritten version of S. 2901, embodied a 
number of technical changes recom- 
mended in testimony presented before 
the committee, shortly before it con- 
cluded its hearings on a list of transpor- 
tation bills, by Eldon Martin, general] 
counsel of the Burlington Railroad, on 
behalf of that road and the Santa Fe, 
the Denver & Rio Grande Western, the 
Great Northern, the Gulf, Mobile & 
Ohio, and the Northern Pacific (T.W., 
April 12, p. 23). Mr. Martin told the com- 
mittee that the amendments he proposed 
were designed to make it clear that the 
surcharges contemplated by S. 2901 
would apply only to freight car “per 
diem” charges. 

Under terms of S. 2901, section 1(14) 
(a) would be amended by substitution 
of the words “rental or other charge” 
for the word “compensation” in the first 
sentence of paragraph (14)(a) and by 
addition thereto of the following new 
sentence: 

“The Commission, in establishing the 
rental or other charge to be assessed for 
the use of any vehicle not owned by the 
carrier using it (and whether or not 
owned by another carrier), shall give due 
consideration, among other facts, to (1) 
the desirability of maximum reasonable 
rentals or other charges as a means of 
making ownership of such vehicle more 
attractive, (2) the value of the use of 
such vehicle which is lost by the owner 
when it is used or appropriated by others, 
(3) the replacement cost of such vehicle, 
and (4) the fact, hereby recognized by 
Congress, that maximum reasonable 
rentals or other charges will encourage 
the expeditious movement of vehicles 
as well as the prompt return of vehicles 
to their owners; but, in fixing such rent- 
als or other charges, the Commission 
shall give no consideration to the finan- 
cial condition of the user or owner of 
any such vehicle.” 

The bill would place the present pro- 
visions of paragraph (15) of section 1 
of the act under a new subparagraph 
(a), except that the last sentence of the 
paragraph would become a new subpara- 
graph (c). The provision of paragraph 
(15) empowering the Commission to take 
action described therein whenever it was 
of the opinion that an emergency (such 
as shortage of equipment, congestion of 
traffic) existed which required immediate 
action would be amended by insertion of 
a@ requirement that the Commission first 
make “a public announcement of such 
emergency.” S. 2901 also would add to 
the present paragraph (15) a new sub- 
paragraph (b), reading as follows: 

“(b) Whenever an emergency, publicly 
announced by the Commission as pro- 
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vided in subparagraph (a), involves a 
shortage of vehicles, the Commission 
shall specify in its public announce- 
ment the class or classes of vehicles with 
respect to which such shortage exists. 
Beginning with the tenth day follow- 
ing the date of such public announce- 
ment, and continuing until the Commis- 
sion shall determine and declare by 
public notice that the shortage has 
ceased to exist, the user of each vehicle 
of any class so specified shall pay, and 
the owner of each such vehicle shall 
charge, for the use thereof, double the 
amount of the rental or other charge in 
effect on the date of the announcement. 
The Commission, in determining and 
declaring that the shortage has ceased 
to exist, may, where more than one class 
of vehicles is involved, make its deter- 
mination and declaration separately with 
respect to any class or classes of ve- 
hicles.” 





Irregular-Route Rights 
Policy, Rules, Adopted 


The Commission, division 5, has 
adopted, by an order effective May 16, 
rules for the interpretation of irregular- 
route motor carrier operating authorities 
where the carriers are authorized to tra- 
verse states in which they are not au- 
thorized to receive or discharge passen- 
gers or freight. 


The Commission also adopted a policy 
that, after the rules became effective, 
“traversal states”—the name given those 
states that may be traversed by motor 
carriers without serving any point in 
them—would not be named in a certifi- 
cate or permit except when used in the 
nature of a restriction. 

The rules of interpretation as adopted 
are those set forth in the Commission’s 
notice of rule making issued January 25 
(T.W., Feb. 2, p. 33). 

The title of the order adopting the 
policy and rules is: “Interpretative Rules 
Relating to Motor-Carrier Operations : 
Involving Traversal States.” 





Terminal Area Hearing 


Secretary Bartel, of the Commission, 
by a notice, has announced that a hear- 
ing assigned for April 29, in Washington, 
D. C., before Examiner L. B. Dunn in I.) 
& S. No. 5579, Freight Forwarder Ter-' 
minal Areas, has been cancelled and the. 
case reassigned for hearing July 29, at 
the Commission’s offices in Washington 
before Examiner Dunn. 

“This postponement is upon the re- 
quest of respondents who desire to have 
the hearing postponed pending outcome 
of their petition for reconsideration of 
the recent decision in Ex Parte No. MC- 
37, In the Matter of Commercial Zones 
and Terminal Areas,” said the notice. 


(See earlier story on page 42) 





Suspended Tariffs 


I. and S. No. 6003, Coal, Maumee Mine 
#20 & Spring Mill Mine to SMStP&P, 
from April 17 to and including November 
16, certain schedules as published in 
supplement No. 4 to Chicago, Milwaukee, 
St. Paul & Pacific Railroad Co.’s tariff 
I.C.C. No. B-7717. The suspended sched- 
ules propose to reduce the carload rates 
on coal, from Maumee Mine No. 20 and 
Spring Hill Mine, Ind., to destinations 
on the C.M.St.P.&P. R.R. 
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On a really tough hauling job, a truck’s .. Get the facts about Fi 
either got it, or it hasn’t. ' . International’s features: 


You either make money or you lose “. Only the é ‘ @ All-truck engines — exclusively for truck work—built in the 
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the operator ® The “roomiest, most comfortable cab on the road’’—the R 
P 7 Comfo-Vision Cab designed by drivers for drivers. ; 
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® Traditional truck toughness that has kept International 


to see your International Truck Dealer or 
first in heavy-duty truck sales for 20 straight years. 


Branch and get the best truck engineered for 





your job. Why not make it soon? ¥ rgd —™ from '-ton pickups to 
INTERNATIONAL HARVESTER COMPANY - CHICAGO ® America’s largest exclusive truck service organization. 


‘SS 
Ka International Harvester Builds McCormick Farm Equipment and Farmall Tractors . . . Motor Trucks . . . Industrial Power. . . Refrigerators and Freezers 


INTERNATIONAL TRUCKS 


"Standard of the Highway” 





Model L-195 Roadliner, 157 inch * 
wheelbase, 48,000 Ibs. GCW. 
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THE WEEK IN TRANSPORTATION 


News of Significance lo Traffic and Transporation Mon 


|.C.C. Permits Full 15 Per Cent Rail 
Freight Rate Boost in Ex Parte 175 


Says Financial Situation of Rails Points to Need for More 
Revenue to Maintain Adequate National Rail System. Boost. 
Limited on Some Commodities. Some Services Exempted. 


The Commission, the morning of 
April 14, issued its report on second 
further hearing in Ex Parte No. 175, 
Increased Freight Rates, 1951, per- 
mitting the railroads the full amount 
of the 15 per cent increase in freight 
rates in all territories originally 
sought by them in January, 1951. 

“Hold-downs” or ‘maximum in- 
creases were imposed on certain com- 
modities, and no increases were per- 
mitted on specified services. 


The increases are to be applied as 
surcharges to the basic rates and 
charges in effect when the original 
petition was filed in January, 1951, 
and the surcharge authorization is 
not to be effective later than Febru- 
ary 28, 1954. The increases are to be 
made effective on 15 days’ notice, ex- 
cept on grain and its products, on 
which 30 days’ notice is required. 

At the Association of American Rail- 
toads it was said that the railroads 


planned to make effective the increases 
authorized by the Commission in Ex 


= Parte 175 on May 2, as to the rates 


other than grain and grain products, and 
on May 17 on the grain list. 


The increases thus authorized are in 
lieu of increases of 9 per cent in Eastern 
Territory and 6 per cent in the other 
territories and interterritorially, granted 
4s surcharges, subject to certain commod- 
ity exceptions and maximum charges, 
last August, 281 I.C.C. 557. Thus the 
Increase in present rates will be 6 per 
cent in the east and 9 per cent else- 
Where with exceptions. 

Water carriers and freight forwarders 
Parties to the proceeding were granted 
Similar permission to increase rates and 
charges. 

The report bore a notation that 
Chairman Rogers, necessarily absent, 

indicated that if present he would 
vote for the report and orders. 

Commissioner Aitchison wrote a brief 
Concurring opinion, in which he was 
joined by Commissioner Mahaffie. Com- 
Miss:oner Patterson concurred in the 
result, Commissioner Mitchell wrote an 


expression “concurring specially,’ and 
Commissioner Splawn dissented in part 
in a somewhat lengthier statement. 


The report also bore a notation that 
Commissioner J. S. James, of the North 
Carolina Utilities Commission, a member 
of the cooperating state commissioners 
who sat with the Commission in the fur- 
ther hearings and in the consideration 
of the report, concurred in Commis- 
sioner Aitchison’s statement, except that 
he- recommended authorization of in- 
creases of 13 per cent for the Eastern 
District, and 10 per cent for the Western 
and Southern territories. 

In addition to the order in Ex Parte 
175, which embraced also Ex Parte 175, 
Sub. 1, the Commission granted neces- 
sary fourth-section relief by second sup- 
plemental fourth section order No. 16030, 
and issued an amendment to special 
permission No. 49217 authorizing certain 
departures from the Commuission’s pub- 
lished tariff regulations. 

The Commission, when it made public 
its report, also issued a notice, reviewing 
its action, the text of which follows: 

“The Interstate Commerce Commis- 


sion today issued its report and orders, 
adopted April 11, 1952, based upon recent 
extensive hearings in Washington, on 
the petition of the railroads of the United 
States for authority to make effective 
the full amount of the increase, generally 
15 per cent, originally sought by them in 
1951. Following former hearings in 1951, 
interim increases were authorized in 
March, 1951, and, after further hearing, 
in August last. The authorization 
granted in August, now in effect, per- 
mitted increases of 9 per cent within 
Eastern Territory and 6 per cent within 
the remainder of the country and inter- 
territorially, subject to certain commod- 
ity exceptions and maximum charges. 
The authorization just made permits the 
carriers to make effective the full amount 
of the increase of 15 per cent, with cer- 
tain limitations and exceptions, the in- 
creases to be added to the basic rates and 
charges: that were effective when their 
original petition was filed in January, 
1951. This authorization supersedes the 
prior authorizations, and is to become 
effective on 15 days’ notice, except with 
respect to grain and its products, which 
may become effective on 30 days’ notice. 
Similar permission is granted to water 
carriers and freight forwarders who were 
parties to the proceeding. 

“The increases now authorized are 
to be surcharges in addition to the reg- 
ular tariff rates. The authorization to 





Ex Parte 175 Increase 


The latest authorization of the 
Commission for. increases in rail 
freight rates in Ex Parte 175 is esti- 
mated to average about 13.8 per cent 
over the base rates in effect on Sep- 
tember 1, 1949, and about 6.8 per cent 
over the interim increases authorized 
on August 2, 1951, according to the 
Commiussion’s Bureau of Transport 
Economics and Statistics. 

The estimate is contained in the 
monthly comment on transportation 
statistics compiled by the bureau. and 

- issued by the Commission as informa- 
tion which it has not considered or 
adopted. 

September 1, 1949, the date with 
which the bureau compares the rate 
level resulting from Ex Parte 175, was 
the date on which the final increase 
in Ex Parte 168, Increased Freight 
Rates. 1948, went into eftect. 

The word “full” as used by the 


Commission in its report and accom- 
Ppanying notice in reference to the 15 
per cent increase was intended to in- 
dicate that it was granting the rail- 
roads the 15 per cent increase asked 
by them in their petition filed March 
28, 1951, subject, of course, to maxima 
and other exceptions. 

Use of the word “full” grew out of - 
the fact that the Commission had au- 
thorized increases of 9 per cent in the 
east and 6 per cent elsewhere, with 
exceptions, and the railroads in their 
petition dated October 19, 1951, asked 
that the Commission grant in “full” 
the 15 per cent increase theretofore 
sought. 

The compilation now made avail- 
able by the Commission’s Bureau of 
Transport’ Economics and Statistics 
gives the estimated effect of the au- 
thorized increase with the modifica- 
tions to which it is subject. 
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impose such surcharges is not to be 
effective later than February 28, 1954. 


“Exceptions to the general authoriza- 
tion of 15 per cent increases are as 
special authorizations as follows: 


“Fresh fruits and vegetables, melons, 
and edible nuts; lumber and articles 
listed in tariffs as taking lumber rates; 
canned or preserved food products; and 
copper, lead, and zinc articles; all sub- 
ject to a maximum increase of 12 cents 
per 100 pounds. Building woodwork and 
millwork, subject to a maximum increase 
of 14 cents per 100 pounds. Sugar, sub- 
ject to a maximum increase of 10 cents 
per 100 pounds. Phosphate rock, in- 
cluding phosphatic clay; salt, subject 
to a maximum increase of 60 cents per 
ton. Potash, subject to a maximum in- 
crease of $1.00 per ton, Grain, grain 
products, etc., 12 per cent. Coal, except 
lignite, and coke, 12 per cent, subject 
to a maximum of 40 cents per net ton. 
Lignite, 6 per cent, subject to a maximum 
increase of 20 cents per net ton. Sand, 
gravel, stone, broken, crushed or ground, 
etc., in open top cars, 12 per cent. Iron 
ore, 12 per cent. Charges for handling 
iron ore either at the upper lake ports 
or at the lower lake ports, 15 per cent. 
No increase is authorized on certain 
charges, such as those for protective 
services, for loading or unloading live- 
stock, and for unloading fresh fruits and 
vegetables at New York and Philadelphia. 

“Petitions of shippers for reconsidera- 
tion and modification of the outstanding 
authorizations were disposed of and de- 
nied in the present report. The decision 
was unanimous except for the dissent in 
part of Commissioner Walter M. W. 
Splawn, although Commissioners Clyde 
B. Aitchison and Charles D. Mahaffie, 
while concurring, felt no increase above 
12 or 13 per cent was justified in the 
south or west. Commissioner Richard 
F. Mitchell concurred specially, and Com- 
missioner William J. Patterson concurred 
in the result. 

“This is the twelfth general increase 
which has been allowed to the railroads 
by the Interstate Commerce Commission 
since the cessation of hostilities in World 
War II. The successive proceedings ‘have 
grown out of the effort to keep rates on 
an adequate basis in time of increasing 
inflationary tendencies.’ The Commis- 
sion points out that the authorizations 
made ‘have been for even greater 
amounts and rates than the carriers 
have been able to make and hold.’ 

“The authorizations sought, if granted, 
were estimated by the class I railroads 
as increasing their freight revenue ap- 
proximately $678,000,000 if applied to the 
traffic expected in 1952, compared with 
the revenue at current rates. The De- 
partment of Commerce independently 
estimated the increase sought as $704,- 
000,000. Both estimates may be shaded 
slightly for modifications made by the 
Commission as to particular commodi- 
ties, and both necessarily are dependent 
upon the volume of traffic realized.” 


Conclusions of the Commission—The 
Commission set forth its conclusions in 
the following language: 

“The foregoing factual statement, to- 
gether with facts found in our earlier 
reports herein call for the exercise of 
our duties as succinctly summarized by 
the Supreme Court in Interstate Com- 
merce Commission v. Jersey City, 322 
U.S. 503, at pages 522-3. We are respon- 





‘sible for maintaining a system of trans- 


portation adequate for the purposes of 
national defense. We are without power 
to protect the essential transportation 
agencies from rising labor and material 
costs, such as the foregoing report shows 
have come upon them. We can decide 
only how such unavoidable costs shall 
be met. Our choice, as indicated by the 
Court, is between (1) increased rates 
and charges, (2) defaults and receiver- 
ships and reorganizations, or (3) offset- 
ting inadequate service or delayed main- 
tenance. All these considerations must 
be weighed by us with the needs of 


Time Lapse in Ex Parte 175 


Ex Parte 175 began with the filing 
of a petition by the railroads on Jan- 
vary 16, 1951, asking a general increase 
of 6 per cent with certain exceptions, 
followed by a motion filed January 19, 
1951, for authority to make the in- 
creases effective on an interim basis on 
one day’s notice. Hearing on the motion 
for an interim increase was held Feb- 
ruary 19-23, and oral argument was 
heard February 27-March 1. The case 
was submitted on the latter date and 
an interim report was issued March 12, 
1951, granting increases of 4 per cent 
in the east and 2 per cent elsewhere. 

On March 28, 1951, the railroads filed 
a petition to supplement and amend 
their original petition so as to ask au- 


thority to increase freight rates and 
charges by 15 per cent with certain ex- 


ceptions. Hearing was held in Wash- 
ington, May 14-22; Chicago, June 11-13; 
Portland, Ore., June 5-8; Seattle, Wash., 
June 11-14; Memphis, Tenn., June 19-21; 
Washington, D.C., June 18-21, and June 
25-29, with argument July 9-13. The 
case was submitted July 13 and decided 
August 2, 1951. 

On October 19, 1951, the railroads 
petitioned for reconsideration, asking 
the full 15 per cent increase instead of 
the 9 per cent in the east and 6 per 
cent elsewhere permitted by the Com- 
mission in the August 2, 1951, decision. 
Hearing was held in Washington, Jan- 
vary 14-23, 1952, and February 18-22, 
with argument February 25-29. The 
case was submitted February 29 and de- 
cided April 11. 





national defense, as well as avoiding in- 
flationary tendencies, as a public re- 
sponsibility. Considering as well the 
needs of commerce, the rule laid down 
in the declaration of national transpor- 
tation policy for our guidance in admin- 
istration of the act, the choices of 
determination stated by the Court 
eliminate the second and third and leave 
only the first as conforming to the 
standard. 

“For the reasons stated in our former 
reports, and upon the record then before 
us, supplemented and now far more ex- 
tensive and current, we conclude that 
we should now authorize further in- 
creases in rates and charges beyond those 
previously authorized, substantially as 
sought by petitioners. The findings made 
reflect this conclusion. 

“Our conclusion carries forward the 
statement we made in our report on fur- 
ther hearing in this proceeding, 281 I.C.C. 
at page 637, in authorizing the present 
increases: 

“*We believe at a time when the nation 
is bearing arms against aggression and 
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undertaking extraordinary efforts in the 
way of defense mobilization for peace, the 
developing of a transportation system by 
rail adequate to meet the needs of na- 
tional defense, within the meaning of the 
national transportation policy, requires 
attention on our part in a proceeding of 
this kind, and warrants a degree of lib- 
erality in decision not otherwise to be 
taken into account. ... We are not con- 
vinced that money necessary for capital 
additions to the railway system should 
be derived wholly trom income, but we 
must take note of the fact that many of 
these outlays are being made under the 
encouragement, if not the insistence, of 
the government and the shipping public, 
with national defense primarily in mind. 
Such circumstances, therefore, bear upon 
our decision in this case.’ 


“As indicated in the discussion of the 
showing made as to commodities, fore- 
going, protestants have renewed and 
supplemented their adverse criticism of 
various rate adjustments expressed dur- 
ing earlier hearings in this case. It 
would be desirable, if feasible, to main- 
tain a perfect balance between revenue 
needs which call for sharply increased 
rates, and a rate structure conforming to 
all standards of the Interstate Commerce 
Act. Such would be an impossible under- 
taking. Therefore our finding as to just- 
ness and reasonableness will apply to the 
general basis of rates, and will not pre- 
clude interested parties from calling re- 
sulting maladjustments to attention for 
correction as provided by the act. Fur- 
ther, the present record reeniorces our 
former conclusion that the increases 
authorized should be so stated by the car- 
riers as not to become, by virtue of the 
manner of publication, integral parts of 
the rate structure, but rather as addi- 
tional charges or surcharges. The pres- 
ent authorizations of this character are 
limited in time to expire on our further 
order, but not later than February 28, 
1953. It now appears that the final ex- 
piration date should be further deferred 
one year, or to not later than February 
28, 1954. We retain jurisdiction and keep 
open the record, as was done in our re- 
port on further hearing, 281 I.C.C. at 
page 644, findings 37 and 38.” 


Commission’s Findings—The text of 
the findings of the Commission follows: 


Upon the entire record, including that 
—_ at or upon former hearings, we 
nd: 


1. Except as otherwise provided in 
these findings, all basic freight rates 
and charges of petitioning railroads, in- 
cluding rates and charges for the trans- 
portation of milk and cream in passen- 
ger or freight service (including com- 
modities listed in the milk and cream 
tariffs), may be justly and reasonably 
increased 15 per cent. Such increases 
shall be applied as percentage increases 
in the amount of the total freight 
charges as shown by the freight bill, 
exclusive of the federal transportation 
tax, and subject to the maximum 
amounts of increase hereinafter specified. 

Basic freight rates and charges are 
those now in effect, or published to be- 
come effective but not yet effective, in- 
cluding increases or any portion thereof 
effective under the authority granted in 


Ex Parte No. 162, Ex Parte No. 166, and | 


Ex Parte No. 168, and including rates 
held under investigation and suspension 
orders; also rates prescribed by our or- 
ders, when and as such orders become 
effective, subject to any exceptions 
specifically made in the orders. For 
the purpose of determining basic rates 
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from such present rates and charges, 
there shall be excluded increases by way 
of surcharge authorized in our previous 
reports and orders in this proceeding. 
Any change hereafter made in the in- 
creases authorized in Ex Parte No. 162, 
Ex Parte No. 166, or Ex Parte No. 168, 
whether in pursuance of the undertaking 
of the petitioners in the proceedings 
mentioned to restore former competitive 
commercial relations, or voluntarily or 
pursuant to orders, directions, or media- 
tory powers of the Commission, will be 
considered as changing the basic rates as 
defined for the purposes of these findings, 


and the amount of the increases author- - 


ized herein will be modified and applied 
ratably. 


2. Class rates published pursuant to. 


our decision of July 26, 1951, in Docket 
No. 28300, Class Rate Investigation, 1939, 
281 I.C.C. 213. may be increased 15 per 
cent whenever such rates become effec- 
tive. 

3. Rates on the following commodities, 
in carloads, may be increased 15 per cent, 
subject to the maxima indicated below 
(see box setting forth maxima herewith). 


4. Rates on grain, grain products, 
grain by-products and articles taking 
the same rates may be increased 12 per 
cent. Increases in rates on flaxseed will 
be applied in the same manner as those 
outlined in our report on further hear- 
ing. 

5. Line-haul rates on anthracite coal, 
bituminous coal (except lignite), and 
coke, in carloads, may be increased 12 
per cent to, from, and within all terri- 
tories, subject to a maximum of 40 cents 
per net ton. 

Except as provided in the next two 
succeeding paragraphs, when coal or 
coke is transported by water preceded 
and followed by rail transportation, the 
water transportation not being subject 
to our jurisdiction, the aggregate amount 
of the rates or rate factors subject to 
our jurisdiction shall be considered as 
the rate to be increased, and be sub- 
ject to a single increase. 

The increase in rates to the North At- 
lantic ports, Hampton Roads-New York, 
inclusive, when for movement beyond by 
water in coastwise service to New Eng- 
land ports, shall not exceed 20 cents per 
net ton, nor shal] the increase in the 
rates from New England ports to the in- 
terior on coal reaching such ports by 
water, exceed 20 cents per net ton. 

The increase in rates on coal to East 
St. Louis and Alton, Ill., when for move- 
ment beyond by barge to points on the 
Mississippi River, shall not exceed 16 
cents per net ton from Illinois and west- 
em Kentucky mines, exclusive of dump- 
ing and switching charges. 


6. Line-haul rates on lignite coal, or 
lignite coal briauets, in carloads, many 
be increased 6 per cent, subject to a 
maximum of 20 cents per net ton. 


7. Line-haul rates on sand; gravel, 
stone, broken, crushed- or ground; slag, 
other than expanded or ground open- 
hearth basic slag; shells, oyster, clam or 
mussel, whole, crushed or ground, or 
Screenings; all in open-top cars not pro 
tected by tarpaulin or other protective 
coverings may be increased 12 per cent. 

8. Line-haul rates on iron ore, in car- 
loads, may be increased 12 per cent. 

9. No increase is proposed or author- 
ized in the charges for storing iron ore 
at lower lake ports, and such charges 
are excepted from these findings. 

10, Charges for handling iron ore 
either at the upper lake ports or at the 


lower lake ports may be increased 15 per 
cent. 

11. No increase is authorized in the 
charges for protective services published 
in Perishable Protective Tariff No. 15, 
Agent Quinn’s I.C.C. No. 26. 

12. No increase is proposed or author- 
ized in charges applicable at South At- 
lantic ports, Hampton Roads, Va., and 
south, Florida ports, and Gulf ports, 
for wharfage, handling, tippling, or 
dumping of coal or coke at Hampton 
Roads or Charleston, S.C. There are 
no charges published for tippling, as 
such, and the term is presumably used 
here aS svnonymous with dumping of 
coal or coke at said ports. 

13. No increase is proposed or author- 
ized in amounts paid or allowances made 
by carriers for drayage or other services 
performed by shippers or receivers of 
freight. 

14. Charges for collection-on-delivery 
services, rates and charges for switching 
for trap and ferry-car services, and for 
= services, may be increased 15 per 
cent. 

15. Minimum charges for shipment 
(less-than-carloat or any-quantitv), 
minimum charges per car applicable 
to line-haul carload rates, and other 
minimum charges may be increased 15 
per cent. 

16. Where tariffs provide for absorp- 
tion of charges for switching subject to 
stated minimum or net line-haul reve- 
nue, such stated minimum or net line- 
haul revenue may be increased 15 per 
cent. 

17. The minimum rate under which 
pick-up and/or deliverv services on less- 
than-carload shipments or shipments 
subiect to anv-quantity rates are ac- 
corded, or allowances made in lieu there- 
of, mav be increased 15 per cent. 

18. Charges for loading or unloading 
of carload freight mav be increased 15 
per cent, except that no increase is pro- 
posed or authorized in charges for load- 
ing or unloading livestock, and excevt 
that charges for unloading fresh frvits 
and vegetables. in carloads. at New York, 
N.Y., and Philadelphia, Pa., found just 
and reasonable in Unloading Charges, 
Fruits and Vegetables, N.Y. and Phila., 
272 I.C.C. 648, may not be further in- 
creased. 


19. Charges for diversion or recon- 
signment, charges for  stopping-in- 
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transit to complete loading or to partly 
unload, line-haul rates and charges for 
special freight-train service, rates and 
charges per mile in Consolidated Freight 
Classification No. 20 or in Uniform Clas- 
sification No 1, line-haul all-commodity 
freight rates, and line-haul rates on 
freight in truck bodies, trailers, or semi- 
trailers on flatcars may be increased 15 
per cent. 

20. Rates and charges for accessorial 
or terminal services such as storage, 
handling, trimming, floatage, lighterage, 
demurrage on lighters or car floats, load- 
ing, unloading, fabrication, other transit, 
weighing, et cetera, not otherwise spe- 
cifically provided for in these findings 
may be increased 15 per cent, except 
(a) no increase is proposed or authorized 
in charges for demurrage on freight cars, 
and (b) no increase is proposed or au- 
thorized in charges for handling, load- 
ing, or unloading export, import, coast- 
wise or intercoastal traffic which do not 
affect the measure of the line-haul rates 
and are not in addition to the line-haul 
rates. 

21. Where through rates are made by 
combining separately stated rates (two- 
factor or multiple-factor rates), on com- 
modities for which maximum increases 
are provided, such maximum increase 
shall be observed in connection with the 
entire through rate. 

22. International rates to or from 
Canada and Mexico, whether single- 
factor or combination, may, within the 
limits of our jurisdiction, be increased 
to the same extent and in the same 
manner as herein authorized within the 
United States. 

23. Joint rates between rail carriers 
and water or motor carriers may be in- 
creased to the same extent and in like 
manner as herein authorized for all-rail 
rates. 

24. Where divisional arrangements be- 
tween carriers provide that a carrier 
shall receive a fixed amount of its di- 
vision of any joint rate, such amount 
shall be increased by the same percent- 
age as the joint rate is increased. 

25. When switching or other accessorial 
charges are increased as herein author- 
ized, and such charges prior to the in- 


MAXIMUM INCREASES 


Commodity 


Fresh fruits, including citrus, and vegetables, (Not cold pack 


or frozen) 
Melons 
Edible nuts 


Lumber and articles listed in tariffs as taking lumber rates } 


Maximum Increase 


} 12 cents per 100 pounds 


12 cents per 100 pounds 


Building woodwork and millwork as described in item 55 of 
tariff X-175-A, as amended, except when listed in tariffs 14 cents per 100 pounds 


as taking lumber rates 


Sugar, beet or cane 

Sugar, corn 

Sugar, invert 

Sugar, liquid 

Sugar, Sorghum 

Sugar, wheat : 

Sirup, grain unmixed (glucose) 


10 cents per 100 pounds 


Canned or preserved food products (not cold pack or frozen), 


in packages, as described or referred to it item 60 of 


Tariff X-175-A, as amended 


12 cents per 100 pounds 


Phosphate rock, not further processed than ground, including 


phosphatic clay 
Salt, (sodium chloride) 


Muriate of potash 

Manure salts 

Sulphate of potash 

Sulphate of potash magnesia 


60 cents per ton 


$1.00 per ton 


Copper, lead, and zinc articles as described in groups 559 


and 563 of Freight Commodity Statistics, Steam Roads 


12 cents per 100 pounds 
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crease were absorbed wholly or in part 
by a carrier or carriers, the amount of 
the absorption shall be increased in the 
same proportion as the increase in the 
accessorial or switching charges. 

26. Rail and water carriers, not parties 
to the original or amended petitions, but 
which have otherwise become parties to 
this proceeding, may make the same in- 
creases in their rates and charges as the 
petitioners. 

27. Freight forwarders may increase 
their rates and charges simultaneously 
and ratably, or in direct proportion to 
analogous or corresponding increases 
made in the freight rates and charges 
of the common carriers whose facilities 
and transportation services are used. No 
order is considered necessary to enable 
them to publish and file such increased 
rates, and, if published, they will be sub- 
ject to possible protest and suspension, 
other than under section 405 of the act. 
Appropriate orders will be entered under 
that section upon proper applications. 


28. Our outstanding unexpired orders 
in other proceedings will be modified to 
permit the increases authorized herein 
to be made effective, and appropriate 
permissive orders under sections 4(1), 6, 
217, and 306 of the interstate commerce 
act will also be entered. 

29. Rates and charges increased as 
herein authorized are not considered as 
prescribed within the meaning of the 
decision in Arizona Grocery Co. v. Atchi- 
son, T. & S. F. Ry., 284 U.S. 370. 


30. The increased rates and charges 
authorized herein may become effective 
not later than June 1, 1952, by filing 
with the Commission and publishing 
schedules, and upon 15 days’ notice to 
the public, and the increased rates on 
grain, grain products, grain by-products 
and articles taking the same rates, and 
flaxseed, upon 30 days’ notice to the 
public, as provided by section 6 of the 
act. The authority to maintain the in- 
creases vrovided in these findings shall 
expire February 28, 1954. unless sooner 
modified or terminated. All our previous 
findings in this proceeding are amended 
accordingly to be in conformity here- 
with. The record will be held oven for 
the purpose of reexamination of the in- 
creases authorized herein prior to the 
expiration date. 


Financial Summary—After a Jong dis- 
cussion of the financial situation of the 
railroads, the Commission made the fol- 
lowing summary of the factors it said 
pointed to the need of additional rev- 
enues to support an adequate national 
rail system: 

“Summarizing the sitvation regarding 
the financial position and credit of the 
railroads, it anvears that the railway 
managements have generally chosen to 
avoid external financing in recent years 
except for eavinment obligations, relying 
upon the latter and working cavital 
funds for financing rather than on either 
capital stock or long-term bonds. So far 
as capital stock is concerned, this has 
been in some measure a forced election, 
owing to the predominance of par stock 
in rail capitalizations and legal prohibi- 
tions against its sale at less than par. 
However, this does not necessarily mean 
that some railroads with no par stock, as 
well as those with par stock which has 
sold or is now selling above par, could not 
or cannot now market such stock on 





approximately as favorable a basis in 
terms of price-dividena ratios as the 
stocks of many nonrailroad companies. 
In such cases the fact that little or no 
stock has been marketed can scarcely be 
regarded as any more an indication of 
poor credit, than it is of a managerial 
decision against requesting additional in- 
vestment of its own stockholders, or di- 
luting the equity of existing shareholders 
by sales of such issues to the public. 

“As between equipments and other 
long-term debt, the alternative in the 
postwar years was initially one between 
the ultra-secure serial equipment obliga- 
tions with consequently lower interest 
rates, and long-term single-maturity 
obligations of a generally lower credit 
rating with considerably higher interest 
rates. It is not surprising that the vol- 
ume of equipment obligations rose rap- 
idly and that relatively little money has 
been borrowed on long-term obligations. 

“The general rise in interest rates 
since 1946 has radically altered this 
favorable situation. Equipment yields 
have advanced much more rapidly than 
those of long-term bonds, and the yields 
on the latest maturity 15-year obligations 
offered in the last auarter of 1951 were 
equal to or approaching those of Moody’s 
railroad bonds in that quarter. Ac- 
companying this increase there has been 
a consistent decline in both the net work- 
ing capital and cash working capital 
positions, increasing deferred mainte- 
nance which has now accumulated to 
over $1,000 millions, and a substantial 
indicated decrease in the physical inven- 
tory of material and supplies in the 
three years 1948-51, both in the aggregate 
and per million gross ton-miles. All of 
these factors point to the need of addi- 
tional revenues if an adequate system 
of national transvortation by railroad is 
to be maintained.” 


Separate Expressions — Commissioner 
Aitchison, concurring, said: 

“T concur generally in the foregoing 
report, but cannot agree that the reve- 
nve needs of the petitioning railroads in 
the three rate territories are so eaual as 
to warrant a uniform, nation-wide in- 
crease in rates. The revenve needs of 
the railroads in the Eastern District are 
greater than in Southern or Western dis- 
tricts, as the report makes entirelv clear. 
This difference in financial conditions 
shovld be recognized bv the Commission. 
Furthermore: the uniform increase au- 
thorized, an additional 6 per cent in the 
Eastern District, and 9 per cent else- 
where, is unjust. as it unnecessarilv ne- 
nalizes the traffic in those territories 
in which the railroads are relatively 
more prosverous. I would make the in- 
crease in the Eastern District 15 per cent, 
as authorized bv the revort, but not over 
12 or 13 ner cent elsewhere. Corresnond- 
ing modifications should be made in the 
maximums prescribed. 

It was in connection with his con- 
currence in this statement that Com- 
missioner James, of the North Carolina 
Utilities Commission said he would rec- 
ommend an authorization of a 13 per 
cent increase in the east and 10 per cent 
in the Western and Southern territories. 


Mitchell S ta te men t—Commissioner 
Mitchell, “concurring specially,” said: 

“T concur in this report, but I do not 
agree with certain statements made in 
section II, entitled ‘Credit Position of 
the Railroads.’ 

“A few railroads, because of their sat- 
isfactory earnings, are in a _ position 
whereby they can sell stock to the general 


TRAFFIC WORLD 


public, but those carriers which are in 
need of additional capital are unable to 
sell stock on the same basis because 
their earnings have not been such that 
investors will buy their stocks. 

“Generally, long term bonds have not 
been salable at competitive bidding. Be- 
cause of this, the Commission in the 
past few months exempted from +«com- 
petitive bidding sales of bonds by cer- 
tain railroads. As a result, the only 
means by which the railroads have been 
able to finance themselves is through 
equipment trusts which are compara- 
tively short term certificates and are 
secured by a direct lien on the purchased 
equipment. 

“The whole situation, as far as the 
credit position of the railroads is con- 
cerned, can be summed up in one single 
sentence. They have not had sufficient 
earnings to justify investment in their 
stocks.” 


Splawn’s Dissent—The following is the 
text of Commissioner Splawn’s “dissent- 
ing in part” statement: 

“TI concur in that portion of the 
separate expression by Commissioners 
Aitchison and Mahaffie which relates 
to the disparity between the revenue 
needs of the carriers in the respective 
rate territories. After extensive further 
hearings in this proceeding beginning in 
January, 1952, the conclusions reached 
in this report authorize very substan- 
tial increases. 


“Notwithstanding that these increases 
could have been authorized on March 
first by an order, and though I did not 
object to such procedure, the majority 
are to be commended for insisting that 
a second report on further hearing issue 
at this time. As the report shows, the 
petitioners have brought out little evi- 
dence which is material and relevant, 
other than that already of record, which 
affords any support for the additional 
increases in rates which are herein 
authorized. As a consequence, I regret 
that I am not able to go along with 
the principal conclusion. 


“The successive petitions for authority 
to make the increases in rates sought in 
this proceeding have been based mainly 
on increased costs of labor and materials 
and svpvlies. In the 1951 hearines a 
showing of substantial additions to these 
costs was made and the _ increases 
authorized in August of that vear, which 
had unanimous anvrroval of the Com- 
mission. proved auite adeavate to pro- 
vide the additional revenue necessary 
to cover such costs. The increases in 
the exnenses of the roads since that 
authorization was made consist largely 
of increased wages of $125 million. ef- 
fective Janvaryv 1, 1952. which amount 
has since been reduced somewhat be- 
cavse of a drov in the cost of living 
index. Upon this showing of increased 
expenses, this revort wovld anthorize 
the increases sought, almost in their 
entiretv. Thev are estimated to agere- 
gate $678 million. Realizing that the 
increases in expenses in themselves fail 
to demonstrate anv need for a further 
increase of such magnitude. the railroads 
undertook to show that their economic 
position in the post-war period was de- 
teriorating. The record, as the ma- 
joritv report discloses. not only fails to 
establish this as a fact, but, on the 
contrarv, demonstrates that petitioners’ 
financial and credit position has im- 
proved in marked respects. While the 
ratio of current assets to current lia- 
bilities has dropped from 2.21 on De- 
cember 31, 1946, to 1.64 on December 
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31, 1951, this decline reflects mainly the 
result of drawing down of the accumu- 
lation of working capital in the form 
of cash and temporary cash investments 
at the close of the war. ‘These funds 
were applied to the $6.5 billions of capital 
expenditures which the roads made in 
the post-war period, the preponderance 
of which was for new equipment. Such 
outlays may well be regarded as an 
exercise of good business judgment in 
putting the funds to work. Such debt 
as was incurred for these capital expendi- 
tures was almost entirely in the form 
of equipment obligations, a substantial 
portion of which carries favorable in- 
terest rates. 

“In this connection, I was impressed 
by the testimony (pp. 7691-7715) of Wil- 
liam T, Faricy, president of the Associa- 
tion of American Railroads, in this pro- 
ceeding where he stated, as I understood 
him, that 

«ce * * quring the next two years 
the railroads should spend not less than 
$2.18 billion for new freight cars and 
locomotives. This ignores other necessary 
capital improvements, such as improve- 
ments in fixed plant and facilities other 
than equipment, which in 1951 amounted 
to $351 million. 

“On lines having heavy traffic density, 
a diesel will pay for itself through sav- 
ings in operating costs, in about four or 
five years. On branch lines of lesser 
traffic density, it would take a longer 
time.’ 

“As the report shows, the roads have 
satisfied their capital needs in recent 
years in a manner most favorable to 
themselves and there is no evidence of 
any serious impairment in their credit 
position. The coverage for fixed and 
contingent charges has been ample in 
the post-war years. In 1950 the ratio 
of net income to such charges was 2.65, 
higher than in any other year since 1940. 
Modernization of the railroad plant has 
been effected through the ‘increases in 
capital investment of $6.5 billion in the 
years 1946-1951, accomplished without an 
increase in long-term debt, and mainly 
without resort to borrowing. This mod- 
ernization should be reflected in increased 
net railway operating income in the 
years immediately ahead. 

“Cash dividends disbursed rose from 
$126 million in 1939 to $353 million in 
1951. Payments in 1952 are estimated 
at not less than those for 1951. The 
average of cash dividends paid for the 
three pre-war years, 1939-1941, was $157 
million; for the four war years, $228 
million; for 1946 and 1947, $236 million; 
and for the years 1948 to 1951, when 
major capital expansion was under way, 
these dividends averaged over $300 mil- 
lion. Notwithstanding this large increase 
in dividend payments, cash dividends for 
the years 1940-1950, inclusive, averaged 
only 41 per cent of net income. 


“Earned surplus rose from $3,647 mil- 
lion on December 31, 1943, to $6,308 mil- 
lion at the end of 1950. It has increased 
$1,795 million, or 40 per cent, since the 
end of 1946. Furthermore, voluntary re- 
duction of long-term debt, according to 
a railroad witness, has aggregated more 
than $1 billion for the period 1939-1959. 


“These facts which are supported by 
the record and, with one exception, are 
Stated in the report, confirm the con- 
Clusions of the Commission in its report 
of August 2, 1951. 


“The national transportation policy 
requires the Commission to administer 
the regulation of transportation by rail 
80 as to promote “adequate, economical, 


and efficienut service’ and foster sound: 


economic conditions in transportation to 
the end, among other things, of main- 
taining a national transportation system 
adequate to meet the needs of the na- 
tional defense. Under the rule of rate- 
making this is to be achieved at the 
lowest cost to shippers consistent with 
honest, economical, and efficient man- 
agement of the carriers. The rates made 
in conformity with that rule in 1951 
productd $1,510 million of net railway 
operating income before federal income 
taxes and $943 million after such taxes. 

“Thus, instead of being able to use this 
net railway operating income before taxes 
to maintain a national transportation 
system adequate for the needs of na- 
tional defense, the roads were required 
to pay to the Government, for 1951, $567 
million, or more than a third of such 
income. 

“While it is not for this Commission 
to advise with reference to revenue pol- 
icy of the government, yet it seems ap- 
propriate to point out the incidence of 
this tax, both as it affects the rate struc- 
ture, and the justness and reasonableness 
of the rate level in the light of the rev- 
enue needs of the carriers. Here, in order 
to make available to them $281 million of 
increased net railway operating income, 
increases totalling $679 million are au- 
thorized, which will entail the payment 
of $306 million of additional federal in- 
come tax for 1952. As counsel for the 
National Coal Association pointed out in 
his argument, a modest adjustment of 
the taxes on railroads would, so far as 
this case is concerned, result in as much 
net income as if this petition were 
granted in full, assuming that the car- 
riers could successfully apply the in- 
creased rates. Added to the burden 
which these increases will lay upon ship- 
pers is the exaction of the 3 per cent tax 
on the amount of freight charges. This 
tax falls directly on the shipper, though 
collected by and remitted to the Treas- 
ury by the carrier. Much could be said 
about the evil effects of this tax. The 
majority report points out some of the 
most serious ones. 


“The rate of return in 1951 upon the 
basis shown in the report was 4.2 per 
cent. If the full increase in rates which 
the Commission authoried in the former 
report could be obtained without divert- 
ing traffic, or without suffering the in- 
roads upon revenue occasioned by the use 
of substitutes, or by the voluntary re- 
moval of the increases on so many com- 
modities, particularly between certain 
terminals, they would yield revenues 
sufficient to give the carriers a return on 
investment much nearer 6 per cent, a 
figure frequently referred to in the re- 
cent phase of these proceedings. 


“Although the increases authorized 
since 1939 average approximately 68 per 
cent, the average ton-mile revenue has 
increased only 40 per cent. The railroads 
attribute this to (1) changes in the com- 
position of the traffic, (2) the slowness 
of the states in permitting similar in- 
creases on intrastate traffic, and (3) their 
inability to maintain the full increases. 
There is little in the testimony of their 
witnesses to indicate the scope and force 
of the impact of competition which the 
roads encounter from highway, water, 
and air transportation, largely nonexist- 
ent two decades ago. Taking the passen- 
ger service, for example, if the public 
could be induced to ride trains instead 
of utilizing other services, elimination of 
the passenger deficit alone, would raise 
their rate of return to 6 per cent or more. 
Because certain classes and types of traf- 
fic are peculiarly susceptible to this com- 
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petition, of one form or another, I ques- 
tion the justness and reasonableness of 
permitting further increases on other 
categories of traffic which are still mov- 
ing, and some of which must continue to 
move, largely by rail. The railroads have 
not established their need for such in- 
creases, which by their nature and their: 
incidence will have serious inflationary 
effects, altogether disproportionate to the 
small benefits which the carriers will 
derive from them. 


“Not quite six years have elapsed since 
the beginning of this present series of 
general increases. In table A, appended 
hereto, are shown illustrative situations 
in which all of the successive general in- 
creases have been applied without any 
reductions in the base rates; while table 
B shows examples of rate reductions vol- 
untarily made by the carriers since Sep- 
tember 1, 1949.” (The tables referred to 
by Commissioner Splawn are not here 
reproduced.) 


Cumulative Increases 


The Commission included a table in 
its report showing that the country-wide 
overall result of freight rate increases 
authorized over the rates in effect June 
30, 1946, was 67.6 per cent, including 
Ex _— 175 increases granted last Au- 
gust. 


For the districts and regions, the Com- 
mission showed the cumulative overall 
increases in rates between June 30, 1946, 
including the Ex Parte 175 increases of 
last August, as follows: Eastern District, 
73.2 per cent; Pocohontas Region, 67 per 
cent; Southern Region, 67 per cent, and 
Western District, 62 per cent. 


Another table in the Commission’s re- 
port showed the cumulative effect of the 
percentage rate increases on the class 
rates authorized, over the basic rates 
which were shown in the Commission’s 
report in No. 28300, Class Rate Investi- 
gation, 1939, including the “present au- 
thorization,” as follows: Official Terri- 
tory, including New England and 
Pocohontas Region, 111.4 per cent; 
Southern Region, 61.1 per cent; Western 
Trunk Line, Zone 1, 59 per cent; re- 
mainder of Western Trunk Line and 
Southwestern regions, 51.4 per cent. The 
Commission said that for Mountain Pa- 
cific Territory, as calculated from the 
Commission’s reports “in the Ex Parte 
series,” the percentage of increase of 
the basic class rates in that territory 
had been 64.8 per cent. 


Economic Changes 


The Commission observed that two 
important developments had occurred on 
December 21, 1951. They were, it said, 
its decision in No. 30920, Amortization 
Accounting for Emergency Carrier 
Facilities, 284 I.C.C. 9, and the an- 
nouncement that the Bureau of Labor 
Statistics’ cost-of-living index for No- 
vember 15, 1951, had increased, resulting 
in an automatic four-cent-an-hour in- 
crease in the wages of operating and 
non-operating employes of the railroads. 

The Commission said that it had be- 
come a matter of common knowledge, of 
which it took official notice, that the 
index had declined one point on February 
15, which it said would automatically 
result in a decrease of one cent an hour 
in the wages of the affected employes. 

The Commission reviewed briefly the 
effect of its amortization accounting de- 
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cision which required discontinuance by 
the railroads, refrigerator carlines, and 
water carriers, of amortization account- 
ing for emergency facilities acquired by 
those carriers. 


Rail Financial Situation 


In the course of reviewing the financial 
situation of the railroads, the Commis- 
sion observed that the estimates of ton- 
mile revenues, expenses, and net railway 
operating income and rates of return, 
submitted by the railroads and by the 
Department of Commerce, exhibited rel- 
atively minor differences, so much so 
that “for once, it is possible to say that 
there are no significant differences in 
the competent forecasts of the volume of 
traffic, revenue, expenses, and rates of 
return for the Class I railways considered 
as a group.” 

It also observed that the increasing 
freight revenue sought in the proceeding 
was at “the overall rate of 7.65 per cent 
above the current rate.” 

In discussing the further increases in 
freight rates, the Commission said that, 
so far as 1951 was concerned, “the in- 
creases allowed were nearly adequate to 
cover all the increased costs incurred 
during the year 1951, conditioned upon 
the assumption that the railroads could 
have collected somewhat more than four- 
fifths of the rate increases authorized.” 


In a discussion of the relation of profits 
and revenue and the possible effect on 
the railroads’ financial situation of fu- 
ture changes in conditions, the Commis- 
sion said: 

“The petitioners’ own showing indi- 
cates the railroads could ‘get by’ for a 
time on the present authorized basis of 
rates, with the present volume and char- 
acter of traffic. Nevertheless, the up- 
ward trend of expenses, prices, and an 
unsettled wage situation, combined with 
uncertainties as to the future trend of 
traffic, present potential dangers to the 
whole system of transport unless a 
greater degree of assurance is given as 
to the adequacy of future earnings. 
Other factors, such as gross capital ex- 
penditures, railway credit, not working 
and cash working capital positions and 
the effect of equipment obligations as 
they mature in series, will be discussed 
later, but confirm the view stated. 


“The relation of gross revenue to net 
railway operating income, and to net 
income is important. These ratios of 
profit from the average dollar transac- 
tion have been on a generally decreasing 
basis, as shown below, and are now at a 
level where with a continuation of pres- 
ent rates any marked unanticipated drop 
in traffic could seriously threaten the 
solvency of important carriers, unless 
counterbalanced by revenue increases. 
Should there be a marked decrease in 
traffic, especially if, as might well be, 
it were accompanied by such an increase 
in the cost of living as to bring about an 
automatic increase in wage scales, a very 
difficult financial situation might result, 
which would be aggravated by the con- 
tinuing necessity for currently meeting 
equipment obligations as they mature.” 


Rate of Return 


Referring to questions raised by the 
railroads and protesting parties con- 
cerning rates of return for various pub- 
lic service agencies, the Commission said 
it did not think it necessary to go into 
a detailed or elaborate discussion of the 


questions presented. As to its need to 
consider the question of a rate of return 
in connection with groups of carriers, 
the Commission said: 

“Rates of return for individual car- 
riers, relevant when considering either 
the adequacy of their particular rates 
or the confiscatory character of schedules 
prescribed for them, cast little light on 
what would be a fair rate of return 
when great groups—in fact, all—of the 
carriers are aggregated, and the pro- 
posal is for equal treatment of them. 
On the other hand, we cannot accept 
the contention that with the repeal of 
the recapture provisions of the trans- 
portation act of 1920, our long-exercised 
right and duty to consider the return 
being earned by the carriers by groups, 
upon an average basis, was taken away 
from us. It is an economic necessity 
that we do so, if we are to make rate 
adjustments which will conform to the 
standards of the interstate commerce act 
and will have the traffic of the nation, as 
well as keep the components of the 
transportation system in as good a state 
of health as other conditions permit. It 
is inevitable that with a rate structure 
which the country needs, adjusted so 
that over-all rates are reasonable and 
just, some carriers will earn more, and 
others less than the average which is a 
fair return for the roads as a whole or 
in groups. That the particular remedy 
for this obvious condition which Con- 
gress undertook to apply by the recap- 
ture provisions of the act of 1920, failed 
because of inherent imperfections, in no 
wise alters the necessity fdr continuing 
to view the situation of the segments 
of the industry as a whole or in groups, 
in order to carry out the objects of the 
national transportation policy and to 
conform to the requirements of the act 
that rates shall be just and reasonable.” 

It then reviewed the contentions of 
the parties as to valuation of the rail- 
road properties and took up a discussion 
of the rates of return by districts and 
regions under the method of valuation 
it had adopted in its earlier report. 
Speaking of the rates of return for in- 
dividual lines, the Commission said: 

“Scrutiny of the underlying data for 
the foregoing table as to the individual 
class I roads shows that there is now a 
much less wide band of varying rates of 
return than has formerly been exhibited. 
The principal railroads, considered with 
respect to the relative amounts of traf- 
fic they carry, and also as to the propor- 
tion of the total investment they repre- 
sent, do not show a great amount of 
variation in the rates of return as be- 
tween high and low levels, as will be 
shown. 


“The 3 Canadian lines in New Eng- 
land, aggregated, show a deficit. So also 
the Rutland; New York, Ontario and 
Western; Long Island Railroad; Penn- 
sylvania-Reading Seashore Lines; and 
Staten Island Rapid Transit Railway— 
all in the eastern district. The deficit of 
the Central Railroad of New Jersey is 
counterbalanced by the return of the 
Central Railroad of Pennsylvania, 13.2 
per cent. No class I line in the southern 
district (including the Pocahontas re- 
gion), had a deficit for 1951: in the 
western district, the Chicago, St. P., M. 
& O., in the northwestern region, the 
Utah Railway in the central western 
region, and the San Antonio, Uvalde & 
Gulf in the southwestern region, are 
deficit lines for that year. 

“In contrast with the showing as to 
deficit lines, 20 class I roads that enter 
into the computation of the foregoing 
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table had returns above 8 per cent for 
the year 1951, and of those 3 probably 
would be excluded if values were taken 
as of the middle instead of the first of 
the year. ... 

“None of the deficit lines indicated, and 
none (other than certain conspicuous 
industry-affiliated lines) with earnings 
exceeding an 8 per cent rate, are or have 
been important factors in controlling 
the general region- or country-wide basis 
of freight rates. We have long recog- 
nized—as did Congress in the transpor- 
tation act of 1920, sec. 422—that even 
with a reasonable general basis of rates 
there must be some railroads that would 
have high, and some low rates of return 
or none at all, and that in the interest 
of the commerce of the country neither 
the success of the most prosperous nor 
the unfortunate plight of the least fa- 
vorably circumstanced lines could control 
in our determination of a wide basis of 
reasonable rates for application on lines 
of high, low, and average earning ca- 
pacity. ‘These roads perforce all must 
compete with each other for a large 
portion of the common body of available 
traffic, which must be carried at a com- 
mon rate basis if the lines compete ef- 
fectually. The great body of traffic is 
carried neither by the high-earning nor 
low-earning or deficit roads.” 


Regional Rates of Return 


The Commission set out a table show- 
ing the rates of return of railroads in the 
various regions, for those roads with 
estimated values exceeding for each $190 
million, and said that for the three 
districts, those large carriers, represent- 
ing 81.8 per cent of the total value of 
Class I roads, and having 80.2 per cent 
of the total net railway operating in- 
come, the rates of return for 1951 were: 
Eastern District, including the Poca- 
hontas Region, 3.66 per cent; Southern 
Region, 4.86 per cent, Western District, 
4.28 per cent. ; 

“Judged by any standard shown of 
record,” said the Commission, “the rates 
of return earned or prospectively to be 
earned by the railroads by the districts 


. and regions specified in our former re- 


ports in this case, are substandard. Some 
important roads are earning little 
enough that a continuance of the earn- 
ings situation will imperil their solvency, 
while some are in comfortable condition. 
Neither the strongest nor the weakest 
line can control the rate adjustment; 
and as has been shown, the great body 
of the rail carriers are in the middle 
class, with aggregate earnings that for 
the immediate future must be considered 
as substandard, and inadequate. 


“Consideration of these rates of return 
for their bearing on this proceeding, 
which relates to the rate level for the 
future, requires that allowance be made, 
necessarily in general terms, for the 
effect of the following factors already 
referred to. On the revenue side, the 
interim increase allowed and the addi- 
tional increases were in effect but por- 
tions of the calendar year 1951, and some 
rates, particularly intrastate rates, have 
lagged somewhat further behind. On 
the expense side, important changes in 
the wage scales became effective during 
the present calendar year: some mod- 
erate increasese have occurred in mate- 
rial prices; and as to the operating 
revenues shown, hereafter (and now in 
effect) will be marked increase in cor- 
porate federal income taxes, which must 
be deducted to ascertain net railway 
operating income. Beyond these fac- 
tors, which are all ponderable items, 
is the inevitable uncertainty which, must 
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exist as to the amount and nature of 
future traffic, and the course of wage 
and price trends in the future. Informed 
opinions stated in the reco:d tend to 
narrow the uncertainty as to the proba- 
ble volume and character of traffic avail- 
able during the present year, at least; 
but forecasting the future trend of wages 
and material prices is a highly specula- 
tive process.” 


Tax Views 


The Commission recalled that there 
were contentions at the hearing as to 
whether the burden of federal income 
taxes was to be borne by the carriers or 
transferred to the shippers as were items 
of increased cost generally. 

The Commission asserted that, as esti- 
mated by the railroads, if they were to 
obtain $281 millions in additional net 
railway operating income, it would re- 
quire the payment of additional federal 
income taxes of $306 millions. The Com- 
mission continued: 

“The railroads need additional reve- 
nues, they say, to meet their increased 
taxes, but in getting the needed amount 
of increased revenue for such purpose, 
they are compelled to collect in addition 
from the shippers, as taxes, one and one- 
half times as much as the amount that 
will remain with the railroads, which ac- 
crues solely for the benefit of the federal 
government. The railroads are tax col- 
lectors as well as carriers. The burden of 
taxes so shifted is particularly heavy 
upon shippers of high rated commodities, 
and upon shippers at greater distances, 
who, because of distance, pay higher 
rates than nearby competitors.” 

After reviewing the arguments of op- 
posing counsel in the course of which the 
Commission said that counsel for a group 
of shippers who took no position in the 
matter, urged the Commission to take 
“particular notice” of the amount of 
taxes the shipping public would be called 
on to pay under the proposed increases, 
which, the Commission said, in relation 
to the amount that would remain to the 
carriers, counsel had characterized as 
“shocking.” 


The Commission said that counsel for 
the executive agencies of the government 
had suggested that the effect of those 
taxes, especially in the light of their pres- 
ent magnitude, was a matter of definite 
concern. The government was a heavy 
purchaser of commodities as to which 
the further increases were sought, the 
Commission added, and that while it 
would benefit by having turned over to 
the Treasury the major part of the in- 
creases allowed, “its interest as a buyer 
of goods and in the avoidance of infla- 
tion makes it view with much concern 
the increase in prices which inevitably 
follows. Therefore, its interest in main- 
taining the present rate level, if possible, 
transcends its interest as a tax collector.” 


_ The Commission reviewed various cases 
in which the disposition of income taxes 
had been considered and also the ques- 
tion of excess profits taxes in relation 
to the rate of return. The Commission 
Said that, when computing a rate of re- 
turn, income taxes on income derived 
from property other than that used for 
transportation, as well as excess profits 
taxes, in its opinion, should not be con- 
Sidered a proper charge in ascertaining 
the “net avails” from operations. The 
Commission continued: 

“While fully cognizant of the magni- 
tude of petitioners’ estimates of in- 
Creased federal income taxes otherwise, 
We see no alternative to following the 
decisions of the Supreme Court, and con- 


sidering in a rate proceeding that such 
taxes are a proper charge to operations 
and deductible as such in arriving at a 
fair return. If this conclusion, which le- 
gally is compelled, proves to be econom- 
ically unsound, the remedy is for Con- 
gress, which may prescribe the rules gov- 
erning the incidence of taxation imposed 
by its authority. Assuming that we were 
to treat these decisions of the court as 
outmoded and, notwithstanding the ab- 
sence of congressional direction, under- 
take to distinguish between normal and 
abnormal tax rates, and find that taxes 
in excess of those levied at a rate 
selected as normal may not be considered 
an item of expense in arriving at net 
railway operating income, the end result 
would be that net income would be re- 
duced to that extent, and we would still 
be confronted with the question of 
whether the amount remaining would 
suffice to enable petitioners to provide 
adequate transportation within the pro- 
visions of section 15a(2) and the national 
transportation policy.” 


Railroad Credit 


Part II of the Commissioner’s report 
was titled “Credit Position of the Rail- 
roads.” In this section the Commission 
traced the rise in capital expenditures 
and equipment obligations, saying that 
the rise in the latter had, since the close 
of the war, paralleled the increases in 
gross capital expenditures, going from 
$773 millions in 1945 to $1,848 millions at 
the end of 1950. It said there-were no 
figures on the amount of equipment ob- 
ligations outstanding at the end of 1951. 
It said the railroads estimated that 
1952 capital expenditures at current 
rates would aggregate $1,299 millions 
and on the proposed rates, $1,406 mil- 
lions. 

After reviewing briefly the capital 
stock situation and the long-term bonds 
of the railroads, indicating that the car- 
riers had said their credit position was 
such that it was not practicable to fi- 
nance the sales of capital stock, and that 
little or no money had been obtained in 
the postwar period on long-term obli- 
gations, the Commission said _ that 
equipment obligations had ranked if not 
highest, at least among the best, of all 
types of corporate obligations from the 
standpoint of security for almost half 
a century, and had been readily absorbed 
by the investment market. This, it said, 
was because such obligations had an al- 
most unbroken record of payment of in- 
terest and principal despite receiverships 
and trusteeships and because of the po- 
sition given equipments under the bank- 
ruptcy act. The Commission said that 
this past history of priority of treat- 
ment for equipment obligations tended 
to weaken the credit standing of many 
railroad first and junior mortgage 
bonds, and even in some cases the higher 
lien obligations represented by underly- 
ing mortgages on portions of the prop- 
erty. 

The Commission said that no adequate 
appraisal of rail credit from the stand- 
point of borrowing money could be made 
without consideration of the deals on 
equipments as on long-term mortgage 
and other bonds. 


The Commission said that the general 
rise in interest rates since 1946 had 
similarly affected equipment securities, 
rates of interest having advanced each 
year from 1.77 per cent in 1945 to 2.44 
per cent in 1948, declining to 2.35 per 
cent and 2.33 ver cent in 1949 and 1950, 
respectively. 

Later the Commission said that the 
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railroads now recognized that the serial 
maturity of equipment obligations, an- 
nually, might prove to be “a grave 
menace to their financial security, par- 
ticularly if there should be a sharp and 
sudden recession in the volume of traffic 
offered, and the roads would find them- 
selves accordingly unable to meet maturi- 
ties as they occurred.” 

The Commission said the same might 
be asserted if, by reason of presently 
unanticipated wage or material in- 
creases, their operating expenses should 
increase while revenues remained con- 
stant or declined. 

The Commission said that the rail- 
roads had emerged from World War 
II in excellent financial condition having, 
on December 31, 1945, $4,359 millions of 
current assets against $2,104 millions cur- 
rent liabilities, representing a current 
ratio of 2.07. Cash and temporary cash 
investments on that date, added the 
Commission, aggregated $2,557 millions 
or $453 millions in excess of total cur- 
rent liabilities. At the end of 1946, said 
the Commission, the net current position 
ratio was somewhat better, but it added 
that “since then there has been not 
only a substantial but a progressive 
deterioration.” 

The Commission said cash and tem- 
porary cash investments at the end of 
1951 were still large, $1,743 millions, but 
that because of changes in accounting 
rules it was virtually impossible to com- 
pare the 1941-51 period with the 1925-31 
period, and that it was also not possible 
to make a definite statement as to the 
amount of net working capital and cash 
working capital which the railways re- 
quired. 

“In view, however, of the large volume 
of gross capital expenditures expected 
in 1952 and immediately subsequent 
years, as well as the rising interest rates 
on equipment obligations, we regard the 
declines in the ratios referred to as 
most serious,” the Commission asserted. 


Funds Required 

The Commission said it was most im- 
portant that the situation created by 
higher earnings in passenger and freight 
services during the war years, the high 
postwar traffic volumes, and the several 
increases in fares, rates and charges 
since the war, should not be permitted 
to deteriorate. 

This comment was made in connec- 
tion with its discussion of “funds avail- 
able and funds required.” It criticized 
the testimony of the principal statistical 
witness for the coal industry as to the 
funds available to and required by the 
railroads. It said that total funds re- 
quired based on past expenditures made 
were not synonymous with the funds 
needed during the period. It discussed 
in some detail the intentions of the 
witness, and said that with 1939 taken 
as 100, the stock of materials and sup- 
plies at 1939 dollars “per million gross 
ton miles” had declined from 92 in 1946 
to 82 in 1951. The Commission added 
that the stock of materials and supplies 
appeared to be inadequate “for simul- 
taneously meeting the demand for cur- 
rent maintenance, the needed reductions 
in deferred maintenance, and the con- 
tinuation of the present proposed capital 
expenditure program.” 

The Commission said it was apparent 
that past excesses of funds available 
over funds required could not always be 
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used to offset present deficiencies of 
funds available, “particularly if invested 
in physical plant, equipment or inven- 
tories.” It said that in six of the seven 
years 1946-52, the funds required, even 
on the calculations of the coal industry‘s 
witness, had shown deficits ranging 
from a low of $28 millions in 1950 to a 
high of $400 millions in 1949. It added 
that the accumulated deficiency in that 
period was in excess of $1,000 millions, 
according to the estimate of the witness 
of the coal industry. This discussion was 
followed by the summary of the pres- 
ent financial situation aforementioned. 


Freight Forwarders 


With respect to freight forwarders, the 
Commission said: 

“Wages of freight forwarder employees 
were increased 12.5 cents per hour on 
February 1, 1951, 6 cents per hour on 
April 1, 1951, 1 cent per hour on July 
1, 1951, and 4 cents per hour on January 
1, 1952. 

“As shown by the reports to us of 
freight forwarders having gross revenues 
of $100,000 or more per annum for the 
first 9 months of 1951, such forwarders 
received transportation revenues amount- 
ing to $247,557,792. Their net income 
before provision for income taxes was 
$3,354,271. This compares with trans- 
portation revenues of $203,488,786 and 
net income before taxes of $5,113,882, in 
the corresponding period of 1950. Trans- 
portation revenues increased 21.7 per 
cent, but net income before taxes de- 
creased 34.4 per cent. The total cost of 
transportation purchased by these 
freight forwarders increased 22.7 per 
cent 1951 over 1950. Their ratio of 
total operating expenses to total operat- 
ing revenues in the first 9 months of 1951 
was 94 per cent as compared with 89 
per cent in 1950. Tons of freight received 
from shippers were 3,659,299 in 1951, and 
3,100,733 in 1950, an increase of 18 per 
cent. The shipments received from 
shippers by reporting freight forwarders 
are reported as 15,347,872 in 1951 and 
14,129,891 in 1950, an increase of 8.7 per 
cent.” 

The amounts of the maximum in- 
creases in rates on certain commodities 
as authorized by the Commission in its 
report in Ex Parte 175 differed from 
those proposed by the railroads. The 
Commission also added some commod- 
ities to those on which the railroads had 
proposed maxima, and excepted certain 
services from the authorized increase. 

The railroads had proposed a maxi- 
mum increase of 15 cents a 100 pounds 
on fresh fruits, including citrus fruits, 
fresh vegetables, and melons, not cold- 
pack or frozen. The Commission author- 
ized a maximum increase of 12 cents 
a 100 pounds. To the list of fruits and 
vegetables, the Commission added edible 
nuts as another commodity on which the 
increase was limited to 12 cents. 


On lumber and articles listed in tariffs 
taking lumber rates, the railroads had 
proposed a maximum increase of 10 
cents, while the Commission authorized 
a maximum of 12 cents a 100 pounds. 


A maximum of 10 cents a 100 pounds 
was proposed by the railroads on the 
following types of sugar: Beet or cane, 
corn, invert, liquid, sorghum, and wheat. 
The Commission did not change the 
proposed maximum, but added “sirup, 
grain unmixed (glucose)” to the list 
taking the 10-cent maximum increase. 


The items added by the Commission in 
its report to those proposed by the rail- 
roads, on which there was to be a maxi- 
mum increase, were: 

Building woodwork and millwork as 
described in item 55 of tariff X-175-A, 
as amended, a maximum of 14 cents a 
100 pounds; 

Phosphate rock, not further processed 
than ground, including phosphatic clay, 
and salt, 60 cents a ton; 

Muriate of potash, manure salts, sul- 
phate of potash, and sulphate of potash 
magnesia, a maximum of one dollar a 
ton; 

Copper, lead, and zinc articles, as de- 
scribed in groups 559 and 563 of the 
Commission’s freight commodity statis- 
tics for steam roads, a maximum of 12 
cents a 100 pounds. 


It is also to be noted that rates on 
grain, grain products, grain by-products 
and articles taking the same rates were 
not excepted by the railroads from the 
proposed general increase of 15 per cent. 
The Commission authorized an increase 
of 12 per cent. It also said that in- 
creases in rates on flaxseed would be 
applied in the same manner as outlined 
in its report on further hearing. 


Other commodities on which the Com- 
mission limited the increase to 12 per 
cent were: Line-haul rates on sand; 
gravel, stone, broken, crushed or ground; 
slag, other than expanded or ground 
open-hearth basic slag; shells, oyster, 
clam or mussel, whole, crushed, or 
ground, or screenings; all in open-top 
cars not protected by tarpaulin or other 
protective coverings; line-haul rates on 
iron ore. 


Coal Rates 

The railroads set forth in their peti- 
tion proposed increases to accrue to the 
rail lines on anthracite coal, and bitu- 
minous coal (except lignite) a net or 
gross ton as rated, varying as the level 
of the rates ranged up to $1.50, from 
$1.51 to and including $2.25 and $2.26 and 
over. The Commission authorized an in- 
crease in the line-haul rates on anthra- 
cite coal, bituminous coal (except lignite), 
and coke, in carloads, of 12 per cent, to, 
from, and within all territories, subject 
to a maximum of 40 cents a net ton. 

The Commission also required that the 
increase in coal rates to the north At- 
lantic ports, Hampton Roads-New York, 
inclusive, when for movement beyond by 
water in coastwise service to New Eng- 
land ports, should not exceed 20 cents 
a net ton, and that the increase in the 
rates from the New England ports to the 
interior on coal reaching such ports by 
water should not exceed 20 cents a net 
ton. 

It also provided that the increase in 
rates on coal to East St. Louis and Alton, 
Tll., when for movement beyond by barge 
to points on the Mississippi River, should 
not exceed 16 cents a net ton from Illi- 
nois and western Kentucky mines, exclu- 
sive of dumping and switching charges. 


On lignite, the railroads had also pro- 
posed increases in cents a net or gross 
ton as rated, varying according to the 
level of the existing rates. The Commis- 
sion authorized an increase in the line- 
haul rates on lignite coal, or lignite coal 
briquets, in carloads, of 6 per cent, sub- 
ject to a maximum of 20 cents a net ton. 


Increases Denied 


Although the railroads had proposed 
to increase rates and charges for pro- 
tective services published in Perishable 
Protective Tariff No. 15, Agent Quinn’s 
I.C.C. No. 26, by 15 per cent, the Com- 
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mission authorized no increase on such 
charges. 


The railroads had excepted only the 
charges for loading or unloading of live- 
stock from the proposed increase of 15 
per cent, but the Commission also said 
that charges for unloading fresh fruits 
and vegetables, in carloads, at New York, 
N.Y., and Philadelphia, Pa., found just 
and reasonable in Unloading Charges, 
Fruits and Vegetables, N.Y. and Phila., 
272 I.C.C. 648, might not be further in- 
creased. 


Petitions Considered 


Referring to petitions which had been 
filed with it for reconsideration and 
modification of its report on further 
hearing of August 2, 1951, in connection 
with various commodities, the Commis- 
sion listed the petitions and their sub- 
ject matter, and made the following 
comment on the disposition of those 
pleas: 


“Western Beet Sugar Manufacturers 
or Processors (increases on sugar beets) : 
Secretary of Agriculture (increases on 
livestock and fresh meats); John Mor- 
rell & Co., et al., (increases on fresh 
meats) ; Oscar Mayer & Co., et al., (in- 
creases on canned meats); National 
Livestock Producers Association, et al,, 
(increases on livestock, fresh meat, and 
packinghouse products); National Coal 
Association, et al., (increases on coal): 
Alabama Forest Products Association 
and Southern Pine Association, (in- 
creases on lumber); Mahogany Associa- 
tion, Inc., (increases on mahogany); 
Secretary of Agriculture (increases on 
fertilizers and fertilizer materials and 
sulphate of potash magnesia); Struc- 
tural Clay Products Institute, et al., (in- 
creases on brick and tile and clay prod- 
ucts). 

“The evidence taken upon the further 
hearing bears upon the disposition that 
should be made of these petitions, and 
will be considered for that purpose, in 
connection with the previously received 
record and our reports thereon. This re- 


port will indicate our findings and dis- + 


position of the petitions, as well as our 
findings and the disposition made of the 
petition of the rail carriers which will 
now be stated in substance.” 


Railroad Hour Statement 


On the nationwide radio program, 
“The Railroad Hour,” the evening of 
April 14, the following statement con- 
cerning the Commission’s authorization 
was read: 


“This morning in Washington the In- 
terstate Commerce Commission author- 
ized an increase in railroad freight 
charges. Such an increase is merely a 
recognition of increases in the cost of 
producing rail transportation which have 
taken place as far back as 1949. 


“In these days, when almost every- 
thing costs more, the actual question is: 
‘How will this rise in freight rates affect 
the prices of the things that we buy?’ 
And the answer is that, on the average, 
the total transportation charges will rep- 
resent such a small part of the prices 
we pay that changes in freight rates, 
either up or down, seldom have any di- 
rect effect at all on retail prices. 


“Even if the freight rate increases au- 
thorized since 1949—including the one 
authorized today—were to be reflected 
in full in the prices you pay for goods, 
the total increase in price would be 
something less than one-half of one 
cent of each dollar spent—and that in- 
cludes the increases in rates on raw 
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materials and everything else that goes 
into the finished products, as well as in 
the rates on the products themselves. 
“But you do have another interest in 
the news of today’s authorization for in- 
creased freight rates—for it means that 
railroad revenues will be brought more 


nearly in line with the increases in the 
cost of producing transportation which 
have accumulated since 1949—so that 
railroads will be better able to meet the 
transportation needs of commerce and 
the demands of national defense—the 
better able to serve you.” 





A.T.A. Customer Relations Council Hears 
Shippers’ Views at Meeting in Houston 


industrial Traffic Managers Commend Carriers, Describe 


Major Shipper Complaints. Programs for Hiring, Training 
Sales Personnel Described. Maentz Elected Chairman. 


By ROBERT J. BAYER 


Selection and training of salesmen, 
winning and holding customers, and 
the effective use of sales promotion 
efforts in building highway freight 
business were subjects the considera- 
tion of which occupied most of the 
time of nearly 400 members and 
guests of the Customer Relations 
Council, American Trucking Asso- 
ciations, Inc., at its annual spring 
meeting, at the Shamrock Hotel, 
Houston, Tex., April 7 and 8. 


A special feature of the meeting was 
an “industry on the spot” session, the 
morning of April 7, in which a panel, 
made up of two industrial traffic man- 
agers and the executive secretary of 
A.T.A.’s Freight Claim Section, told the 
assembled highway freight sales exec- 
utives some of the things that were right 
and some that were wrong about their 
methods. 


The panel, under the chairmanship of 
R. E. Lee, president, Lee Way Motor 
Freight, Oklahoma City, Okla., opened 
with a talk by Leonard Schmetzer, gen- 
eral traffic manager, Thompson Prod- 
ucts, Inc., Cleveland, O., the theme of 
which was that good customer relations 
began with good employe relations. Both 
consisted of “treating people right,” the 
speaker insisted, and one could not hope 
to carry on good treatment of customers 
and prospective customers through a 
corps of workers who themselves smarted 
under less than fair and just treatment 
by the employers to whom they were 
expected to be loyal. 


Employes as Business Getters 


“The right kind of employe, working 
with your best interests at heart, can 
bring you abundant customer goodwill,” 
Sald he, “but that can be quickly lost 
if your customer relations are placed in 
the hands of careless, indifferent and 
Sometimes openly discourteous and bel- 
ligerent employes.” 

There were many highway carrier 
Companies where care was used in the 
Selection of personnel and which main- 
tained “enlightened personnel relations,” 
Said he; but he added that he also knew 
of companies which were lax in that re- 
specs. 

“Many customer problems that beset 
suck companies stem directly from 
neglect of the all-important matter of 
Sound personnel selection in the first 





Retiring chairman of Customer Relations Council, 
A.T.A., Rudy Baensch, Decatur Cartage Co., Chi- 
cago, hands the gavel to the new chairman, Don 
Maentz, Associated Truck Lines, Grand Rapids. 


instance,” said he, “and then the failure 
to carry out good management. prac- 
tices that will win and maintain the 
enthusiastic backing and support of the 
employes.” 

Employe selection and training needed 
the same careful attention as “the selec- 
tion of a terminal site or the purchase 
of a new truck fleet,” he contended. With 
all advantages of buildings and equip- 
ment, he continued, a business might “go 
downhill” because of unintelligent tele- 
phone service, because of indifferent 
drivers, badly selected salesmen, irritable 
terminal managers, and arrogance of ex- 
cutives. 

“It all stems from the top,” said he. 
“The president of your company is its 
chief personnel officer.” 


He described personnel selection tech- 
niques used in his own company and 
then went on to show how his company 
took its employes into its confidence in 
matters of income, expense and profit. 
Misunderstanding over the division of 
industry’s income, he asserted, was the 
“biggest single cause of labor disputes 
in the United States.” 


“The best road to improved customer 
relations lies in getting in tune with the 
new concept of the personnel function 
—to think of human relations within 
your companies in terms of the individ- 
ual approach in winning the warm, sin- 
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cere backing of your own people who, 
by the nature of things, represent you 
in their daily dealings with us, the cus- 
tomers,” he concluded. “In my book I 
rate the manner and attitude of your 
dispatcher, your rate clerk, your driver, 
your sales representative and your ter- 
minal manager every bit as important 
as your fine terminals, modern truck 
fleets and other physical equipment. 
These people are your most important 
assets. Your customer relations, in the 
long run, can be no better than your 
relations with them. These are the peo- 
ple who will decide the extent to which 
we go on building a more profitable and 
more harmonious relationship with your 
industry.” 

Ralph Blythe, traffic manager, Russell 
Manufacturing Co., textile makers of 
Alexander City, Ala., approached thé 
subject of highway carrier failings from 
another angle. He presented the results 
of a survey carried on anrong shippers 
in which each was asked to express an 
opinion as to a particular alleged bad 
highway carrier practice. 


Three of these were the same as those 
discussed at the 1951 annual meeting of 
the council by Mendel Keith, traffic 
manager of the Columbus Coated Fab- 
rics Co., Columbus, O.—the failure on 
the part of highway carrier operators 
to answer letters promptly, their failure 
to pay claims promptly, and their failure 
to serve points listed in tariffs (T.W., 
Apr. 14, 1951, p. 24). 

The practice of delaying answers to or 
failing to answer letters was still a ma- 
jor complaint among the 60 per cent 
of the shippers who answered his ques- 
tionnaire, said the speaker. On the 
other hand, little serious complaint as 
to delays in settling claims seemed to 
remain, and such cases as were reported 
rested rather in carelessness on the part 
of the carrier than in any attempt to 
avoid responsibility, said he. Failure to 
serve listed points, however, brought an 
increased number of complaints. It 
caused more trouble, caused more con- 
fusion and consumed more time than 
any other failing in dealing with motor 
carriers, the speaker alleged. “Serious 
and earnest consideration should and 
must be given to this by the A.T.A. arid 
the tariff publishing bureaus,” he said. 


Says Routings Ignored 

The most serious complaint voiced by 
the shippers he had contacted, the 
speaker said, had to do with failure on 
the part of motor carriers to follow 
specified routings. “After we go to the 
expense of equipping a traffic depart- 
ment with tariffs, routing guides, maps 
and schedules, and after we check trans- 
it times by different routes and then 
route out shipments by what, after much 
study, experience and testing, we con- 
sider the best route and then send our 
customer the bill of lading showing 
the route via which he can expect to re- 
ceive his freight, for the motor carrier 
to ignore this routing without any rea- 
son, is a practice that is most exasperat- 
ing.” 

Complaints about telephone discour- 
tesies; said the speaker, were mostly 
against waste of time by motor carriers 
on long-distance calls paid for by the 
customer. The caller was often shifted 
from one person to another, and made 
to wait long and expensive periods while 
information was sought, he said. Rec- 
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ords should be kept so as to be readily 
available in answering long-distance 
telephone queries, he said. 

There were also numerous objections 
to the frequency of tariff reissues and 
supplementing by motor carriers, he con- 
tinued. That practice, in the opinion 
of traffic men, he said, was an unneces- 
Sary economic waste. In addition, he 
said, bona fide shippers did not feel that 
they ought to have to pay for tariffs, 
which were price lists of the type that 
no other industry made charges for. 

Failure to show all participating car- 
riers on freight bills was another prac- 
tice complained of by numerous shippers, 
he said, adding that such omissions made 
it difficult if not impossible for the 
shipper or receiver to check the cor- 
rectness of the freight rate. In this con- 
nection, he said that shippers also ob- 
jected to the insistence by motor carriers 
that combination rates be paid to, and 
claims filed with, originating or interme- 
diate carriers on misrouted shipments. 
Shippers wanted to deal with the car- 
riers by whom they were served, he in- 
sisted, not “with some carrier whose rep- 
resentative or place of business is hun- 
dreds of miles away.” 

Poor Tracing Practices 

Other practices azainst which shippers 
registered objections, he said, included 
the indefinite holding of a shipment 
when part of it was missing or when an 
unbilled piece was included or the billing 
for one or more pieces had been lost; 
difficulty and delay in obtaining correc- 
tions in billing errors; failure to perform 
requested tracing or to follow through 
after tracing of shipment had been be- 
gun, and failure to check freight, by 
driver at origin, and at terminals. Less 
serious complaints were registered against 
freight salesmen who were unfamiliar 
with the application of through rates, 
against lack of system and delay in noti- 
fying shippers of embargoes, and against 
non-standardization of methods and 
times for presenting freight bills. 


Lists Shippers’ Faults 


The speaker pointed out that the 
shortcomings noted were not present in 
all carrier operations. 

“It is hard for the public not to blame 
a thousand truck lines for the faults of 
a few,” said he. “You must help those 
few or get them off the highways.” 

Shippers also had faults, he added: 

“We are at fault when we are late in 
getting out a shipment to meet a sailing 
schedule or some other deadline; when 
we are a little dilatory in making advance 
arrangements for some of our raw mate- 
rials or supplies, or when for some reason 
or other we are faced with an immediate 
shutdown in a part of our plant or some 
other emergency exists that causes us to 
‘be in need of some special favor in trans- 
portation. It is then we know that we 
can call on our friends in the trucking 
industry and that they will always put 
forth every reasonable effort to help us. 
We would be ungrateful were we not to 
express our deepest appreciation to the 
friends who have helped us many times.” 


Mr. Miller urged close attention to 
safe handling on the vart of motor car- 
riers, and to prompt and courteous han- 
dling of claims. All the trucker had to 
sell was service, he noted, but service 
was “more than just hauling a piece of 
freight from here to there and collecting 
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New official family of Customer Relations Council, A.T.A. Left to right: Fred Daniel, Chicago, vice- 
chairman; Don Maentz, Grand Rapids, Mich., chairman; E. G. Lackey, chairman, planning committee. 


money for it.” The customer also ex- 
pected the goods to move safely, he said, 
and expected that “when any of those 
goods are lost or damaged you will 
promptly handle their claim to cover the 
loss.” 


He urged participation of the com- 
panies represented by his listeners in the 
work of the National Freight Claim 
Council and in the council’s annual 
freight claim prevention contest. He 
complimented the highway carriers who 
publicized the contest by advertising in 
TRAFFIC WORLD and other magazines. 


Sales Control Panel 


There was also shipper participation 
in a panel on sales controls and meth- 
ods, the afternoon of April 7, by Paul H. 
Hardin, traffic manager, The Coca-Cola 
Cc., Atlanta, Ga. Mr. Hardin outlined 
the duties of the modern industrial traf- 
fic manager and the problems he had 
to solve. He could not solve them by 
himself, he said, but had to seek aid 
from those with whom he came into 
contact—including the representatives of 
the transportation agencies who, in turn, 
came into contact with many miscel- 
laneous groups of people, including 
housewives, merchants, bankers, and 
others, and who thus obtained a fund 
of knowledge and experience they were 
ready to share with the traffic manager. 





Panel on public relations: Left to right: John Van 


Zant, director of public relations, J. Walter 

Thompson Company, Chicago; Fred Daniel, di- 

rector of public relations, Mid-States Freight 

Lines, Chicago, chairman of the panel and retir- 

ing chairman of the council’s planning committee; 

Walter W. Belson, director of public relations, 
A.T.A., Washington, D. C. 


At the core of transportation progress 
up to the present was whole-hearted co- 
operation between shipper and carrier, 
he said; and the future progress of trans- 
portation depended on its continuation. 
On that point, he said: 

“Looking towards the future, I feel 
that further strides can be made and 
with cooperation between transportation 
companies and shippers, freight can be 
handled more economically and more 
profitably for the truck lines. Many mil- 
lions of dollars are spent each year to 
improve the smooth flow of freight from 
origin through terminals thence by 
freight line transportation to actual pro- 
duction in the plants. Yet it seems to 
me that the carriers and manufacturers 
seldom look outside their plant to the 
shipping platform where savings of many 
dollars in handling can be made. It is 
obvious that the shipper, receiver, and 
transportation company must point out 
economies to each other and must get 
these economies into operation. In most 
manufacturing companies of today, a 
schedule is worked out similar to that 
in your agency, and they necessarily 
must receive their freight at one period 
of the day and load out their shipments 
at another period. Labor is at a pre- 
mium and all labor saving devices should 
be used. Often times the same group of 
men that receive freight handle the out- 
bound shipments. 


“Cooperation on the part of transpor- 
tation companies is appreciated by all 
manufacturing companies. In your deal- 
ings, your individual small customers and 
large customers must call upon you for 
help. Your attitude with customers will 
reflect in their future goodwill, if any, 
toward your company. In dealing with 
your customers, you are expected to have 
a knowledge of the operating schedules 
and conditions as exist in connection 
with your transportation company. You 
must be in a position to advise and to 
caution the public against illegal opera- 
tions, hazards of transportation and 
whereabouts of the shipper’s and re- 
ceiver’s goods. Many times this is a 
thankless task, but more often it is 
appreciated.” 

The speaker said the traffic repre- 
sentative calling on the shipper ought to 
know all about his own company and 
that he should also study the business 
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of his customer. While such represent- 
atives should be courteous and neat, 
there was no need for them to be hand- 
some. The individual ought to be expe- 
rienced by observation, and of a type 
that might associate on a social plane 
not alone with the traffic manager but 
with his executives. Above all, said the 
speaker, the freight salesman ought to 
have the “intestinal fortitude” to tell 
the shipper when he was wrong. 

The panel was led by Howard Nelson, 
vice-president, Central Motor Lines, 
Charlotte, N.C. Other members included 
Warren Kinsey, manager, industrial re- 
lations, Caterpillar Tractor Co., Peoria, 
Ill., who described the hiring and train- 
ing program for salesmen conducted by 
his company; Howard Morris, McLean 
Trucking Co., Winston-Salem, N.C., who 
spoke specifically of the selection and 
training program used by his company 
for freight salesmen, and Harry Bridg- 
man, director of field service, American 
Trucking Associations, Inc., Washington, 
who spoke on sales incentive programs 
and described helps available to highway 
freight operators from his department 
of A.T.A. 

At the morning session, April 8, fol- 
lowing the showing of two motion pic- 
tures on courtesy, furnished by the 
Chevrolet division of General Motors 
Corporation, there were a series of skits, 
presented by Buck Lay of the South- 
western Bell Telephone Co., illustrating 
proper and improper business use of the 
telephone. The skits had been especially 
written to reflect the value of efficient 
and courteous telephone service by truck- 
ing companies. 

F. G. Lackey, sales manager, Pilot 
Freight Carriers, Winston-Salem, N.C., 
presided at the session. Henry Lieb- 
schutz, president, Education Research, 
Inc., Washington, D.C., displayed and 
criticized a number of mail promotion 
pieces used by various trucking com- 
panies. He depreciated the use of what 
he called “trinkets and tricks,” which 
he said were inefficient as selling media 
but used up a good part of the “advertis- 
ing dollar.” William S. Myrin, Consoli- 
dated Freightways, Portland, Ore., de- 
scribed the scholarship donations sub- 
stituted by his company for the conven- 
tional Christmas present distribution. 
He said the idea had met with almost 
universal favor among the former 
recipients of the Christmas gifts. 


Public Relations Panel 


The panel .at the final session, the 
afternoon of April 8, was conducted by 
Fred Daniel, director of public relations, 
Mid-States Freight Lines, Chicago, who 
paid tribute to TraFric Worxp for pub- 
licizing the work of the council in its 
early years and thus assisting in its 
development. The speakers on the panel 
were John Van Zant, director of public 
relations, J. Walter Thompson Co., Chi- 
cago, and Walter W. Belson. director of 
= relations, A.T.A., Washington, 

.C. 


Mr. Van Zant stressed the power of 
the spoken and the written word. In 
selling, advertising and public relations, 
he said, the function was to guide talk 
So as to create acceptance of a given 
Product or service. He said it was a 
human tendency to magnify faults and 
minimize virtues. Good public relations 
could reverse this trend, he said. The 
public relations of the trucking indus- 
try, he continued, should be directed to 
the shipper with whom it did business, 
the motorist with whom it shared the 
highway, the farmer who depended on 


the truck to get his produce to market, 
the employes whose jobs depended on 
the trucking industry—suppliers, mer- 
chants, consumers, bankers and others. 

It was necessary to do more than sell 
service to shippers, he said. They 
needed to be reminded that “they have 
a stake in seeing that motor transport is 
not overburdened with unfair taxes, 
weight limits and other legislated ob- 
stacles that raise freight rates.” 

Practical public relations would work 
better for the trucking industry than 
for any other industry, he concluded. 

“T’ve never seen a group with so many 
missionaries in it—so many men who 
are fired with enthusiasm for their 
business and its achievements.” 

Mr. Belson said that trucking had at- 
tained its present standing because the 
public wanted the service it offered; but, 
he added, while it might like the service, 
it disliked some of the ways in which 
it was rendered. 


Public Likes and Dislikes 


It liked the speed of the service, its 
flexibility, its economy, and its dependa- 
bility, he said; and it liked its promise 
for national defense and its readiness to 
help in time of disaster. On the other 
hand, it disliked the size and weight of 
the vehicles, some factors in the behavior 
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of the business on the road, accidents, 
double-parking on city streets, noise and 
(because of a mistaken idea) its failure 
to pay its way for operating on the high- 
way, said he. It was these things on 
which the public needed to be set right, 
he continued, and he urged operators to 
join wholeheartedly in the public rela- 
tions effort to do so. That effort was 
particularly necessary just now, he con- 
tinued, when the highway transportation 
industry was faced with the “most sav- 
age, best financed and most unscrupu- 
lous attack it has ever undergone at the 
hands of its competitors.” Those com- 
petitors, he said, had hired high-powered 
public relations men and had sent them 
out with the admonition to “get the 
trucks and get ’em good.” 


Most of the problems of the truckers 
came “up from the highway,” said he. 
He spoke about the joint campaign get- 
ting under way, under the designation 
P.A.R. (project, adequate roads), and 
asked for full support from truckers in- 
dividually and as an industry for that 
project. 

The P.A.R. effort, he said, would fur- 


Panel on “Sales Control and Methods.” Left to right: Paul Hardin, traffic manager, The Coca-Cola Co., 
Atlanta, Ga.; Harry Bridgman, director of field service, A.T.A., Washington, D. C.; Howard Nelson, 
Central Motor Lines, Charlotte, N. C., panel chairman; Warren Kinsey, manager, industrial relations, 
Caterpillar Tractor Co., Peoria, IIl.; Howard Morris, McLean Trucking Co., Winston-Salem, N. CG. 


Shippers participate in “Industry on the Spot” panel. Left to right: John Miller, executive secretary, 
Freight Claim Section, A.T.A., Washington, D. C.; Leonard Schmetzer, general traffic manager, 
Thompson Products, Inc., Cleveland, O.; R. E. Lee, Lee Way Motor Freight, Oklahoma City, Okla., 
panel chairman; Ralph Blythe, traffic manager, Russell Manufacturing Co., Alexander City, Ala. 
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nish the mechanics and directorship for 
the public relations job; but the broad, 
big job of establishing good relations 
with the customers, on the one hand, and 
with the employes, on the other, was the 
responsibility of the truck operators 
themselves. 


No More ‘Solicitors’ 


At the business meeting, which closed 
the sessions, a resolution, offered by 
John Klutz, Johnson Motor Lines, Char- 
lotte, N.C., calling for abandonment of 
the word “solicitor” to describe freight 
representatives and salesmen, was unan- 
imously adopted. A resolution of grati- 
tude for the work done by Mr. Bel- 
$0n Was also adopted. Mr. Belson, it was 
explained, had carried the executive 
burden of the council in addition to his 
regular duties in its formative years. 
Those duties, as explained by Rudy 
Baensch, chairman of the council, who 
presided at all of its sessions, had been 
taken over by Floyd C. Day, retained as 
a full-time secretary. 


New Officers 


Herbert W. Ratledge, Nighthawk 
Freight Service, Chicago, reported as 
chairman of the nominating committee. 
The officers and members of the plan- 
ning committee put forward by the 
committee were unanimously elected. 
They were: 


Chairman, Don Maentz, Associated 
Truck Lines, Inc., Grand Rapids, Mich.; 
vice-chairman, Fred Daniel, Mid-States 
Freight Lines, Chicago; secretary, Floyd 
C. Day, Washington, D.C. 


Members of the planning committee: 
E. G. Lackey, Pilot Freight Carriers, 
Winston-Salem, N.C.; Sam Cole, Jack 
Cole Co., Birmingham, Ala.; R. E. Lee, 
Lee Way Motor Freight, Oklahoma City, 
Okla.; William Myrin, Consolidated 
Freightways, Portland, Ore.; Art Obroch, 
Viking Freight Lines, St. Louis, Mo.; 
Herbert Ratledge, Nighthawk Freight 
Service, Chicago; H. K. Shacklett; Wat- 
son Brothers Transportation Co., Omaha, 
Neb.; John Viking, Weber Cartage Co., 
Waukegan, Ill.; Howard Nelson, Central 
Motor Lines, Charlotte, N.C.; Les Ingalls, 
Southern Express, Dallas, Texas; W. M. 
Hite, Johnson Motor ‘Lines, Charlotte, 
N.C.; George Johnson, Gillette Motor 
Lines, Dallas, Texas; M. B. Loeser, 
Cooper-Jarrett, Jersey City, N.J.; Vern 
Finson, Miller Transportation Co., Chi- 
cago; Carter Justin, Geo. F. Alger 
Freight Lines, Detroit, Mich.; C. N. 
Bailey, California Cartage Co., Los An- 
geles, Cal.; Art Miller, Los Angeles-Seat- 
tle Express, San Francisco, Cal.; Leslie 
Heitel, Southwestern Freight Lines 
(T.I.M.E.), Phoenix, Ariz.; Paul Swan- 
son, Spector Motor Co., Bridgeport, Conn. 

The council’s planning committee, un- 
der its constitution acts as and performs 
the duties of a board of directors. Fol- 
lowing his induction as the new chair- 
man of the council, Mr. Maentz an- 
nounced that he had appointed Mr. 
Lackey chairman of the planning com- 
mittee. 


Luncheons and Dinner 


There were luncheons both days of 
the meeting, and a dinner the evening 
of April 8, all at the Shamrock Hotel. 
The speaker at the first luncheon was 
Gordon Morrison, president, Gordon 
Morrison Letter Service, Amarillo, Texas, 


on the subject “Why Customers Quit and 
How to Get Them Back.” 

He said there was no such a thing 
as an unimportant customer, because the 
unimportant customer of today might be 
the important one of tomorrow. He cited 
statistics to show that it cost a truck 
line between $25 and $100 to obtain a 
customer and that, from each customer, 
it obtained between $350 and $10,000 a 
year in revenue. 

Those figures proved, he said, that 
it was expensive to lose customers. Re- 
tailer statistics, he added, showed that 
many more customers were lost through 
indifference, discourtesy and bad service 
than through actual grievances needing 
adjustment. He warned that the in- 
flation that was on the way would make 
selling more difficult and that highway 
companies ought to use the present to 
strengthen their sales forces and build 
up their sales plans. 

The speaxer at the second luncheon 
was Kenreth Haagensen, director of 
public relations, Allis-Chalmers Manu- 
facturing Co., Milwaukee, Wis., on “What 
Kind of a Salesman for America Are 
You?” He warned against inflation and 
what he called “creeping socialism,” 
urging each individual in his audience 
to work toward strengthening his busi- 
ness, his industry and his country for 
the impending crisis. 

A somewhat similar inspirational ap- 
peal, interspersed with dry humor, was 
made at the dinner by Jeff Williams, 
Oklahoma attorney and public speaker. 

There were social events planned for 
women guests, but the only other social 
affair for all those attending was a 
cocktail party, preceding the dinner, 
arranged by ‘TRAFFIC WorLD. Emil 
G. Stanley, advertising director; Charles 
B. Clark, western advertising manager, 
and Robert J. Bayer, editor, were hosts. 


Program for Annual Forum 
On Trucking Industrial 


Relations Announced 


Nathan P. Feinsinger, chairman of 
the National Wage Stabilization 
Board, will head a group of govern- 
ment officials and trucking industry 


officials who will speak at the third 
annual National Forum on Trucking 


Industrial Relations at the Cosmo- 
politan Hotel, Denver, Colo., June 
23-26, the American Trucking Asso- 
ciation, Inc., has announced. 


Benjamin R. Miller, director of A.T.A.’s 
industrial relations department, said 
that in its first-day luncheon session 
the forum will hear Mr. Feinsinger dis- 
cuss the problems of wage stabilization 
from the viewpoint of the public. 

“The session will continue with a pres- 
entation of industry’s viewpoint of 
wage stabilization by Hiram S. Hall, in- 
dustry member of the WSB, and a dis- 
cussion oflabor’s viewpoint by Elmer E. 
Walker, labor member of the board,” said 
the A.T.A. 


“Joseph D. Cooper, Executive Director 
of the Office of Salary Stabilization, will 
address the forum at the June 24 lunch- 
eon, discussing the functioning of the 
government’s salary stabilization pro- 
gram. In the course of the forum, a 
panel of prominent trucking industry 
attorneys will discuss specific problems 
faced by the motor carrier employer un- 
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der the wage stabilization program. The 
industry’s problems under the salary 
stabilization program also will be dis- 
cussed by a panel of outstanding motor 
carrier executives from all parts of the 
country. 

“Most of the panel discussions in the 
forum will be opened to a question and 
answer session after presentation of the 
panel members’ talks. 

“Registrations for the forum are being 
handled through the industrial relations 
department of A.T.A., and are open to 
all managements members of the truck- 
ing industry and allied interests.” 





Eastern Railroads Asked 
To Absorb Switching Costs 
On Stop-Off Cars 


Four large shippers told the gen- 
eral freight traffic committee of the 
eastern railroads, meeting in Chicago 
April 15, that the eastern railroads, 
by absorbing switching charges at 
stop-off points, could acquire certain 
traffic now being hauled by truck 
lines. 


The four shippers were Ernest M. Yar- 
brough, assistant general traffic manager 
of Union Bag & Paper Corporation, New 
York City; Thomas E. Kiley, of the 
transportation department of Libby, Mc- 
Neill & Libby, Chicago; R. L. Stevenson, 
of the transportation department of 
Armour & Co., Chicago, and A. J. Lar- 
son, assistant general traffic manager 
of Masonite Corporation, Chicago. 

The proposal, No. 825 on the G.F.T.C. 
docket, would amend tariff rules govern- 
ing switching charges at stop-off points 
to provide an exception that on traffic 
which is competitive with the switching 
carrier from point of origin to final des- 
tination, the switching charges, if any, 
to the transit house, will be absorbed by 
the inbound line-haul carrier, and from 
the transit house, will be absorbed by 
the outbound line-haul carrier. 

Mr. Yarbrough, originator of the pro- 
posal, said that his firm was using truck 
lines and warehouses in the movement 
of 150 to 200 cars a month in an effort 
to avoid switching charges on stop-off 
cars from one of its plants. 


Charges Discrimination 


Stating that the shippers were being 
charged a premium on stop-off cars 
in being assessed the switching charges 
and stop-off charge, plus the over-all 
rate, Mr. Yarbrough charged the eastern 
railroads with discrimination in moving 
stop-off cars as against the moving of 
straight through carloads. 

He said that the motor carriers per- 
mitted stopping in transit at a much 
lower charge, and that even though 
truck line rates were higher than the 
railroad rates, the total charges on stop- 
off movements were lower than those 
assessed by the eastern railroads. 

“Tf the railroads wish to handle stop- 
off traffic, they are going to have to do 
something about this situation, or the 
truck lines are going to move in fur- 
ther,” he declared. 

In answer to a question from N. W. 
Hawkes, chairman of the freight traffic 
committee, as to whether the eastern 
railroads could absorb the switching 
charges as proposed, Mr. Yarbrough said 
that the western trunk lines, southwest- 
ern lines and 95 per cent of the southern 
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line were presently absorbing such 
charges. 

Mr. Yarbrough said that the shippers 
would be willing to go along with the 
eastern lines in placing a reasonable 
limitation or maximum on the amount 
of switching charges which would be 
absorbed. 

Mr. Kiley reported that if the eastern 
railroads absorbed switching charges on 
stop-off shipments, his firm could service 
by rail 13 eastern states which were now 
peing serviced by trucks. 

Mr. Stevenson said that the railroads, 
by absorbing the switching charges on 
stop-off cars, would encourage shippers 
to keep their traffic on the railroads. 

He reported that he had just that 
morning (April 15) given a truck line 
some traffic destined for the east because 
the railroad switching charges on stop- 
off points in the eastern part of the 
country were “too high.” He said “it 
would be beneficial for the railroads to 
absorb such charges as the truck lines 
are getting much of our stop-off busi- 
ness.” 


Eastern, Southern and I.F.A. 
Rail Lines to Cancel 


Designated Ratings 


The Southern Freight Association, 
the General Freight Traffic Commit- 
tee—Eastern Railroads and the IIlli- 
nois Freight Association have an- 
nounced the following publication 
to become effective May 30, 1952: 


“Cancel all Less Carload and Any 
Quantity Exception Ratings (including 
ratings published as so-called column 
rates) also Intrastate Classification rat- 
ings published in tariffs named on page 
3 of the above proposal and any other 
tariffs not named, (See Note below) ap- 
plicable: 

“(1) Within Southern Freight Associa- 
tion territory. 

“(2) Between Southern Territory, on 
the one hand, and Official, Illinois, West- 
ern Trunk Line and Southwestern Terri- 
tories on the other. 

“(3) Via points in Southern Territory 
on traffic moving between points in 
SWFB and WTL territories on the one 
hand and points East of the Mississippi 
River on the other. 

“Note: This publication does not con- 
template the cancellation of Exception 
ratings on: 

“(a) Grain, Grain Products and Ani- 
mal or Poultry Feed described in Notes 
125, 126 and 127 of Exceptions No. 26 
to Southern Classification, Alternate 
Agent A. H. Carson’s ICC No. 108. 

“(b) Cotton Piece *Goods and Dry 
Goods described in Note 150 of Excep- 
tions No. 26 to Southern Classification, 
apenas Agent A. H. Carson’s ICC No. 


“and in corresponding or similar items 
of other tariffs listed on page 3 of SFA 
Submittal No. A9625, E RR-GFTC No. 
809, IFA-EC Dkt. No. 4330.” 


Naval Stores Export Decontrol 


The Office of International Trade of 
the Department of Commerce has an- 
hounced that exporters now may ship 
all types of naval stores, except pine oil 


and pine tar, to most countries without 
applying for individual export licenses. 
It said that individual export licenses 
would continue to be required for ship- 
ments of those decontrolled naval stores 
to the “iron curtain” countries and to 
Hong Kong, and Macao. Shipments to 
other countries might be made under 
“general license G.R.O.,” without prior 
application to it, O.I.T. said. It added 
that individual export licenses would 
continue to be required for shipments 
pine oil and pine tar to all countries 
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except Canada, licensing to remain on 
an “open-end” basis, without quantita- 
tive restriction. 

The O.I.T. announced a similar ruling 
on all ester gums, and as to camphor 
said that exports would continue to be 
licensed on an “open-end” basis in the 
second quarter. 


Exception-Ratings Cancellation Proposal 
Meets Opposition at C.S.M.F.B. Hearing 


Shippers Say Proposal Is Premature, Should Be Deferred Until 


Completion of Uniform Motor Freight Classification. Threat 
Of More Competition From ‘Limited’ Common Carriers Asserted. 


A proposal to cancel all exception 
ratings applicable on _ less-than- 
truck-load or any-quantity ship- 
ments in Central States territory 
drew considerable fire from shippers 
April 9 at the monthly meeting of 
the standard rate committee of the 
Central States Motor Freight Bureau 
in the Palmer House, Chicago. 


Approximately 20 “~~ opposed the 
proposal, which was docketed as No. 
15953 in docket bulletin No. 136. The 
justification for the proposal, which 
would cancel the exception ratings in 
tariffs 204-C, 205-D, 216-C and 247-I, 

“A similar proposition is being con- 
sidered by the rail carriers. This action 
is especially desirable for motor carriers 
when considering today’s operating 
costs.” 

Most of the shipper witnesses attacked 
the justification for the docket, with 
assertions to the effect that, although 
the railroads were considering cancel- 
ling of exception ratings, they had also 
put into effect a uniform classification 
and a uniform class rate scale which in 
some cases would mean lower rates than 
provided by the exception ratings. 

Shipper spokesmen also objected to 
the second part of the justification, stat- 
ing that C.S.M.F.B. carriers would have 
ample revenue to cover increased operat- 
ing costs with the publishing of the $1.50 
surcharge on shipments under 5,000 
pounds (T.W., March 15, p. 29). 

Several opponents of the proposed can- 
cellation of the exception ratings said it 
would increase their freight costs and 
would result in a diversion of freight. 


Position of Witness for Ford 


D. E. Burnham, of the traffic analysis 
department of the general traffic office 
of Ford Motor Co., said he was not im- 
pressed with the justification submitted 
by the proponent. 

“To us, that is less than no justifica- 
tion at all,” he said. “Certainly the 
proponent of this docket must be aware 
of the fact that the cancellation of L.C.L. 
exceptions by the rail carriers is in line 
with Dockets 28300 and 28310, which have 
absolutely no bearing on the motor car- 
riers rate-wise and therefore cannot be 
used as justification for the cancellation 
of L.T.L. ratings.” 


Mr. Burnham said he regarded the 
considered proposal as an attempt by 
some motor carrier to use the possible 
cancellation of L.C.L. ratings by the rail 
carriers aS a revenue measure to be 
gained at the expense of the shipping 
industry. After stating that the Ford 
Motor Co. “strongly opposes this docket,” 
Mr. Burnham said that “it may be well 
to note that a similar proposal with the 
Eastern Central Mtor Freight Bureau 
was heard in Cleveland on March 19, and 
has been indefinitely deferred.” 


Vern W. Porter, representing the traf- 
fic council of the Indiana State Cham- 
ber of Commerce, said his group did not 
oppose cancellation where an exception 
rating was obsolete or unused, but that 
it did protest cancellation of exceptions 
that would effect an increase in the mo- 
tor carrier rates paid on any commodity 
shipped or received by its members, “until 
such time as the rating in the Uniform 
Classification shall be brought into line 
with the present exceptions.” 


As the uniform motor carrier classifi- 
cation was still in the process of being 
written, Mr. Porter said, considering the 
cancellation of exceptions now was pre- 
mature. He asserted that because ex- 
ception ratings were usually based on 
economic need, a rating in the uniform 
classification could not be just and rea- 
sonable to the shipping public if it was 
not as low as the present exception 
rating on the same commodity. 

J. A. Illes, assistant traffic manager of 
Bendix Home Appliances Division of 
Avco Manufacturing Co., South Bend, 
Ind., stated that the proposed elimina- 
tion of exception ratings would advance 
many rates beyond the rail basis. 


Threat of Private Carriage 

He declared that “this stampede to 
get more revenue without careful study 
is going to boomerang to you,” and pro- 
duce chaos in truck finances. After con- 
tending that uniformity could be at- 
tained by reductions, and not always by 
increases, Mr. Illes said that “we still 
have contract carriers and we can our- 
selves become private carriers if circum- 
stances force this.” 


J. B. Haas, general traffic manager, 
of Bendix Home Appliances Division, in 
a prepared statement presented by proxy, 
said the proposal appeared to be more of 
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a revenue increase proposition rather 
than a classification proposition. 

“Since the motor carriers have not 
takeh into consideration a uniform rate 
scale and in view of the anticipated in- 
creases resulting from the adoption of 
Docket 15268,” he said, “we must go on 
record as opposed to Docket 15953 in its 
present form, as without a uniform rate 
scale exorbitant increases will result. 


#With respect to the increased ratings 
provided in your proposal over those of 
the rail lines—the shipping public will 
have no alternative but to divert much 
of the tonnage, now being handled via 
motor carriers, back to the railroads, as 
not ‘all tonnage requires the faster truck 
service.” 


Limited Common Carrier Competition 


A. W. Dahlstrom, traffic manager of 
the Greater Muskegon (Mich.) Chamber 
of Commerce, said the C.S.M.F.B., by 
docketing so many revenue proposals 
was inviting new competition in the form 
of private trucks and more use of limited 
common carriers. This might mean, he 
said, that common carriers may even- 
tually be replaced by limited common 
carriers, which “were limited to specific 
commodities.” 

He said docket No. 15953, and docket 
No. 15819-E of Docket Bulletin 134-A, 
would affect a large amount of commod- 
ities shipped from Muskegon, adding 
considerably to their transportation 
costs. 

A. Todd, of Lincoln Electric Co., Cleve- 
land, O., said the proposal to cancel 
exception ratings was premature, and 
that it should be deferred until the uni- 
form motor classification was completed. 
He said he thought the move was an 
attempt to increase truck line revenues, 
and that although he sympathized with 
the carriers, increases should be con- 
fined to percentage increases, or the re- 
cently adopted $1.50 minimum. 

Gerald Heatter, of the transportation 
bureau of the Detroit Board of Com- 
merce, asserted that “we view this pro- 
posal with alarm.” Referring to the 
first part of the justification for the pro- 
posal, he said that to a very large de- 
gree, “the new railroad class rate tariffs 
and the new rate scales would mean 
ower rates for a substantial number of 
points.” 

Carl Boswell, traffic manager for Arvin 
Industries, Inc., Columbus, Ind., said 
adoption of the proposal would increase 
freight charges on three of his firm’s 
inbound items by $2,100 a year, and on 
three outbound items, by $6,140 a year. 


J. L. Smith, traffic manager—trucks, 
National Gypsum Co., Buffalo, N.Y., said 
that cancellation of 1.t.l. exception rat- 
ings would raise his firm’s transportation 
costs on certain products by as much as 
20 per cent. 

Among shippers who asked for time at 
the hearing to present their opposition 
to docket No. 15953 were: H. J. Bowman, 
traffic manager, S. C. Johnson & Son, 
Inc., Racine, Wis.; A. Maurer, of the 
Chicago Association of Commerce & In- 
dustry; E. Sutt, of Colgate-Palmolive- 
Peet Co., of Jeffersonville, Ind.; O. B. 
Wynn, traffic manager, Ray-O-Vac Co., 
Madison, Wis.; H. Brown, general traffic 
manager of Western Printing & Litho- 
graphing Co., Racine, Wis.; A. J. Ditt- 
mer, traffic manager, Gutmann & Co., 
Chicago; J. J. Colleran, of Container 


Corporation of America, Chicago; C. V. 
Curran, traffic manager of Indianapolis 
Glove Co., Indianapolis, Ind.; Allen S. 
Hart, traffic manager, Gospel Trumpet 
Co., Anderson, Ind.; C. C. Willoughby, 
assistant traffic manager, Diamond Chain 
Co., Indianapolis; M. A. Mione, traffic 
manager, Simplicity Patterns, Niles, 
Mich., and P. DeLong, of Anchor Hock- 
ing Glass Co., Lancaster, Ohio. 

Daniel R. Ryan, chairman of the 
standing rate committee of the bureau, 
presided. 


Action to Clear Way for 


Canadian Seaway Project 


Planned at White House 
Foreign Minister Pearson, of Can- 


ada, after a conference of several 


Canadian government officials with 
President Truman at the White 
House the afternoon of April 14, an- 
nounced that an informal agreement 
had been reached that would enable 
Canada to take the first step toward 
construction of the St. Lawrence 
seaway and power project as an en- 
terprise of its own. 


It was stated after the White House 
conference that the United States and 
Canada would now make joint applica- 
tion to the International Joint Commis- 
sion, in Washington, for permission to 
change the water level of the St. Law- 
rence River in connection with the 
hydro-electric power features of the 
project. Though the Canadian govern- 
ment has indicated a determination to 
proceed with the seaway construction by 
itself in the event of failure by the Con- 
gress of the United States to approve 
United States participation in the proj- 
ect, President Truman has urged Con- 
gress to take action to authorize USS. 
participation in building of the seaway 
(T.W., Feb. 2, p. 56, and Feb. 23, p. 53). 


Action on pending legislation to ap- 
prove, with specified exceptions, the U.S.- 
Canada agreement of 1941 relating to the 
St. Lawrence River development may be 
taken by the Senate foreign relations 
committee in a meeting it has scheduled 
for April 22. Chairman Connally, of the 
committee, has announced that the sea- 
way legislation will be in the agenda of 
the committee at that session. 

Present at the White House confer- 
ence on April 14, in addition to the 
President and Foreign Minister Pearson, 
were Secretary of State Acheson, Under 
Secretary of State Bruce, Stanley Wood- 
ward, U.S. ambassador to Canada; 
Lionel Chevrier, Canadian Minister of 
Transport, and Hume Wrong, Canadian 
ambassador to the United States. 


Short Line Group Suggests 
One L.C.L.-Express Agency 


Consideration of the advisability of 
handling of less-than-carload freight and 
of express shipments by one agency was 
recommended by Pacific region members 
of the American Short Line Railroad As- 
sociation at their regional meeting in 
Salt Lake City, Utah, April 11, according 
to information received by the A.S.L.R.A. 
in Washington. 

The group adopted a resolution direct- 
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ing the officers of the association to pur- 
sue actively “a solution of the lack of 
compensatory revenues in the handling 
of lcl. freight and of express, giving 
particular attention to the possibility of a 
single agency handling both classes of 
commodities, commencing April 1, 1954, 
when the present standard express con- 
tract expires.” By another resolution, 
regional group called on the association 
officers to “exert every effort to have 
rate proposals before the territorial rate 
bureaus expedited as much as possible.” 
J. M. Bamberger, president of the Bam- 
berger Railroad Co. of Salt Lake City and 
regional vice-president of the short line 
association, presided. Present at the 
meeting were 35 representatives of 23 
member lines, and several guests. 


Work on Ship Channel 
Below Montreal Contracted 


Special Correspondence from Ottawa, Canada 

Marine Industries Limited of Montreal 
has been awarded a $13,000,000 contract 
for deepening, widening and straighten- 
ing the St. Lawrence River ship channel 
below Montreal. 

In announcing the contract Transport 
Minister Lionel Chevrier said the work 
was being launched, having in mind the 
ultimate completion of the St. Lawrence 
waterway and the future needs of the 
harbor of Montreal The work is to be 
completed in five vears and an expendi- 
ture of $2,500,000 is authorized for this 
year. 

The dredging was recommended by the 
St. Lawrence Ship Channel and Montreal 
Harbor Committee, set up in 1950 to 
study improvements in the river and 
harbor area. The committee said the 
existing 35-foot channel should be fur- 
ther improved by widening to 800 feet at 
Bellmouth, Ste. Anne, Becaucour, Gron- 
dines and St. Augustin where cross cur- 
rents and bends cause difficulties in 
navigation. 


Baxter to Address Delta 
Nu Alpha, Chicago Chapter 


Charles S. Baxter, chairman of the 
Railroads Tariff Research Group, will 
address the Chicago chapter of Delta Nu 
Transportation Fraternity April 24 in 
the LaSalle Hotel, Chicago, W. A. Ballou, 
program chairman, has announced. 

Mr. Baxter is expected to disclose the 
results of questionnaires recently cir- 
cularized to interested persons in the 
transportation field concerning their 
thoughts on tariff simplification, and to 
outline the research group’s immediate 
plans. 

Following Mr. Baxter’s talk, an open 
forum will be held. 

Accompanying Mr. Baxter will be 
George W. Lupton, Jr., a member of the 
tariff research group. 

Chairman of the board of the Chicago 
chapter of the fraternity is Sam Iden. 
President is Everett Weathers. 

The meeting will be open to the public. 


C.R. Seal and I.C.C. Post 


The Industrial Traffic Managers As- 
sociation of Baltimore, Md., has an- 
nounced that, pursuant to action taken 
by its membership in a recent meeting. 
it is advising members of the Mary- 
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land delegation in Congress that it is 
endorsing Charles R. Seal, director of 
the Commission’s Bureau of Water Car- 
riers and Freight Forwarders, for ap- 
pointment as a member of the Com- 
mission to succeed Commissioner John 


L. Rogers. Commissioner Rogers an- 
nounced on March 21 that, on “urgent 
advice” of his physician, he had ap- 
plied for retirement on April 30 from 
the Commission (T.W., March 29, p. 
224). 


Questionnaires Nos. 3 and 4, on Tariff 


Simplification, Issued by Research Unit 


Shippers, Others on Mailing List Asked to Give Advice Concerning 


Indexing of Stations in Tariff Publications and About Possible 


Removal of ‘Non-essential’ Information From Title Pages of Tariffs. 


Two additional questionnaires, one 
relating to the arrangement in the 
make-up of the index of stations in 
tariff publications, the other dealing 
with “cover” or title pages of freight 
tariffs, have been sent to a selected 
list of freight tariff users in all 
interested fields by the Railroads’ 
Tariff Research Group, created to 
recommend, after a study, steps for 
rail tariff simaplification (T.W., April 
B, p. 32). 


The group’s questionnaire No. 3 pre- 
sented the following question: 


“In tariffs and routing guides contain- 
ing extensive lists of origin and destina- 
tion stations and in basis tariffs such 
as ‘Southern Group Basis’ and ‘National 
Rate Basis Tariff No. 1,’ should stations 
be arranged alphabetically by states or in 
straight alphabetical order?” 

Introducing its discussion of that ques- 
tion, the tariff research group said that 
Agent Leland’s Official List of Open and 
Prepay Stations and Agent Spaninger’s 
Southern Group Basis No. 700-C were 
typical of publications that indexed or 
listed stations alphabetically by states. 
Continuing, it said: ; 

“The new National Rate Basis Tariff 
No. 1 for use in connection with the 
Docket 28300 class rates and Agent 
Schuldt’s Tariff No. 489-A are typical of 
publications which index stations in 
straight alphabetical order. 


‘Columbus’ in 15 States 

“Initially, and until the middle nine- 
teen thirties, the Open and Prepay Sta- 
tion List was arranged in straight alpha- 
betical order. It was changed over to the 
alphabetical arrangement by states in 
the belief that the tariff user would find 
the latter arrangement superior. The 
Point was made that stations having 
the same name are often common to 
More than one state and that too fre- 
quently the user errs in using the data 
provided for the station in the wrong 
State. For example, stations named 
‘Columbus’ exist in 15 different states. 
Advocates of the seperate listing by 
States argue that that system effectively 
Tfemoves the possibility of using the 
Wrong rate basis number or station in- 
dex number where checking out rates. 

“On the other hand, those who spon- 
Sor the straight alphabetical listing con- 
tend that separation by states requires 
two steps instead of one.” 

The tariff research group’s question- 
naire No. 4 set forth a number of specific 
questions related to the following gen- 


eral question: “What matter customarily 
shown on tariff title pages may more 
appropriately be omitted entirely or 
transferred to logical places inside the 
tariffs?” 


Sole Purpose of Title Page 


Discussing that question, the research 
group said that, as long ago as 1936, the 
National Tariff Simplification Committee 
had stated that the sole purpose of the 
title page was to proclaim to the tariff 
user, in clear and concise form, its iden- 
tity and its application, and that there 
should be removed from title pages any 
information not absolutely essential to 
that purpose. 

“In implementing this declaration of 
policy,” the research group continued, 
“that committee promoted the statement 
of territorial application by arranging 
origin and destination territories in sepa- 
rate boxes, and setting these out promi- 
nently. With the permission of the In- 
terstate Commerce Commission, that 
committee also paved the way for omit- 
ting from title pages references to fourth 
section orders, miscellaneous special per- 
missions, to the List of Open and Prepay 
Stations and to the opening and closing 
of navigation. 

“The current interest of tariff users in 
further refinements of the title page is 
evidenced by the considerable number of 
letters received by the Tariff Research 
Group. It can be said that all of these 
communications are in consonance with 
the policy declared by the National Tariff 
Simplification Committee sixteen years 
ago. 

“The questionnaire consists of eight 
generally related questions. Questions 1 
and 2 will be discussed first. 


I.C.C. Numbers and State Numbers 


“The tariff-making rules promulgated 
by the I.C.C. require that each tariff pur- 
porting an interstate application shall be 
separately numbered for the purpose of 
filing with the I.C.C. and that the I.C.C. 
number shall appear in the upper right 
hand corner of every tariff and supple- 
ment. Likewise, the rules of some of the 
states require a separate series of state 
numbers, the numbers to be shown on 
each tariff and supplement in close prox- 
imity to the I.C.C. number. 

“Some of our correspondents have 
urged that all of these numbers be omit- 
ted from title pages and transferred to 
the first inside page. Others have sug- 
gested that the I.C.C. number be shown 
on the title page and the state numbers 
transferred to the body of the tariff. 

“The essence of the argument in sup- 
port of these proposals is that I.C.C. and 
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state numbers need be cited only in 
proceedings in court or before admin- 
istrative bodies or in correspondence 
with regulatory tribunals and that by 
reason of this limited use the title 
page can ill afford the space these num- 
bers require. The point is made that the 
space saved can be used to ‘blow-up’ for 
more prominence, and to rearrange for 
greater clarity, the matter most useful 
to the tariff user, namely, the commodity 
coverage (or other nature of the tariff’s 
applicability) and territorial scope of 
the tariff. They add. that tariffs be- 
come known to users by the numbers of 
the issuing agent or railroad and never 
by I.C.C. or state numbers, chiefly for 
the reason that the latter usually con- 
sist of more digits than the former and, 
more importantly, the latter completely 
change with each reissue while the 
numerals of the former are preserved, 
successive issues being denoted by let- 
ter suffixes used in alphabetic sequence. 
Moreover, say these correspondents, 
tariffs are never filed in using estab- 
lishments by I.C.C. or state numbers but 
separately, by issuing sources, and then 
in order of the tariff numbers of the 
issuing sources. 

“One of our correspondents sent in the 
attached copy of supplement No. 131 to 
Agent Christie’s Western States Tariff 
No. 12 as an example of the extraor- 
dinary inroad on title page space made 
by the present practice (and require- 
ment) that I.C.C. and state numbers 
be shown thereon. 

“While the question relates to the 
numbers of the federal and state regu- 
latory commissions, we have divided it 
into two parts: First, as to I.C.C. num- 
bers only, and, second, as to state num- 
bers. This was done in deference to those 
correspondents who urged that state 
numbers be transferred to the inside 
of the tariff. Incidentally, these cor- 
respondents implied that, in suggesting 
that I.C.C. numbers be retained on title 
pages, they were paying obeisance to an 
ancient tradition rather than stating a 
genuine need. None of our correspond- 
ents has suggested the retention on ‘the 
title pages of any of these numbers on 
the premise that they are essential to 
the tariff user. 

“It is to be understood that these 
numbers can be moved off the title pages 
only with the consent of the regulatory 
commissions concerned. The _ regula- 
tory commissions gave that consent in 
connection with the 13 new tariffs of 
Docket 28300 class rates recently dis- 
tributed and these title pages are com- 
pletely clear of I.C.C. and state num- 
bers. Admittedly this is an experiment 
and this questionnaire will develop the 
sentiment and reaction of the tariff- 
using public. 


Picture of Alleged ‘Evil’ 


“Question No. 3 relates to the details 
of cancellation and recap of effective 
supplemental matter which, under pres- 
ent practices, is usually repeated sev- 
eral times on each title page. The at- 
tached reproduction of supplement 131 
to Agent Christie’s Tariff No. 12 affords 
a vivid picture of this alleged ‘evil’, ‘Sup- 
plement No. 131’ appears six times on 
the title page—once with the tariff 
number, once with the I.C.C. number 
and once with each of the four states 
for which separate numbers are shown. 
The cancellation of prior supplemental 








32 


| TRANSPORTATION WEEK 


matter and the recap of effective sup- 
plements appears also six times. In sum, 
this matter uses up about half the title 
page. 

“In this example the supplement num- 
bers are identical in all six instances but 
examples have been pointed out to us 
where a given supplement would be 
numbered differently in connection with 
the separate tariff, I.C.C. and state 
numbers, and our correspondents com- 
plain bitterly about the confusion -in 
filing and using tariffs which results. 


“Several have suggested that, since it 
is the tariff number of the issuing source 
and supplements numbered in relation 
to that tariff number which are virtually 
the sole concern of the tariff user, can- 
cellations of prior supplements and the 
recap of effective supplements should 
be shown only once, and that showing 
should be in connection with the tariff 
number. This suggestion is made with 
the obvious reservation that purely 
intrastate supplements will be appro- 
priately identified. Those who favor this 
suggestion are asked to indicate that 
preference in the box under ‘(a)’ while 
those who prefer the present method as 
portrayed on the attachment will de- 
note that choice in the box under ‘(b)’ 
on the questionnaire. 


Terms That May ‘Bewilder’ 

“Question No. 4 runs to the desirability 
of retaining on the title pages, or else- 
where in the same or like form, a de- 
scription of the tariff’s character in 
terms of ‘Local,’ ‘Joint,’ ‘Proportional,’ 
‘Export,’ ‘Import,’ etc. Some of our cor- 
respondents say that instead of enlight- 
ening the user such terms produce con- 
fusion, particularly among apprentice 
tariff users. They argue that a ‘local’ 
rate, in the absence of rates specifically 
limited to ‘proportional,’ ‘export,’ or ‘im- 
port’ application, also possesses propor- 
tional, export and import application; 
that specific proportional, export, import, 
etc. rates are always labeled, and more 
definitely and approximately so, else- 
where in the tariffs; that a list of par- 
ticipating carriers and routing provisions 
more effectively establishes the joint 
character of rates than anything that 
can be put on the title page. In sum, 
they say these terms on the title page 
contribute nothing beneficial to the vet- 
eran tariff user (he doesn’t rely on 
them) but sometimes bewilder the less 
experienced. 


“While question No. 5 refers to the 
governing classification it embraces by 
implication any governing exceptions 
tariffs. Title pages usually contain a 
statement detailing the particular classi- 
fication and exceptions which govern it. 
Some title pages merely refer to an item 
in the tariff for this information. In 
practically all cases the subject matter 
is effectively covered in an item in the 
general rules section of the tariff, re- 
gardless of the fact the matter on the 
title page may be duplicated. No one 
doubts the essentiality of such a provi- 
sion. The only question is: Where is 
the best place to put it? 

“Some users have expressed a prefer- 
ence for showing it prominently among 
the tariff rules along with cross refer- 
ences to other governing publications. 
They argue that it can be lengthy and 
use space which might more profitably 
be used for more essential purposes; 
that there is no more reason for showing 





this cross reference on the title page 
than those for other governing publi- 
cations such as the Open and Prepay 
List, explosives tariffs, etc. 

“Other users have indicated a prefer- 
ence for the retention of this cross ref- 
erence on the title page. They argue 
that the mechanical steps in using a 
tariff necessitate immediate ascertain- 
ment of the identity of the governing 
classification and exceptions and that 
this can be more quickly secured from 
the title page. They acknowledge that 
this will become less a factor as all tar- 
iffs become subject to the single uniform 
classification. 

“Question No. 6 relates to the multi- 
plicity of I.C.C. and state numbers and 
names and addresses of participating 
publishing agents common to certain tar- 
iffs of which Agent Kipp’s Westbound 
Transcontinental Tariff No. 1 series is a 
familiar example. Taking the attached 
reproduction of supplement 131 to Agent 
Christie’s Tariff No. 12 for purposes of 
discussion, if this were a joint agency 
tariff all the matter described in the 
above discussions of questions 1, 2 and 3 
would have to be multiplied by as many 
times as the number of participating 
agents exceeded one. 

“Virtually all correspondents who have 
expressed themselves to us urge that the 
title page include only the name, address 
and numbers of the one agent responsible 
for compiling and issuing the tariff. A 
lesser number have favored the showing 
of all participating agents, their names, 
addresses and numbers, on the ground 
that the multiple showing assisted users 
in finding the proper tariff. ‘Those users 
lining up on the other side of the ques- 
tion insist that for this purpose the terri- 
torial application or scope of the tariff 
as spelled out prominently on the title 
page is more reliable and clearly more 
indicative. 

“Question No. 7 is somewhat like No. 
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6 except that it does not involve I.C.c. 
and state numbers and is limited to the 
tariffs of individual lines which make a 
practice of showing not only the name 
and address of the issuing official but 
also the names and addresses of other 


traffic officials of the railroad. The sug- ~ 
gestion has been made that the listing © 


of other officials serves no useful purpose 


to the tariff user and consumes title page ~ 


space. The practice has not been de- 
fended by any correspondent but we un- 
derstand its purpose is to advise the user 
whom to address about matters contained 
in the tariff. 


“Question No. 8 relates to the back 
binding edge or ‘backbone’ of tariffs thick 
enough to carry a printed identification 
of the tariff. Some tariff issuing sources 
rather consistently follow the practice of 
printing the name or abbreviation of the 
issuing bureau or railroad and the tariff 
number on the ‘backbone.’ For example, 
see the Docket 28300 class rate tariffs of 
Agents Schuldt, Spaninger and Kratz- 
meir. 

“Admittedly the value of this identifi- 
cation depends upon each user’s own sys- 
tem of filing tariffs. Certain types of 
binders completely cover the ‘backbone’ 
and other filing schemes leave the ‘back- 
bone’ concealed from view. Its sole pur- 
pose is to enable a user to locate the tariff 
and the purpose is served only when the 
‘packbone’ is kept prominently in view.” 


The third and fourth questionnaires of 
the tariff research group were distrib- 
uted to a list of addresses the consist of 
which was substantially the same as 
that of the mailing list for the second 
questionnaire: 204 shippers in the Na- 
tional Industrial Traffic League, 32 rail- 
road local freight stations, 25 railroad 
accounting departments, 12 railroad 
traffic departments, four freight for- 
warder stations and three federal gov- 
ernment departments. 





\ekember Says Transport Industry's 
Tax Load Is at ‘Point of Confiscation’ 


Tax Burden on Transportation in 1951 More Than Twice as Large 
As Its Net Income of $1.2 Billion Shown by Analysis, National 


Chamber Reports. 


Specific reductions in proposed 
federal government expenditures are 
proposed by the Chamber of Com- 
merce of the United States in con- 
nection with an announcement that 
an analysis of the impact of taxes 
on the “transportation industry” 
that had been prepared for it em- 
phasized “the prospect that the pres- 
ent tax burden on transportation is 
now at the point of confiscation.” 

The analysis of transportation indus- 
try taxes, the national Chamber said, 
had been compiled under the direction 
of Evans A. Nash, of Oklahoma City, a 
director of the national Chamber and 
chairman of its transportation and com- 
munication committee. It was designed 
to show the stake of the nation’s trans- 
portation industry in “the program for 
economy in government,” according to 
the Chamber’s announcement. 


Specific Cuts in Federal Expenditures Proposed. 


“The estimated 1951 transportation tax 
load of $2.5 billion, which includes $644 
million for the federal transportation 
excise tax,” said Mr. Nash, “was more 
than twice the year’s net income of $1.2 
billion for the industry. Thus it took 
more than $3 before taxes to net $1. Add 
the increasingly large costs of operation 
and the ratio of gross to net is startling. 
For example, Class I railroads last year 
grossed approximately $10 billion, but 
the net shrank to $693 million, a ratio 
of more than 14 to 1. 


“The $85.4 billion federal budget now 
before Congress is almost three times 
the value of the total depreciated in- 
vestment of the for-hire transportation 
industry, which is put at $30 billion. The 
staggering proportions of the proposed 
budget are brought out in the fact that 
its total, even considering the inflated 
dollar, would provide a national trans- 
portation plant possibly treble the size 
of the one we are operating. 

“The exact tax load on transportation 


ee eae 


fs een 


seh Tai tS 


Ap! 


car 
tax 
ma 
dus 
cub 
nat 


way 


nor 
reg 


by 

to | 
it | 
the 


pro 
san 
he 

vie’ 


> tov oh £0 





WorLp 


» LCC. 


to the | 
make a © 


> name 
ial but 
f other 
ne sug- 


listing © 
Jurpose | 
le page © 


en de- 
we un- 
he user 
itained 


e back 
's thick 
‘ication 
sources 
stice of 
of the 
e tariff 
‘ample, 
riffs of 
Kratz- 


lentifi- 
vn sys- 
mes of 


*kbone’ ~ 


‘back- 
le pur- 
e tariff 
en the 

view.” 


ires of 
listrib- 
Sist of 
me as 
second 
e Na- 
2 rail- 
1ilroad 
r1ilroad 
t for- 
1 gov- 


Ww 


d. 


on tax 
s $644 
tation 

more 
of $1.2 
; took 
, Add 
ration 
rtling. 
[ year 
1, but 

ratio 


t now 
times 
d in- 
tation 
. The 
yposed 
L that 
flated 
rrans- 


e size j 


tation 


ee ee eee 


CS Sal le OIE i a 





April 19, 1952 


cannot be determined. There are hidden 
taxes in all directions, which amount to 
many millions in the bus and truck in- 
dustries alone. The only salvation is to 
cut spending where it can be cut. The 
national Chamber heading a national 
government economy drive, recommends 
that the proposed $85.4 billion budget be 
chopped down to $71 billion.” 

To- accomplish such a saving, the na- 
tional Chamber recommended the fol- 
lowing reductions in total expenditures 
proposed under each of the general “ob- 
jects” stated in the federal budget for 
the next fiscal year: 

Finance, commerce and industry, $475,- 
000,000; natural resources, $225,000,000; 
agriculture, $332,000,000; housing and 
community developments, $542,000,000; 
education and general research, $355,- 
000,000; social security, ‘welfare and 
health, $780,000,000; veterans’ programs, 
$135,000,000; general government and 
reserve for contingencies, $225,000,000; 
international security and foreign rela- 
tions, $5,844,000,000, and military services, 
$5,531,000,000. 

“The transportation industry,” said 
Mr. Nash, “can help to put our economy 
on solid ground by supporting these cuts 
and by pledging not to support requests 
for federal funds for unwarranted 
projects or for projects that can be han- 
dled by the states or private industry.” 


Actions by Industry Suggested 


Among direct methods by which the 
transportation industry might help to 
cut the federal budget, said Mr. Nash, 
were the following: 

“1, Hold highway federal aid to $400 
million a year for the next two years; 
do not support the $550 million a year 
recommended by the House public works 
committee. The Chamber favors bigger 
and better highways but believes their 
financing is primarily a state respon- 
sibility. 

“2. Restrict airport federal aid to proj- 
ects of the highest priority and urge 
development of more non-aviation reve- 
nue sources at airports to help pay air- 
port costs wherever possible, rather than 
to lean on Uncle Sam. 

“3. Urge passage of S. 2742 to require 
the prompt sale of the Federal Barge 
Lines, which has cost the nation’s tax- 
payers millions of dollars. 

“4, Oppose unnecessary and costly riv- 
er and harbor projects that annually 
consume hundreds of millions of dollars. 
In this connection, the American Water- 
ways Operators, the national inland wa- 
ter carriers’ association, has adopted a 
policy to oppose projects that are eco- 
nomically unsound. 

“5. Urge less, and more streamlined, 
regulation of transportation.” 

The transportation industry was told 
by Mr. Nash that unless it was willing 
to make a fight for government economy 
it had little cause for finding fault with 
the tax program. 

“The men in Congress who must ap- 
prove the final budget figures are the 
same men that we helped put in office,” 
he said, “and all of us must make our 
views known to them.” 


New A.T.A. Staff Member 


Richard <A. Lill, former materials 
analyst and division materials engineer 
for the Kansas highway commission, has 
joined the technical staff of the Ameri- 
can Trucking Associations as highway 
engineer, the A.T.A. has announced. 

Mr. Lill will serve as assistant to 


William J. Arndt, chief highway engineer 
of the A.T.A., according to the announce- 
ment. He holds a bachelor of science 
degree in civil engineering from Kansas 
State College. He attended that college 
after having served in the Air Transport 
Command in World War II. The A.T.A. 
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said that Mr. Lill’s duties would include 
observation of “the forthcoming Idaho 
road test at Malad City.” 





American Management Association Holds 


Packaging Exposition in Atlantic City 


Packaging Experts From General Motors Plants Describe Methods of 


Saving Money Through Improvements in Packaging, Materials Handling. 


Materials Management Called ‘Last Frontier for Cost Reduction.’ 


Eight General Motors Corporation 
packaging and materials handling 
officials discussed the corporation’s 
packaging and materials handling 
program April 2 at the Packaging 
Conference and Exposition of the 
American Management Association in 
Atlantic City, N.J. 


The G.M. panel was one of six present- 
ed in the Atlantic City Auditorium in 
the course of the conference, which ran 
from April 1 through April 4. Other 
panels dealt with improved production 
methods, merchandising aspects of pack- 
aging, reducing packaging costs, 
broadening uses of multiwall paper ship- 
ping sacks, and cost data and package 
handling practices. 

Among speakers at the opening ses- 
sion of the conference, April 1, was Man- 
ly Fleischmann, administrator of the 
Defense Production Administration, of 
Washington, D.C. Chairman at the 
opening session was Paul O. Vogt, A.M.A. 
vice-president in charge of the packag- 
ing division, and coordinator, package 
engineering and development, manu- 
facturing policy division, General Elec- 
tric Co., Schenectady, N.Y. 

Members of the G.M. panel were: 
Ralph A. O’Reilly, Jr., packaging engi- 
neer, service section of the corporation, 
Detroit, chairman; M. E. St. Aubin, di- 
rector of the service section; D. S. Mill- 
man, supervisor, packaging and research 
at Flint, Mich.; R. C. Lambrecht, man- 
ager, parts warehousing, Electro-Motive 
Division, La Grange, Ill.; E. H. Van 
Wagnen, packaging engineer of the cor- 
poration’s overseas operations; J. S. Say- 
lor, packaging engineer, Buick Motor Di- 
vision, Flint; J. W. Peters, traffic man- 
ager, Delco-Remy Division, Anderson, 
Ind., and R.- W. Chalmers, senior ma- 
terials handling engineer, Chevrolet Mo- 
tor Division, Detroit. 


Container Qualities Sought 


Mr. O’Reilly said that General Motors 
sought three characteristics in its con- 
tainers—product protection, handling 
convenience, and merchandising. 

Product protection was the first con- 
sideration, Mr. O’Reilly said, “because 
of cost of parts, and possible disruption 
of assembly line schedules or loss of good 
will of our customers if parts are dam- 
aged.” Handling convenience came next, 
he said, because it cut handling cost and 
meant better storage and housekeeping 
and less human fatigue. He added that 
merchandising was important because 
the corporation wanted its packages to 


reflect “the workmanship and quality of 
our parts.” The ratio between tare weight 
and net weight was “the yardstick of our 
progress in weight reduction,” said Mr. 
O'Reilly. 

The packaging methods of 20 years 
ago, “if used on our present volume of 
materials, would raise our freight bill 
by many millions of dollars,” he asserted. 

Mr. St. Aubin said that General Motors 
plants received 42,600,000,000 pounds of 
material and used approximately $42,- 
000,000 worth of packaging materials in 
1951. He said soaring labor and material 
costs in recent years had accelerated the 
corporation’s packaging and materials 
handling programs. 

Mr. Millman described the automotive 
package engineering procedure at Gen- 
eral Motors. He said that for any spe- 
cific part a type of container was tenta- 
tively selected, with the method of load- 
ing determining the sequence of dimen- 
sions and type of closure. A sample con- 
tainer was then made and the part 
checked for fit and correct method of 
loading. Next, he said, the material 
cost per piece was estimated from pres- 
ent costs of similar containers. 

Then, he continued, the time study 
department was assigned the job of 
estimating standard hours per piece, 
and, finally, a parts packaging au- 
thorization form was prepared and ap- 
proved listing the part number and 
name, type of container and other in- 
formation. 


Rust Prevention 


Mr. Lambrecht, speaking on “Pioneer- 
ing in Rust Prevention,” said Electro- 
Motive had used vapor corrosion inhibi- 
tors for the last three years in 98 per 
cent of all its domestic and export ship- 
ments for preservation purposes. 

“We feel that the vapor which is 
heavier than air will travel and protect 
for a distance of 12 inches,” Mr. Lam- 
brecht said. “In a carton 24 inches 
long, there should be a piece of paper 
in each end plus an insurance piece 
at or around the middle of the item.” 


These inhibitors, he said, saved time 
and promoted safety. 


“Our customers, the railroads,” he con- 
tinued, “told us that it took 45 minutes 
to an hour to clean a cylinder-head 
assembly with conventional rust pre- 
ventive and wax paper. Now, with vapor 
corrosion inhibitors, they merely blow 
any dust off the assembly with an air 
hose, and it is ready for final assembly. 

“We formerly shipped injectors in a 
$4 metal container. They were oil 
coated, which did not entirely prevent 
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rust. With vapor inhibitors, we now 
ship them in a 29-cent carton. We 
have had no failure in three years. On 
just two high volume assemblies, we 
have saved $100,000 a year through the 
use of fibre drums which we could not 
have used with oil preservatives.” 


Savings in Military Packaging 


Speaking on “General Motors’ Contri- 
bution to Military Packaging,” Mr. Van 
Wagnen stated that research had resulted 
in reduction of the number of wooden 
box sizes used in wartime shipping from 
430 to 65, and in reduction of the num- 
ber of carton sizes from 1,176 to 319. 
Less confusion, more economy, and bet- 
ter storage and handling conditions 
were benefits brought about by those de- 
velopments, he said. 

He outlined some of the savings in 
shipping space effected by the “Boxing 
Clinic,” established at the request of the 
United States Army in the spring of 
1942. In one instance, he said, the clinic 
found that a saving of 64 per cent in 
cubic feet could be achieved by packing 
a standard single truck pack of 719 cubic 
feet as twin units of 261 cubic feet. As 
a result, through September, 1942, the 
clinic saved 28,000,000 cubic feet, or the 
equivalent of about 103 shiploads, and 
also about 60,000,000 board feet of lum- 
ber, he said. 

Mr. Saylor said that on a low-volume 
packaging operation, it was necessary 
that each piece of material be studied 
to determine the break-even point—the 
point at which either the hand opera- 
tion or the semi-automatic operation was 
more economical. He said this could be 
accomplished only by time studies and 
cost studies. 

Mr. Peters, whose subject was “Devel- 
oping a Machine for a Specific Job,” told 
of a packaging machine recently set up 
at the Delco-Remy plant. He reported 
that the machine not only cut labor 
costs, but also reduced operator fatigue 
and human errors. He said the machine 
required less floor space, fewer can sizes 
and fewer master carton sizes, and made 
for “better housekeeping.” 


Value of Materials Management 


Mr. Chalmers, in a _ discussion of 
“Unitizing of Materials for Mass Produc- 
tion Handling,” said that the concept of 
efficient materials handling should be- 
gin with the manner in which raw mate- 
rials were brought into plants, and should 
end only after finished products were on 
their way to customers. 

“Don’t sell materials management 
short,” Mr. Chalmers urged. “If you do, 
you are slamming the door on the great- 
est potential for profit left in the busi- 
ness.” 

Materials management was “the last 
frontier for cost reduction,” he said. 





U. of T. Motor Fleet Course 


Representatives of an estimated 5,000 
southern drivers will receive instruction 
in selection, training and _ supervision 
of employes at the third annual training 
course for southern motor fleet super- 
visors to be held at the University of 
Tennessee, Knoxville, April 21-25. The 
program, which will be sponsored by the 
College of Business Administration of 
the university, is under the direction 
of William Way, Jr., head of the uni- 


versity’s transportation and public utili- 
ties department. 

Among new subjects to be discussed 
during this year’s program are adequate 
roads, physical aids to effective super- 
vision, road and yard tests, award and 
incentive plans, organizing highway 
transportation for civilian defense, and 
Commission inspection. 

More than 25 transportation special- 
ists will make up the teaching staff, 
many of whom are executives of high- 
way transportation companies, the uni- 


versity said. 
ht 

Railroad Efficiency at 
digh Level, Hopkins Tells 


Sacramento Traffic Group | 


Operating efficiency of the rail- 
roads, measured by all accepted 
statistical standards, had advanced 


more since the end of World War IT 


than in any comparable period in 
history, Z. G. Hopkins, of the Asso- 
ciation of Western Railways, Chi- 
cago, told the Sacramento Valley 
Traffic Association, at Sacramento, 
Calif., April 14. 


The railroads last year, Mr. Hopkins 
said, performed roughly 90 per cent 
greater freight service;-measured in rev- 
enue ton miles, than they did the year 
the war started in Europe. Such service 
was performed, he added, with an in- 
crease of less than 15 per cent in the 
number of freight train miles operated. 

“But for a 50 per cent increase in 
average train load in the intervening 
years,” Mr. Hopkins said, “at least 175 
per cent more train miles would have 
been required to move last year’s traf- 
fie.” 

Mr. Hopkins reported that the average 
freight train last year performed 60 per 
cent more service, per train hour meas- 
ured in net ton-miles, than the average 
train did at the beginning of the war. 


Among factors making for this im- 
provement in efficiency were one fourth 
more cars in the average train, with a 
corresponding increase in the average 
load per car, better power, able to pull 
heavier and longer trains, and modern- 
ized roadway facilities, terminals, signal 
and communication systems, he said. 

Stating that circumstances were com- 
pelling railroad management to work out 
money savings wherever possible, Mr. 
Hopkins asserted that there never was 
greater railroad sensitiveness to shipper 
requirements of expedited and dependa- 
ble schedules, with minimum incidental 
costs, than today. ; 


“There never was greater appreciation 
of the relation of improved terminal 
handling, and reduction in intermediate 
delays, to the provision of such sched- 
ules,” he said. 


“Over 40,000 miles of daily over-night 
schedules, offering late afternoon clos- 
ings, and first morning deliveries of 1.c.l. 
shipments and first day placement of 
carload shipments at points 300 to 500 
miles from origins, now are in operation,” 
he declared. “There has been an in- 
crease of over 25 per cent in the daily 
mileage of such schedules in the past 
two years, and the end is not yet. In 
Western territory alone there are 75 such 
schedules.” 

Asserting that the subject of merchan- 
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dise service was getting increased at- 
tention in railroad circles, Mr. Hopkins 
declared that the “railroads certainly are 
going to stay in the merchandise traffic 
field, and generally they haven’t given 
up all ideas that l.c.l. traffic can be made 
to pay.” 

Illustrating the attitude of the West- 
ern lines to the l.c.l. problem, Mr. Hop- 
kins said “it is interesting to note that 
a relatively recent and close study of one 
month’s operations of Class 1. lines in 
the Western district led to the conclusion 
that, even under present conditions, 1.c.1. 
traffic brings in more money net than 
would be saved if there were no l.c.l. 
traffic at all.” 

The study, Mr. Hopkins continued, “in- 
dicated that out-of-pocket costs that 
could be avoided through abandonment 
of all l.c.l. traffic would amount to sub- 
stantially less than the revenue loss that 
would result from surrender of the 
traffic.” He said that the answer to the 
l.c.l. problem, like the answer to most 
other railroad problems, “is not being 
sought by decreasing railroad traffic 
and diminishing gross revenues,” but 
rather in the building up of traffic and 
revenues. 


Car Supply 


Commenting on the railroads’ car 
building program, Mr. Hopkins said that 
materials shortages and railroad car 
retirements would keep the railroads 
from having an over supply of freight 
cars this year or next. He pointed out, 
however, that “neither is it likely that 
there will be serious under supply, unless 
traffic grows much heavier than present 
prospects promise.” . 

Concluding, Mr. Hopkins asserted that 
“in any event, the railroad program 
to add to the car fleet will not be 
abandoned until the fleet is built up to 
the size railroad management and ship- 
pers generally agree it should reach.” 


Tank Truck Carriers 
To Hear Adams, Ward, 


Mullady at Meeting 


Walter Mullady, president of Amer- 
ican Trucking Associations, and a 
tank truck operator, will discuss the 
industry’s future at the fourth mid- 
year meeting of the National Tank 
Truck Conference, May 14-19, in the 
Hotel del Coronado, Coronado, Cailif., 
Secretary-Manager C. Austin Suther- 
land announces. 


Other speakers scheduled to address 
the meeting, and their respective sub- 
jects, include W. H. Adams, west coast 
traffic manager, Shell Oil Co., on the 
problems in oil transportation; Don 
Ward, traffic manager, Mathieson 
Chemical Corporation, on the problems 
of transporting chemicals and other 
bulk liquids; E. J. Lucas, chief of the 
trailer branch, National Production Au- 
thority, on the outlook for steel for tank 
trailer and truck production, and Nuel 
D. Belnap, of Chicago, general rate 
counsel of the conference, who will dis- 
cuss rate differential problems which the 
industry confronts. 

Office of Price Stabilization officials 
will discuss the control of tank truck 
rates and prices paid for leasing equip- 
ment, and Dan Dugan, of Dugan Oil 
Transport, will present a preview of a 
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proposed top-management conference, 
said Mr. Sutherland. . 


A feature of the meeting will be a 
round-table discussion by industry lead- 
ers on ways of improving carrier-ship- 
per relations by meeting the problems 
of peaks and valleys in transportation 
demands, and 24-hour deliveries, he an- 
nounced. 

A special train leaving from Chicago 
will offer sightseeing to and from the 
meeting, and plans have been made for 
a post-convention air-cruise to Hawaii, 
conference Officials announced. 


Three general luncheons, a president’s 
reception, two cocktail parties, the an- 
nual dinner dance, a trip to nearby 
Tijuana, Mexico, and special events for 
the ladies are being planned. 

L. A. Odom, Spartanburg, S.C., has 
been named chairman of an expanded 
nominating committee, with one mem- 
ber from each of the conference’s 18 
regions. 


A.T.A. Head Says Only Three 
States Have Diverted More 
Highway Funds Than Florida 


In an address in which he asserted 
that division of highway tax revenue 
to other uses was a major reason for 
the “critical” deficiencies in Amer- 
ica’s main highway system, Walter F. 
Mullady, president of the American 
Trucking Associations, Inc., said di- 
version of highway funds was an “old 
custom” in Florida and only New 
York, Texas and California had di- 
verted more highway funds than 
that state. 


Speaking at.a “Motor Carrier Day” 
luncheon of the Jacksonville Traffic Club 
April 14 in the Seminole hotel, Mr. Mul- 
lady said automobile, truck and bus own- 
ers paid $79,422,000 in 1950 for use of 
Florida’s highways and streets, but $21,- 
600,000 of this revenue was diverted to 
non-highway uses. Since 1924, he said, 
the state had diverted to non-highway 
uses the staggering sum of $260,868,000. 

Mr. Mullady told his listeners that 
Florida had some “mighty” fine high- 
ways “but think what you and your 
thousands of tourists might be enjoying 
if that money had gone where it came 
from—the highways.” One effect of the 
diversion policy, he said, had been the 
revival of toll road construction “which 
has become a further imposition on 
highway users.” 

“The trucking industry currently was 
the target of a lot of curves and wild 
pitches,” said Mr. Mullady. “Most of 
these are being thrown by people who 
fail to realize that whatever hits us will 
hit the whole economy. Some of them 
are trying to bean-ball us with unfair 
taxes, to dust us off with unrealistic 
limits on our hauling capacity, to fool 
the umpire with a fast one about trucks 
and highway deterioration.” 

Asserting that there had been a lot 
of “loose talk” about trucks not paying 
enouch taxes, Mr. Mullady said that in 
Florida where 17.6 per cent of motor ve- 
hicies were trucks, they paid 31 per cent 
of the special taxes assessed all highway 
users, or $24,802,000. Measured in terms 
of new construction on state-adminis- 
tered highways, he said, trucks paid 61 


per cent of the bill; in terms of mainte- 
nance, 243 per cent. On a nationwide 
scale, he said, the trucking industry in 
1950 paid $1,235,000,000 in state and 
federal motor vehicle taxes. 

“We will register this year approxi- 
mately 52 million motor vehicles in the 
United States, nearly twice as many as 
we had in 1935,” said he. “That tremen- 
dous increase in motor vehicle use is 
the core of the highway problem.” 


Motor-Claims Meeting 
To Be Held in Dallas 


The Southwestern Motor Carriers 
Claim Council will hold its semi-annual 
meeting May 2 and 3 at the Southwest- 
ern Motor Freight Bureau auditorium 
in Dallas, Tex., D. G. Griffin, manager 
of the bureau’s claim division and secre- 
tary of the council, has announced. 

The council, according to Mr. Griffin, 
has a committee working on the estab- 
lishment of claim prevention conferences 
at each of the principal interchange 
points in the southwestern area for the 
purpose of educational meetings and the 
exchange of lists of over-astray freight. 
Many of these conferences were already 
in operation and were saving carriers 
many dollars in finding lost freight, he 
said. Conferences were now operating 
at Dallas, Fort Worth, Waco, San An- 
gelo, San Antonio, Houston, Texarkana, 
Little Rock, Memphis, Oklahoma City 
and Tulsa, and new groups were recently 
effected at El Paso and Lubbock, Mr. 
Griffin said. Howard Mosely of Sunset 
Motor Lines has been elected chairman 
of the El] Paso conference and R. L. An- 
derson of Miller & Miller Freight Lines 
has been elected chairman of the Lub- 
bock conference. 

Malcolm Scott of Red Ball Motor 
Freight Lines, Dallas, is general chair- 
man of the Southwestern Motor Car- 
riers Claim Council. W. E. Groh of Key- 
stone Freight Lines, Tulsa, is vice- 
chairman. 


Delaware River Port Agency 


Plan Runs Into Difficulties 


Joseph K. Costello, secretary of the 
Delaware River Joint Commission of 
Pennsylvania and New Jersey, has is- 
sued a statement in which he asserts 
that activities of the Delaware River 
Port Authority, proposed to be estab- 
lished as successor to the Delaware River 
Joint Commission, will be seriously re- 
stricted if Congress adopts amendments 
proposed by federal government agencies 
to legislation to approve a New Jersey- 
Pennsylvania compact for setting up the 
Delaware River Port Authority. 

“Legislation approving the Authority 
has been adopted in both Pennsylvania 
and New Jersey,” said Mr. Costello, “and 
the governors of the states have affixed 
their signatures to the laws creating the 
authority and one approving construc- 
tion of another vehicular crossing of 
the river in this area. However, when 
the pending bills approving compacts 
between the states reached Washington, 
representatives of the Budget Bureau 
and the Department of Commerce took 

. the pnosition that tolls from the 
present Delaware River Bridge and those 
from the new crossing should not be 
used for any other purpose than new 
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bridges or tunnels and that both cross- 
ings should be made toll-free within 
30 years. We had planned to use surplus 
tolls of the present bridge to augment 
those of the proposed vehicular crossing 
and, by establishing borrowing capacity 
based upon such toll returns, to carry 
out a number of projects for the benefit 
of this area as the Port of New York 
Authority has done... ” 





Proposed Limitation on Use 
Of Unicel Freight Car 
Hit by Pressed Steel 


John I. Snyder, Jr., president of 
Pressed Steel Car Co., has replied to 
a recent recommendation of the gen- 
eral committee of the mechanical di- 
vision of the Association of American 
Railroads that no cars of the Unicel 
type “be built for interchange serv- 
ice ... because maintenance of such 
cars would necessitate additional 
capital expenditures,” with the fol- 
lowing statement: 


“The Unicel car over a period of the 
past 18 months has performed all of 
the tests specifically required by the 
A.A.R. of the Unicel car, and many 
tests in addition to those prescribed. 
Unicel has successfully passed all of 
these tests with a wide margin and 
until the issuance of the A.A.R. resolu- 
tion there was no indication of anything 
but an extremely favorable reaction to 
the car, the results of the tests it passed, 
and Unicel performance on the road. 

“We are so convinced,’ Mr. Snyder 
continued, “that the Unicel car is the 
answer to the present freight car short- 
age that we intend to pursue relentlessly 
every possible avenue leading to uncon- 
ditional approval of the car .. .” as 
well as to prove its value for unre- 
stricted interchange service. 

The A.A.R. mechanical division, which 
issued its statement regarding the car 
at Chicago, recommended that no cars 
of its type be built “except in the event 
of national emergency which would re- 
strict steel in freight car building.” 

In reply to this, Mr. Snyder said that 
the Unicel car saved between 11 and 20 
tons of steel a car, and added that “the 
steel shortage has grown more acute 
since the car was first proposed and a 
national steel emergency situation may 
be upon us sooner than most Americans 
think.” 

Mr. Snyder said “until sufficient new 
steel-making facilitites begin turning 
out the vast quantities of steel America 
now requires we will continue to have 
a serious freight car shortage weakening 
both the Nation’s transportation system 
and our defense rearmament program, 
Steel alone won’t answer the freight car 
shortage because car builders are simply 
not getting the necessary amounts of 
steel in proper balance. Besides, Unicel 
cars can be built 20 per cent faster than 
conventional steel freight cars.” 

Pressed Steel Car would continue its 
development work in applying the Unicel 
material and principle to fields other 
than the railroads, Mr. Snyder said, add- 
ing “to date we have made Unicel truck 
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trailers, shipping containers, and houses 
which have the advantages of competi- 
tive price, lighter weight and greater 
strength—as well as saving critically- 
needed steel.” 





‘Mariners’ to Show New 
Efficiency, Says M.A. Head 


Being bigger and faster than any 
other class of cargo vessels now afloat 
under any flag, the new Mariner class 
ships will have a substantial impact on 
the maritime industry when the first of 
them enters commercial service, says 
Vice Admiral E. L. Cochrane, chairman 
of the Federal Maritime Board, and 
Maritime Administrator. 

Speaking to the Baltimore Association 
of Commerce, Admiral Cochrane said 
that two of the 35 Mariner class ships to 
be built had been launched, and that 
the first one to slide down the ways at 
Sparrows Point will soon join the others 
now afloat. 

He said it was the government’s hope 
to place some of those ships as rapidly 
as possible in private hands. Present 
plans, he said, were to use some of the 
first of them in the National Shipping 
Authority fleet. beginning this summer, 
for carrying military cargoes under ship- 
ping companies acting as general agents. 
He said he was sure that “the Mariners 
will write a new chapter of efficiency of 
operation on the world’s merchant sea- 
lanes.” 

Admiral Cochrane also said that the 
government had embarked on the Mari- 
ner shipbuilding program not only be- 
cause in any new war the country’s 
“sea-lift capacity” would be strained 
almost to the limit almost immediately 
and all the available vessels, including 
those in the reserve fleets, would not be 
enough, but to add more capable, mod- 
ern ships to the fleet to escape the dan- 
ger of “block obsolescence of the present 
fleet, almost all of which was built dur- 
ing World War II.” 

The admiral said the Mariners did not 
answer all the ship replacement prob- 
lems in the American merchant fleet. He 
asserted thare was an urgent and con- 
tinuing need for tankers, and that pri- 
vate enterprise was making remarkable 
progress toward supplying that need. He 
said there was looming ahead a greater 
need for oceangoing ore carriers to im- 
port from overseas the strategic raw ma- 
terials vital to “our commerce and se- 
curity.” 

On the question of passenger ships, he 
said that “the blunt fact is that passen- 
ger ship operation under the American 
flag is decreasing.” Admiral Cochrane 
referred to the two passenger vessels 
now in service—the “Independence” and 
the “Constitution,” and the “United 
States,” the largest passenger vessel ever 
built in this country—as part of a post- 
war program which resulted in contracts 
for building six passenger vessels. The 
three named ships, he said, had been 
storm centers of controversy in Con- 
gress. He continued: 

“Briefly, this results from differences 
of opinion about just how the law 
should be interpreted and how much 
subsidy the government should pay— 
and how the amount should be calcu- 
lated. Because of the complexity of the 


problem and because private companies 
are naturally reluctant to launch new 
shipbuilding programs until the legal 
picture is clarified, it is going to be dif- 
ficult to remedy our serious shortcom- 
ings in this direction. It is a matter of 
national importance which must be re- 
solved.” 

Earlier in his address, Admiral Coch- 
rane said that transportation, and in 
particular, ocean tramsportation, had 
been the “means of which we are con- 
taining the enemy in the great world 
struggle now taking place.” Without 
the ability to get cargoes to shipside 
and without ships to carry them over- 
seas, he said, “our remonstrance to the 
encroachments of communist aggression 
and threats of aggression in every con- 
tinent would have been but empty words 
and our resistance, a mere gesture.” 





Uniform Truck Tariff Rules 
Needed, C. E. Walker Says 


C. E. Walker, president of the South- 
east Shippers Association, Inc., and traf- 
fic manager of the Nehi Corporation, 
Columbus, Ga., has made available the 
text of a letter addressed by him to 
three other traffic men concerning the 
work of the trucking industry’s National 
Classification Board. 

Mr. Walker wrote that he favored 
uniformity, not only for the classifica- 
tion of articles, but also for tariff rules 
and for rate scales in tariffs for all car- 
riers. He averred that the subject of 
uniformity of rate scales should be 
stressed at all hearings. His letter was 
addressed to Paul P. Watkins, com- 
merce counsel of the Atlanta (Ga.) 
Freight Bureau; L. O. Kimberly, man- 
ager, traffic department, North Carolina 
Textile Manufacturers Association, At- 
lanta, and R. L. Murphy, traffic manager, 
Georgia-Alabama Textile Traffic Associ- 
ation, Atlanta. He sent a copy of the 
letter to Secretary Bartel, of the Com- 
mission. The text of the letter follows: 

“With respect to the apparent claim of 
the National Classification Board of the 
A.T.A., that it might—sooner or later— 
be required by the I.C.C. to publish a 
national uniform classification and uni- 
form class rate scales pursuant to I.C.C. 
orders in Dockets 28300 and 28310, it 
should be borne in mind that this view 


is absolutely groundless and without . 


precedent. 

“There would be no likelihood that the 
Commission would require a ‘national 
uniform’ classification, and there is a 
great deal of doubt whether section 216 
of the act empowers the I.C.C. to make 
such requirement of the motor carriers. 

“It looks like the National Classifica- 
tion Board is taking a great deal for 
granted and may be taking unwarranted 
steps that could adversely affect the rev- 
enue of motor carriers unnecessarily and 
for a long time to come. 


“T am for uniformity; however, not 
only for the classification of articles, but 
also for uniformity of tariff rules, and of 
rate scales in tariffs for all carriers. The 
latter should be stressed at all hearings. 


“Today almost every carrier has a dif- 
ferent rule pertaining to the number of 
lines over which a joint rate will apply, 
a different rule and/or charge regarding 
the handling of shipments on order bills 
of lading, a different rule on handling 
C.O.D. shipments, points to which such 
shipments will be accepted, various mini- 
mum rates via different carriers. 
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“All this would have to be abandoned 
if metor carriers are to have a national 
uniform scale of class rates. 

“All parties should, in my opinion, 
stress this in any and all public hearings, 
and in all testimony before governmental 
bureaus.” 


Rail Spending for Fuel 
Supplies in 1951 Highest 
For Any Year Except 1948 


Class I railroads in 1951 spent 
$2,175,859,000 for fuel, materials and 
supplies of all kinds used in connec- 
tion with their operations, the Asso- 
ciation of American Railroads an- 
nounced. 


This was the largest amount expended 
in any year on record by Class I rail- 
roads for such purposes with the excep- 
tion of 1948, when they spent $2,183,- 
331,000 due to the fact that their fuel 
bill in that year exceeded 1951 by $211,- 
543,000, said the AAAR. The amount 
spent by Class I railroads in 1951 for 
fuel, materials and supplies of all kinds 
exceeded 1950 by $435,951,000, it said and 
continued: 

“For fuel alone they spent $621,497,000 
in 1951 compared with $608,719,000 in 
1950. Expenditures for bituminous and 
anthracite coal totaled $277,012,000 in 
1951, a reduction of $45,995,000 compared 
with those in 1950. On the other hand, 
expenditures for diesel fuel oil totaled 
$228,893,000, an increase of $56,952,000 
compared with 1950. 

“Expenditures for iron and steel prod- 
ucts of all kinds in 1951 amounted to 
$703,885,000 compared with $509,506,000 
in 1950. Purchases of such track ma- 
terial as steel rails, frogs, switches, track 
fastenings, etc., totaled $238,485,000 in 
1951, an increase of $37,301,000 compared 
with 1950. Car forgings, iron and steel 
and fabricated or shaped steel for pas- 
senger and freight cars totaled $50,691,- 
000, an increase of about $21 million 
above the preceding year. Locomotive 
and car castings, beams, couplers, 
frames and car roofs amounted to $107,- 
773,000 compared with $76,152,000 in 1950. 

For miscellaneous products including 
cement, lubricating oils and grease, bal- 
last, electrical materials, stationery and 
printing, supplies for dining cars, camps 
and restaurants, and many other items, 
Class I railroads in 1951 made expendi- 
tures amounting to $662,291,000 compared 
with $500,427,000 in 1950. 


“Class I railroads also spent $188,186,- 
000 for forest products in 1951, compared 
with $121,256,000 in 1950. In the forest 
products group, purchases of cross ties 
and switch and bridge ties totaled $122,- 
757,000, an increase of $49,570,000 com- 
pared with such expenditures in 1950. 
Purchases of lumber and other forest 
products approximated $65,500,000, an in- 
crease Of $17,360,000 above the preceding 
year.” 





Electric Fork Trucks 


A new, 20-page catalog surveying com- 
prehensively the firm’s line of L-S elec- 
tric fork trucks is announced by Lewis- 
Shepard Products Inc., Watertown, Mass. 
Seven models are described, and engi- 
neering developments, maintenance fea- 
tures and all accessories and attach 
ments are illustrated and explained. The 
catalog has a file-away tab on its cover. 
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‘Tacking’ by Calif. Motor 
Carrier Authorized; Other 
Operations Not Approved 


In a motor carrier complaint pro- 
ceeding the Commission, division 5, 
has found that Arrowhead Freight 
Lines, Ltd., of Vernon, Calif., may 
combine or tack the separate grants 
of authority in its “grandfather” 
certificate authorizing regular routes, 
and in a certificate authorizing ir- 
regular-route operations, and per- 
form through service between Las 
Vegas, Nev., and authorized Califor- 
nia points through North Las Vegas, 
Nev., as a gateway, provided that the 
separate character of the service au- 
thorized by each of these certificates 
is strictly preserved. A report and 
order issued in MC-C-1079, Fleet- 
lines, Inc., v. Arrowhead Freight 
Lines, Ltd. 

The Commission also 


found that 


Arrowhead’s past and present operations 


aS a common carrier of property (1) be- 
tween points in California, on the one 
hand, and on the other, a part of the 
unincorporated community of Hender- 
son, Nev., more than 10 miles from Las 
Vegas, or (2) between points in Cali- 
fornia, on the one hand, and, on the 
other, points within the site of a basic 
magnesium plant more than 10 miles 
from Las Vegas, when entry to the site 
had been accomplished through a gate 
more than 10 miles from Las Vegas, were, 
and had been, unauthorized by its grand- 
father certificate (MC-69526) and were 
in violation of section 206(a) of the in- 
terstate commerce act. The section re- 
lates to issuance of motor carrier cer- 
tificates. 

The Commission also found that Ar- 
rowhead had been conducting regular- 
route operations between North Las 
Vegas and Las Vegas, Nev., that were 
not authorized by its certificate MC- 
69526, Sub. 10, in violation of section 
206(a). It said the Sub. 10 certificate 
granted certain irregular-route authority. 

The order required Arrowhead to cease 
and desist, on or before May 20, from 
the operations found to be conducted 
without appropriate authority from the 
Commission. 

With respect to the tacking of motor 
Cairier rights, the Commission said the 
right of a motor common carrier to tack 
Separate grants of authorities was well 
Settled regardless of whether the au- 
thcrities involved regular routes, ir- 
recular routes, or a combination of 
boih. It said neither of Arrowhead’s 
certificates was restricted against tack- 
ins. 

On the issue as to whether Arrow- 


head, in the performance of California- 
Las Vegas service, had improperly con- 
verted its authorized irregular-route op- 
erations between North Las Vegas and 
Las Vegas into regular-route operations, 
it said Arrowhead argued, in effect, 
that its service between North Las Vegas 
and Las Vegas basically was a local col- 
lection and delivery operation which, it 
insisted, was not regular-route service 
under the criteria set forth in Trans- 
portation Activities, Brady Transfer and 
Storage Co., 47 M.C.C. 23. 


“The service performed by defendant 
between North Las Vegas and Las Vegas 
in connection with traffic moving to and 
from California points,” said the Com- 
mission, “clearly is not a bona fide 
collection and delivery service. A bona 
fide collection and delivery service can- 
not stand alone but must be incidental 
to a line-haul movement and, of neces- 
sity, the points served in that bona 
fide collection and delivery service must 
be points authorized to be served in 


line-haul movement. Defendant does not 


hold authority to serve Las Vegas in 
connection with its California-North Las 
Vegas authorized regular-route line-haul 
operation, and, of course, cannot ex- 
tend its regular-route operation to Las 
Vegas (an unauthorized point) under the 
guise of a collection and delivery serv- 
ice. Thus the through operations of 
defendant between California points and 
Las Vegas to be lawful must actually 
consist of two separate line-haul move- 
ments, one over a regular route be- 
tween Los Angeles and North Las Vegas 
and the other over irregular routes be- 
tween the latter point and Las Vegas 
and, as heretofore stated, the separate 
and differing character of each of these 
operations must strictly be preserved in 
order for the through operation to be 
lawful.” 


The Commission stated the eight char- 

acteristics distinguishing regular and ‘ir- 
regular-route operations as set forth in 
the Brady case and added that, in so 
finding, the Commission had recognized 
the impossibility of propounding any 
general rule by which the regular or ir- 
regular-route character of all operations 
could be determined. 
_ “Thus,” it continued, “the facts in each 
individual situation must be considered 
with the Brady principles as a guide. 
This has been carefully and thoroughly 
done in the instant proceeding. When 
defendant’s operations between North 
Las Vegas and Las Vegas... are ana- 
lyzed they are patently of such a char- 
acter as to compel the conclusion that 
defendant is conducting a regular-route 
operation between these points; in other 
words, defendant has failed to preserve 
the irregular-route character of the line- 
haul operations between North Las Vegas 
and Las Vegas. We conclude, therefore, 
that the California-Las Vegas operations 
of defendant have been unauthorized.” 


Kansas City Commercial 
Zone Redefined by I.C.C. 


The Commission, division 5, by a re- 
port and order in MC-C-258, Kansas 
City, Mo.-Kansas City, Kan. Commer- 
cial Zone, on further consideration, has 
modified its findings in the prior report, 
51 M.C.C. 833, and found that the limits 
of the zone adjacent to and commer- 
cially a part of Kansas City, Mo.-Kan., 
within the meaning of section 203(b) (8) 
of the interstate commerce act, includes 
all territory within the corporate lim- 
its of Claycomo, Mo., as extended ef- 
fective May 8, 1951. Additional prior 
report 31 M.C.C. 5. 

The Highway ‘Carriers Association, 
Inc., of Kansas City, Mo., sought redefi- 
nition and extension of the zone limits. 
The Commission said that the Ford Mo- 
tor Co. had located a new plant of con- 
siderable size within the extended area 
now embraced by the corporate limits of 
Claycomo. It said that shippers employ- 
ing carriers authorized to serve the 
Kansas City, Mo.-Kan. commercial zone 
had been greatly inconvenienced by 
their inability to complete deliveries to 
Ford Claycomo plant. The Commission 
said it modified the commercial zone 
description in order to make the same 
motor transportation service available in 
the new area of Claycomo as that which 
was available in the Kansas City Com- 
mercial zone as heretofore defined. 

Section 203(b) (8) of the act partially 
exempts from regulation the transporta- 
tion of property by motor vehicle within 
commercial zones, with certain excep- 
tions. ' 


Sunray Pipe Line Value 


The Commission, division 2, has de- 
termined the tentative valuation of the 
property of the Sunray Pipe Line Co., 
owned and used for common carrier pur- 
poses, as of December 31, 1949, to be 
$1,357,000. It issued Valuation No. 1351, 
Tentative Valuation Report on the Prop- 
erty of Sunray Pipe Line Co., as of De- 
cember 31, 1949. A notice addressed to 
the U.S. Attorney General, Oklahoma 
state officials, and Sunray Pipe Line Co., 
Tulsa, Okla., said any protests to the 
valuation were to be filed with the Com- 
mission on or before 30 days from 
April 18. 


Plantation Pipe Line Value 


The Commission, division 2, has issued 
a report in Valuation No. 1343, Pianta- 
tion Pipe Line Co., in which it finds the 
final value for rate-making purposes of 
the property of the Plantation Pipe Line 
Co., owned and used for common car- 
rier purposes, to be $27,050,000 as of 
December 31, 1947, the value of property 
owned but not used was $1,434, and of 
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property used but not owned, $465, said 
the report. The Commission said no pro- 
test had been received to a tentative 
valuation made earlier and that the 
tentative valuation was made final. 


Motor Finance Action 


Under its expedited procedure in mo- 
tor finance cases, the Commission, di- 
vision 4, has authorized the purchase 
by Rocky Mountain Service, Inc., Santa 
Clara, Utah, of the operating rights of 
Goodman Delivery Service, Los Angeles, 
Calif., and acquisition by N. E. Gubler, 
Emil Gubler, and Arlo Prisbrey, of St. 
George, Utah, Donald Frei, of Las Ve- 
gas, Utah, and LeVoy Mason and C. G. 
Gubler, of Los Angeles, of control of the 
rights through the purchase, effective 
May 20. A report and order were issued 
in MC-F-5093, N. E. Gubler, et al—Con- 
trol, Rocky Mountain Service, Inc.— 
Purchase—Goodman Delivery Service. 
The report said any objections to the re- 
port and order were to be filed with the 
Commission on or before May 5. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 





Flavoring Wine 


I. and S. No. 5915, Ratings on Flavor- 
ing or Seasoning Wine. By the Commis- 
sion, division 2. Proceeding discontinued 
on finding just and reasonable, proposed 
second class rating in less-than-carloads 
on wine, flavoring or seasoning (wine, 
salted or sugared), and proposed car- 
load ratings the same as those now in 
effect on wine, between U.S. points. The 
Commission said the considered prod- 
ucts were composed mainly of wine, had 
the appearance and some of the char- 
acteristics of wine, and their values were 
comparable to those of wine. It said 
they differed from wine in that they 
were not beverages, but their main, if 
not sole, competition was with wine. 
Their strength or flavoring power was 
greater than that of wine and these 
commodities were more nearly compa- 
rable to wine than to flavoring com- 
pounds, such as imitation vanilla flavor- 
ing, said the Commission. Considering 
the weights, values, and other character- 
istics, and in view of the fact that wine, 
n.0.i.b.n., was rated first class lc.l., the 
proposed ratings were justified, it said. 
Schedules proposing the ratings, it said, 
were filed by railroads parties to the 
Consolidated Freight Classification to 
become effective April 20, 1951. On 
protest of the Virginia Dare Extract Co., 
Inc., Brooklyn, N.Y., it said, operation 
of the schedules was suspended to and 
including November 19, 1951, and the 
respondent railroads deferred operation 
of the schedules pending disposition of 
this proceeding. The Commission said 
the respondents proposed the descrip- 
tion, “Wine, flavoring or seasoning (wine 
salted or sugared),” in barrels or boxes, 
and ratings of second class lcl., and 


classes R26, 4, and 4 in carloads, mini- 
mum 30,000 pounds. 


Bananas 


No. 30726, Banana Distributors, Inc., 
et al. v. Gulf, Mobile & Ohio Railroad 
Co. et al. By the Commission, division 2. 
Reparation awarded on finding inappli- 
cable, rates charged on numerous Car- 
loads of bananas shipped from Mobile, 
Ala., to New Haven and Hartford, Conn., 
on or before September 27, 1947. Appli- 
cable rates found to be those based on a 
rate of 112 cents a 100 pounds, plus such 
general increases authorized in 1946 as 
were in effect when the shipments were 
made. The Commission said basic com- 
modity rates from Mobile of 112 cents 
and 138 cents, which applied, respec- 
tively, to Lyons, N.Y., and to Windsor, 
Conn., were published, and the main is- 
sue was whether the rate to Lyons or 
the rate to Windsor applied to New 
Haven and Hartford by intermediate 
application. The question was one of 
tariff interpretation. 


RAILROAD ABANDONMENTS 


LT. 


By a certificate and report in Finance 
No. 17383, Illinois Terminal Railroad Co. 
Abandonment, the Commission, division 
4, has authorized the applicant to aban- 
don a portion of a rail line, about 2.132 
miles, from Troy Junction to a point 
near the western limits of Troy, Madison 
county, Ill. The Commission also over- 
ruled a motion to dismiss the applica- 
tion, filed by protestants in the proceed- 
ing, on the ground that the line was a 
side track or spur and that the Com- 
mission, therefore, lacked jurisdiction. 
The Commission said the fact that ap- 
plicant reported to it and filed tariffs 
showing rates to and from Troy, and 
had transported revenue freight to and 
from that station in interstate commerce, 
was sufficient to establish that the track 
was part of applicant’s line of railroad 
and, therefore, subject to its jurisdiction. 
Judging from past experience, said the 
Commission, in part, it was certain that 
earnings in the future would not be 
sufficient to compensate for the cost of 
operation and also defray the cost of 
rehabilitating the property. 


L.A. &S. L. 


By a “memorandum to the press” the 
Commission, division 4, has announced 
approval of a report and certificate in 
Finance No. 17608, Los Angeles & Salt 
Lake Railroad Co. et al, Abandonment, 
an “uncontested finance case.” In the 
application, authority was asked to aban- 
don the L. A. & S. L.’s so-called Fairfield 
branch in Utah and Tooele counties, 
Utah, and operation thereof by the Un- 
ion Pacific Railroad Co., lessee. 


C.&N. W. 


Examiner John S. Prichard, by a 
proposed report in Finance No. 17375, 
Chicago & North Western Railway Co. 
Abandonment, has recommended that 
the Commission, division 4, authorize 
abandonment by the North Western of 
a 28.11-mile line extending from near 
Plymouth to Fond du Lac, all in Sheboy- 
gan and Fond du Lac counties, Wis. 
Conditions for employe protection the 
same as prescribed in Chicago, B. & 
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Q. R. Co. Abandonment, 257 I.C.C. 1700, 
were recommended. 

The examiner said it was clear that 
neither present nor prospective volume 
of traffic on the segment was sufficient 
to warrant its retention. He said the 
territory traversed by the segment lay 
about 50 miles north of Milwaukee and 
was mainly agricultural. 


The proposed abandonment, said the 
examiner, would result in elimination of 
a direct route now provided by the North 
Western for movement of coal and other 
commodities from Sheboygan to Fond 
du Lac and other Wisconsin points west 
of Fond du Lac. He said testimony for 
the railroad was to the effect that it 
had no intention of changing present 
rates on coal if the segment was aban- 
doned and that there would be no ma- 
terial changes in the rates on other 
commodities except a few that were 
based on mileages. 


Abandonment by the Chicago & North 
Western Railway of its Manning-Audu- 
bon branch line extending from Man- 
ning to the end of the line at Audubon, 
all in Carroll and Audubon counties, Ia., 
has been authorized by the Commission, 
division 4. It said the abandonment in- 
volved about 16.46 miles of branch line 
and 2.04 miles of side or switching tracks. 
A report in Finance No. 16868, Chicago 
& North Western Railway Co., Abandon- 
ment, a certificate effective 40 days from 
April 10, and an order were issued. Em- 
ploye protection conditions the same as 
prescribed in Chicago, B. & Q. R. Co., 
Abandonment, 257 I.C.C. 700, were im- 
posed. The Commission said the branch 
was operating at substantial losses and 
there were no prospects of an increase 
in tonnage. It said abandonment was 
opposed mainly by operators of cattle 
feeding farms. 


Rio Grande Southern 


By a report and certificate in Finance 
No. 17624, Rio Grande Southern Rail- 
road Co., Receiver Abandonment, the 
Commission, division 4, has permitted 
the applicant to abandon its entire line 
of narrow-gage railroad, all in Colo- 
rado, extending from Ridgway to Du- 
rango, together with its branch line 
from Vance Junction through Telluride 
to Telluride Mines at Pandora, a total 
of 172.4 miles, and all spur tracks in 
Ouray, San Miguel, Dolores, Montezuma, 
and La Plata counties, Colo. The certifi- 
cate will be effective 30 days from 
April 8. 

The Commission observed that the line 
was built in 1891 to serve the mining 
industry. Located in the San Miguel 
and La Plata mountains, the 3-foot-gage 
roads attains an altitude of 10,250 feet, 
and connects with the narrow-gage 
branches of the Denver & Rio Grande 
Western at Ridgway and Durango, says 
the revort. There are four agency and 
41 non-agency stations on the main 
line, it adds. 

“During 1951, two shippers of lead, 
zinc, and other ore concentrates, who 
provided approximately 95 per cent of 
this business over the line, made long- 
term contracts with truck lines to pro- 
vide transportation from their mines to 
smelters off the line,” said the Commis- 
sion. “A third mine company has ad- 
vised the applicant it will have no dif- 
ficulty in shipping its output by truck. 
A saw mill on the line ships most of its 
products by truck. Sheep and cattle 
shipments over the line have decreased 
in the past four years and the use of 
trucks for this type of traffic is increas- 
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ing. . . No passenger traffic has been 
handled since April 1, 1950, except on 
charter sightseeing trips during the 
summer.” 


The receiver had asserted, said the 
Commission, that the line’s operations 
had resulted in out-of-pocket losses of 
$20,887 in 1949, $4,848 in 1950, and $33,- 
341 in 1951 (estimated), prior to allow- 
ance for depreciation, unpaid interest, 
unpaid taxes, and certain unpaid op- 
erating claims. 


“Based on the showing that no ade- 
quate freight movement can be antici- 
pated in the future, that continued 
operation of the line would result in out- 
of-pocket deficits of at least $8,000 per 
month, and that the operating cash on 
December 15, 1951, was $46,823, the re- 
ceiver concludes there is an emergency 
requiring the immediate abandonment of 
the entire line,” the report stated. 


No representations had been made by 
any state authority, and no formal ob- 
jections to granting the applications had 
been presented, said the report, although 
several individuals had expressed the 
hope that the line be preserved as a 
scenic and historical attraction for tour- 
ists in Colorado. 


The Commission has issued a memo- 
randum to the press announcing ap- 
proval in Finance No. 17624, Rio Grande 
Southern Railroad Co. Receiver Aban- 
donment. The receiver had asked au- 
thority to abandon the railroad’s entire 
harrow-gauge system of 162.6 miles of 
main line from Ridgeway, Ouray county, 
Colo., to Durango, La Plata county, 
Colo., and a 7.3-mile branch from Vance 
Junction on the main line to Pandora, 
San Miguel county, Colo., and all spur 
———/ passing tracks, and yard facili- 
jes. 


Allegheny & Western, Et Al. 


The Commission, division 4, by a 
“memorandum to the press” in Finance 
No. 17615, Allegheny & Western Rail- 
way Co. et al., Abandonment, has 
announced approval of a report and cer- 
tificate in that proceeding, an “uncon- 
tested finance case.” By their applica- 
tion, the A. & W., owner, the Buffalo, 
Rochester & Pittsburgh, lessee, and the 
Baltimore & Ohio, operator, asked au- 
thority for the owner and lessee to 
abandon a 2.01-mile portion of their 
Rural Valley branch between Numine 
Branch Junction and the end of the 
branch near Margaret, all in Armstrong 
county, Pa.; and for the operator, B. & 
O0., to abandon operation of the line. 
The applicants said the Rochester & 
Pittsburgh Coal Co., which formerly op- 
erated two coal mines on the line, had 
abandoned those operations and re- 
moved its tracks. 


B. & M. 


By an application in Finance No. 
17725, Boston & Maine Railroad asks au- 
thority to abandon a line of railroad 
about 16.7 miles long, forming a part of 
its so-called east route between Ports- 
mouth, N.H., and Portland, Me., ex- 
tending from a point of connection with 
the line in Kittery, Me., serving the 
Portsmouth Navy Yard, and a public 
delivery track in Kittery, to a point near 
the connection with its so-called west 
Toute at North Berwick Station in North 
Berwick, Me. The applicant said there 
Were no passenger stops on the line, no 
regular freight operations, and that its 
use by the public was slight. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed. copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-2461, Sub. 6, Kent Transfer, Inc., 
Elkton, Md., Extension—Maryland Points. 
Permit granted, Commissioner Cross con- 
curring in part. Over irregular routes, 
(1) malt beverages, Newark, N.J., to 
Cockeysville, Upper Marlboro, Elkridge, 
Leonardtown, Frederick, Md., and (2) 
empty malt beverage containers from 
aforementioned destination points to 
Newark. 


* MC-112412, Sub. 1, Pacific Produce 
Transport Co., Portland, Ore., Common 
Carrier. Certificate denied, Commis- 
sioner Lee noting dissent. Fruit and pro- 
duce and wooden shingles, in bundles, 
between points in 11 Wash. counties 
and 10 Ore. counties, on one hand, and, 
on other, points in three Calif. counties, 
over irregular routes. 


*MC-111812, Sub. 1, Midwest Coast 
Transport, Inc., Sioux Falls, S.D., Ex- 
tension—Die Castings. Certificate de- 
nied. (1) Fresh fruits and vegetables, 
from points in Idaho, Ore., Wash., to 
points in Ia.. Neb., N.D., S.D., and points 
in Minn., north of U.S. highway 12, (2) 
frozen seafood and dressed poultry from 
points in Ore. and Wash. to points in 
Ia., Minn., Neb., S.D., Wis., (3) canned 
goods, paper products, nursery stock 
such as ferns, flowers, huckleberry, 
lemon leaf, and floral bulbs, and edible 
nuts, from points in Ore. and Wash. to 
points in Ia., Minn., Neb., N.D., S.D., 
and (4) die castings from Portland, Ore., 
to Sioux Falls, S.D., over irregular routes. 


* MC-112257, Bernard Josephs, New 
York, N.Y., Common Carrier, embracing 
MC-111587, Stuart Transportation Corp., 
Common Carrier. Certificates granted 
on reconsideration. In MC-112267: meats, 
meat products, and meat by-products, 
from Louisville, Ky., to New York, N.Y., 
Newark, Jersey City, and Hoboken, NWJ., 
and Philadelphia, Pa., over irregular 
routes. In MC-111587: meats, meat prod- 
ucts, and meat by-products, from Madi- 
son, Ind., and Louisville, Ky., to New 
York, N.Y., over irregular routes. 

* MC-798, Sub. 8, Joseph N. Gendreau, 
Fall River, Mass., Extension—New Fur- 
niture. Certificate granted. New furni- 
ture, uncrated, from Fall River to points 
in N.Y., N.J., Pa., Del., Md., and > 
and rejected shipments on return, over 
irregular routes. 


UNCONTESTED FINANCE CASES 





Report in F.D. No. 17716, Illinois Central 
Railroad Co. Competitive Bidding Exemp- 
tion, finding that, subject to authorization 
by this Commission in a subsequent proceed- 


-ing or proceedings of the issue at not less 


than par by the Illinois Central Railroad 
Co. of not exceeding $25,000,000 of consoli- 
dated mortgage 30-year bonds, series D, the 
sale by the applicant of such bonds at com- 
petitive bidding should not be required, ap- 
proved. 
* * + 

Report and order in F.D. No. 17698, Erie 
Railroad Co. Equipment Trust Certificates, 
granting authority to assume obligation and 
liability, as guarantor, in respect of not 
exceeding $1,800,000 of Erie Railroad second 
equipment-trust of 1952 certificates, to be 
issued by the Central National Bank of 
Cleveland, as trustee, and sold at 99.055 and 
accrued dividends in connection with the 
procurement of certain equipment, approved. 


39 
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Report and order in F.D. No. 17667, At- 
lantic Coast Line Railroad Co. Bonds, grant- 
ing authority (1) to issue not exceeding 
$22,000,000 of general-mortgage 414-per cent 
bonds, series B, to be sOld at par and accrued 
interest and the proceeds used to pay at ma- 
turity a like principal amount of outstanding 
first consolidated mortgage 4 per cent bonds, 
due July 1, 1952, and (2) to pledge as col- 
lateral security for the general-mortgage 
bonds, series B, not exceeding $29,700,000 of 
general unified mortgage, series A, 41o-per 
cent bonds, due June 1, 1964, now held in 
the applicant’s treasury, approved. 

aK a ae 


Report and order in F.D. No. 17699, Pitts- 
burgh & Lake Erie Railroad Co. Equipment 
Trust Certificates, granting authority to 
assume obligation and liability in respect of 
not exceeding $2,460,000 of Pittsburgh & Lake 
Erie Railroad equipment trust of 1952 
equipment-trust certificates, to be issued by 
the FPeoves First National Bank & Trust 
Co., as trustee, and sold at 99.021 and accrued 
dividends in connection with the procure- 
ment of certain equipment, approved. 

Oo * a 


Report and order in F. D. No. 17604, Na- 
tional Transportation Company Securities, 
granting authority (1) to issue not exceeding 
600 shares of common stock of the par value 
of $25 each, to replace 120 void shares of 
preferred stock and 120 void shares of com- 
mon stock outstanding, and (2) to issue 
promissory notes in an aggregate principal 
amount of not exceeding $287,420.44 to re- 
Place a like aggregate amount of void notes 
outstanding, approved. 

~ +. = 


Report and order in F.D. No. 17708, Chesa- 
peake & Ohio Railway Co. Equipment Trust 
Certificates, granting authority to assume 
obligation and liability in respect of not 
exceeding $9,450,000 of Chesapeake & Ohio 
Railway second equipment trust of 1952, 27%%- 
per cent serial equipment-trust certificates, 
to be issued by the Chase National Bank 
of the City of New York, as trustee, and sold 
at 99.659 and accrued dividends in connec- 
tion with the procurement of certain equip- 
ment, approved. 


MOTOR FINANCE CASES 


MC-F-4374, Leo Miller and Everett C. Mc- 
Gee—Control; Ferguson Freight Lines, Inc.— 
Purchase—The Ceramic Trucking Co. On re- 
consideration, purchase by Jet Motor Lines, 
Inc., Beaver Falls, Pa., of the operating rights 
and property of Ceramic Trucking Co., East 
Liverpool, O., and acquisition by Leo Miller. 
Beaver Falls, of control of the operating 
rights and property through the purchase, 
authorized, with conditions, effective May 21. 
Certificate to Jet Motor Lines, Inc., author- 
ized. Commissioner Mitchell noted dissent. 

* * * 


MC-F-4703, Bill Watkins—Control; Watkins 
Motor Lines, Inc. — Purchase — Everett L. 
Baker. On reconsideration, purchase by Wat- 
kins Motor Lines, Inc., Thomasville, Ga., of 
the operating rights and certain property of 
Everett L. Baker, doing business as Baker 
Transfer, of Waverly, Ia., and acquisition by 
Bill Watkins, Thomasville, of control of the 
rights and property through the purchase, 
authorized, with conditions, effective May 19. 


* * * 


MC-F-4825, Florence McCale—Control; 
Long Transportation Co.—Purchase (Portion) 
—Spreen Bros. Motor Express, Inc. On hear- 
ing, purchase by Long Transportation Co., 
Detroit, Mich., of certain operating rights of 
Spreen Bros. Motor Express. Inc., Maywood, 
N.J., and acquisition by Florence McCale, 
Detroit, of control of the richts through 
the purchase, authorized, with conditions, 
effective May 19. 





* * * 


MC-F-5045, Fielding Childress — Control; 
Columbia Terminals Co.—Control—Plaza Ex- 
press Co., Inc. Acquisition by Columbia 
Terminals Co., St. Louis, Mo., of control of 
plaza Express Co., Inc., also of St. Louis, 
through purchase of capital stock, and by 
Fielding Childress. of St. Louis, of control 
through the acquisition, approved, with 
conditions. One condition was that the 
properties of Victory Service Co. ne 4 en- 
gaged in selling gasoline to Plaza and hold- 
ing title to equipment and realty used by 
the latter in its motor carrier operations), 
shall be unified with those of Plaza Express, 
and Victory dissolved. Columbia was also 
found subject to sections 204(a)(1) and (2), 
and 220, relating to accounting and reports, 
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and to section 214, relating to the issuance 
of securities. he * 

MC-F-5149, Donald H. Roberts—Control; 
West Coast Fast Freight, Inc.—Purchase— 
Wenatchee Transportation Co. Application 
for authority under section 210a(b) of West 
Coast Fast Freight, Inc., of Seattle, Wash., 
for temporary operation of the motor-car- 


rier rights and properties of Wenatchee 
Transportation Co., of Wenatchee, Wash., 
denied. 

- * * 


MC-F-5058, Hilton G. Fowler — Control; 
Fowler & Williams, Inc.—Purchase (Portion) 
—John Richards. On reconsideration, appli- 
cation for authority under section 210a(b) of 
Fowler & Williams, Inc., of Scranton, Pa., 
for temporary operation of a portion of the 
motor-carrier rights of John Richards (James 
Winebrake, receiver), doing business as Rich- 
ards Motor Freight Lines, also of Scranton, 
granted, with conditions. 


ORDERS 


1.C.C. Denies Plea for 
Additional Data in 
Norfolk Southern Probe 


The Commission, by an order in 
No. 30980, Practices of the Norfolk 
Southern Railway Co., and Norfolk 
Southern Bus Corporation, has de- 
nied a petition of Jerry N. Griffin 
filed on behalf of J. T. Kingsley and 
the corporate respondents requesting 
information and particulars said to 
be necessary for the respondents to 
be able to defend themselves in this 
proceeding (T.W., Jan. 26, p. 41, and 
April 5, p. 51). 


The order said the Commission had 
instituted an investigation of the man- 
agement, accounting, financial and other 
practices of the Norfolk Southern Rail- 
way and the Norfolk Southern Bus Cor- 
poration, particularly as to expenditure 
of carrier funds for “purposes not neces- 
sary to the honest, economical, and ef- 
ficient operations of such corporations 
in order to determine the manner and 
method in which the business of such 
corporations has been conducted .. .” 

It said the petitioners alleged that the 
order instituting-the investigation and a 
statement of matters listed as subjects 
of the inquiry were “so vague, indefinite 
and uncertain that respondents are un- 
able to defend, or prepare to defend, 
themselves against or to ascertain the 
relevant facts bearing upon such allega- 
Rr 


The Commission said it denied the 
petition because “all the information and 
particulars requested in the petition are, 
or should be, in the records required by 
law to be kept and maintained by the 
respondents.” 


Informal Hearing Asked 


The Commission also made public a 
petition of Jerry N. Griffin, on behalf of 
the Norfolk Southern Railway, the Nor- 
folk Southern Bus Corporation, and 
other respondents in the Norfolk South- 
ern investigation case asking the Com- 
mission to rescind its orders to the ex- 
tent they institute formal hearing. 

The petitioners also moved that in lieu 
of the formal hearing the Commission 
institute a conference plan or informal 
hearing and make an offer of settlement 
or proposal of adjustment as. required 
by the administrative procedure act. 


They also asked that the Commission 
postpone indefinitely a hearing sched- 
uled for April 22 in order that it might 
give “full and adequate consideration” 
to the petitioners’ aforementioned mo- 
tions and to disposition of their petition 
requesting a more definite statement re- 


garding the issues involved in the pro- 
ceeding. 

In the course of their petition the 
petitioners said that the alleged prac- 
tices of the respondents, as far as could 
be ascertained in a general way from 
the Commission’s orders and a list of 
items supplied by its staff containing 
suggestions of possible relevant issues, 
did not constitute practices concerning 
which complaints had been filed by 
shippers or which affected the rates of 
the carrier. 

“Historically and consistently,” said 
the petitioners, “the Commission has 
taken the position that it is not the man- 
ager of the railroads and that it ought 
not to interfere with those who are 
intrusted with management on matters 
which are not controlled by law but must 
be determined in the last analysis by 
wise administrative policy and judgment. 

“Upon information and belief the ac- 
countants and auditors of the Commis- 
sion have completed their audit and ex- 
amination of the relevant books, record 
and documents of the corporate and in- 
dividual respondents, which audit and 
inspection were facilitated by and 
through the cooperation of the respond- 
ents. No useful public purpose would be 
now served by a formal hearing in this 
matter.” 

Others listed as petitioners were the 
Norfolk Southern Warehouse Co., the 
North Carolina Warehouse Co., the 
Princess Anne Power Co., the Euclid 
Development Co., and J. T. Kingsley. 

The Commission, on April 16, by an 
order in No. 30980, denied the petition of 
Jerry N. Griffin, filed on behalf of J. T. 
Kingsley and the other corporate re- 
spondents in the Norfolk Southern in- 
vestigation case, in which they asked 
that so much of the orders heretofore 
entered in the proceeding as provided 
for and instituted a formal hearing be 
rescinded; that, in lieu thereof, a con- 
ference plan under the administrative 
procedure act be substituted; and that 
“a conference and negotiations for a set- 
tlement or adjustment be instituted 
and the hearing be indefinitely post- 
poned to allow for full and adequate 
consideration of the matters raised by 
this and other petitions filed by respond- 
ents.” 

The Commission said it denied the 
petition “for the reason that the nature 
of the proceeding instituted by the or- 
der of investigation and the public in- 
terest therein will not permit conduct- 
ing the investigation through confer- 
ences and negotiations.” 


Sugar Order Delayed 


By an order in I. & S. 5866, Sugar 
to Illinois, Indiana, and Southern and 
Western Trunk-Line Points, embracing 
also Fourth Section Applications Nos. 
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25462, 25491, 25502, 25508, and 25538, the 
Commission, on further consideration, 
has further modified its order, entered 
February 6 (T.W., Feb. 16, p. 39), re- 
quiring respondents to cancel the sus- 
pended schedules on or before March 18, 
1952, subsequently modified to become 
effective April 18, to become effective 
July 14, 1952. 

The request for an extension of time 
within which to file petition for recon- 
sideration had been made by respond- 
ents, said the order, by Commissioner 
Aitchison. 

In its order of February 6 the Com- 
mission, division 2, had found not shown 
just and reasonable, proposed reduced 
rail rates on sugar from Atlantic and 
Gulf ports, south Pacific coast territory, 
Louisiana and Texas cane sugar refining 
points, and from interior beet sugar 
manufacturing points in the west to IIli- 
nois, Indiana, and Southern and West- 
ern Trunk Line territories. The proceed- 
ing resulted from a contest among rail- 
road, water, and motor-truck carriers 
“for the greater volume of sugar traffic,” 
the Commission’s report said. 


Effective Date Deferred 
In Callanan Towage Case; 


Court Order Requested 


By an order in W-103, Joseph R. 
Hutton, Contract Carrier Application, 
the Commission has extended from 
April 21 until June 21, the time with- 
in which the Callanan Road Im- 
provement Co., is to cancel certain 
rates, charges, and allowances on one 
day’s notice. 


The order of the Commission was 
by Commissioner Lee. It said the 
federal New York northern district 
court had asked for postponement of 
the effective date. 


The Commission, division 4, by a re- 
port and order in this proceeding, found 
that Callanan Road Improvement Co., 
South Bethlehem, N.Y., successor in in- 
terest to Joseph R. Hutton, was engaged 
in performing towage service without ap- 
propriate authority, and found unlawful 
and ordered cancelled the rates and 
charges of the Callanan company and 
the allowances made by it to shippers 
for the use of their own scows in per- 
forming towage (T.W., Nov. 3, 1951, p. 45). 


Complaint Filed in Court 
Callanan Road Improvement Co. has 


. filed a complaint in the northern New 


York court asking for a statutory three- 
judge court, a temporary restraining 
order against the effectiveness of the 
Commission’s order in W-103, an in- 
junction restraining enforcement of the 
order, and a decree setting aside the 
Commission order. 

Callanan said in its complaint, among 
other things, that the Commission’s or- 
der would cause irreparable loss, injury 
and damage to it unless the effective 
date of the order was temporarily re- 
strained, suspended, or enjoined uniil 
final disposition of the case by the court. 


It said the Commission’s order const- 
tuted a revocation of its certificate 
authorizing it to operate as a common 
carrier by water by non-self-propelled 
vessels with the use of separate towing 
vessels because the certificate did not 
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restrict its use of towing vessels and 
non-self-propelled vessels in any manner. 
It said the Commission’s order attempted 
to incorporate by reference in its certifi- 
cate a Classification of water carriers not 
incorporated or referred to therein. 

Callanan also asserted that the Com- 
mission was without authority to promul- 
gate the order complained of because 
Callanan’s transportation activity was in 
intrastate commerce and not subject to 
the Commission’s jurisdiction. 

The complaint was filed with the court 
in Callanan Road Improvement Co., a 
corporation, South Bethlehem, N.Y., v. 
United States of America and Inter- 
state Commerce Commissicn. 


Saturday Removed From 


Demurrage Computation 


The Commission has eliminated Satur- 
days in connection with the computation 
of demurrage on all freight cars. 

By second revised service order No. 
856-A, suspending second revised serv- 
ice order No. 856, Saturdays to Be In- 
cluded in Computing Demurrage on All 
Freight Cars, the Commission, division 
3, suspended the order which required 
that Saturdays be included in computing 
demurrage on all freight cars from 7:00 
am., April 16 until 11:59 p.m., May 31. 

In an explanatory statement issued 
at the same time, the Defense Trans- 
port Administration said that the action 
was being taken because of a temporary 
easing of the railroad freight car situa- 
tion. The D.T.A. said that the suspen- 
sion of the service order had the effect 
of excluding Saturdays in the computa- 
tion of demurrage where Saturdays were 
excluded in the published demurrage 
tariffs. 

Beginning in August, 1950, the Com- 
mission, by the original service order 
and the first revised order, required that 
Saturdays and Sundays be included in 
computing demurrage on all freight cars 
because, it said, it appeared that cars 
were being delayed unduly in loading 
and unloading or while held for orders, 
or other action. The second revised or- 
der had the effect of removing Sunday 
from the computation of demurrage 
beginning May 1, 1951. 


R.F.C. Loan Plea Dropped 


By an order in Finance No. 17153, Hel- 
ena & Northwestern Railway Recon- 
struction Loan, the Commission, division 
4, has dismissed the application, saying 
the railroad is not interested in further 
prosecuting it. 

On November 4, 1950, it said, the 
H. & N. applied, under the provisions of 
the Reconstruction Finance Corporation 
act, for approval of a loan of $400,000 
from the R.F.C. The order added that, 
under authority granted by a report and 
certificate of the Commission dated No- 
vember 2, 1951, in Finance No. 17436, 
Helena & Northwestern Railway Aban- 
donment, the H. & N. abandoned opera- 


| tion of its entire line of railroad, effec- 


tive January 1, 1952. 


Fifty-Cent Charge Effective 


The Commission has voted not to sus- 
bend tariff supplements of the Middle- 
west Motor Freight Bureau proposing a 
Special additional charge of 50 cents a 


shipment on all commodities by motor 
carrier in Midwest Territory (T.W., April 
5, p. 50, and April 12, p. 44). The charge 
became effective April 11. 


Certain Days Excluded 


From Car Rules Order 


Railroads will not have to consider 
Saturdays, Sundays, and certain holi- 
days in computing the time in which 
they are required to handle loaded and 
empty freight cars under revised service 
order No. 866, Railroad Operating Regu- 
lations for Freight Car Movement. 

The Commission has issued amend- 
ment No. 3 to the revised service order, 
providing that, when computing the pe- 
riods of time in which the railroads must 
move inbound and outbound loaded 
cars, and remove empty cars after re- 
lease from load, they may exclude Satur- 
days, Sundays, and such holidays as are 
listed in item No. 7, Agent L. C. Schuldt’s 
Demurrage Tariff I.C.C. 4442 or reissues 
thereof. The named days are to be ex- 
cluded only when they occur within the 
periods of time mentioned in the service 
order, but not after. The amendment 
was made effective at 7:00 a.m., April 16. 
The revised service order carries an ex- 
piration date of March 31, 1953. 

The original service order No. 866 went 
into effect September 15, 1950. At that 
time the Commission said an acute short- 
age of freight cars existed in all sec- 
tions of the country and that cars loaded 
and empty were unduly delayed in ter- 
minals and in placement in industries. 
It said that the rules with respect to car 
service were insufficient to promote the 
efficient utilization of the cars and that, 
in its opinion, an emergency existed in all 
sections of the country requiring im- 
mediate action. 

The order set up certain railroad op- 
erating regulations for freight car move- 
ment, which the carriers were required 
to observe. Existing rules, insofar as 
they conflicted with the rules set up in 
the service order, were suspended. The 
order was revised in March, 1951. In 
each order Arthur H. Gass, chairman, 
Car Service Division, Association of 
American Railroads, was made agent of 
the Commission with authority to issue 
such orders as he might find necessary. 


The Defense Transport Administration 
issued an announcement at the time the 
amendment to revised service order No. 
866 was issued. The D.T.A. said that 
the action was being taken because of a 
temporary easing of the railroad freight 
car situation “making these restrictions 
less necessary.” 


Florida Water Rights 


The Commission, division 4, by an 
order in W-1034, Sub. 1, Rod Pickard 
Temporary Authority Application, has 
authorized Seaway Lines, Inc., to op- 
erate as a common carrier by self- 
propelled vessels and by non-self-pro- 
pelled vessels with the use of separate 
towing vessels, in the transportation of 
commodities generally between Miami, 
Fla., and Key West, Fla. 

It said that by order of October 11, 
1951, Rod Pickard was authorized to 
carry on the aforementioned operation 
until April 8, 1952, and that by order of 
November 7, 1951, the authority was re- 
issued in the name of Seaway Lines, 
Ine. 
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The order also denied a petition filed 
November 19, 1951, by Miami-Key West 
Barge Lines, Inc., for revocation of the 
order of November 7, 1951. It said the 
petition was “without merit.” 

Seaway Lines, Inc., was authorized to 
continue to perform the water carrier 
service until further order of the Com- 
mission, but not beyond the time an ap- 
plication in W-1034 had been finally 
determined. The order said the service 
in W-1034, Sub. 1, corresponded with that 
for which, the applicant sought a cer- 
tificate in W-1034. 


1.C.C. Denies Montana 
Pleas for Reconsideration 


In Intrastate Rate Case 


The Commission has denied peti- 
tions of the Board of Railroad Com- 
missioners of Montana and others 
for reconsideration, reargument, and 
modification of the Commisison’s re- 
port approving intrastate railroad 
rates on property in Montana re- 
flecting, with two exceptions, the 
same increases maintained by the 
railroads on like interstate traffic to 
and from points in Montana under 
the Commission’s general increase 
authorizations (T.W., Feb. 16, p. 40, 
March 15, p. 44, March 22, p. 41). 


The action was by an order in No. 
30674, Montana Intrastate Freight Rates 
and Charges, in which the Commission 
also directed that an order carrying 
into effect the findings in its aforemen- 
tioned report be entered unless the 
Montana board notified the Commission 
on or before May 15 that the board 
would permit promptly the increases 
approved in the report. 


The Montana board had asserted in its 
petition that the effect of the principle 
followed by the Commission in the in- 
stant proceeding was “completely and 
finally to abrogate any state authority 
over increases in state rates, except that 
of administrative approval.” The board 
also had asked for postponement of the 
time within which to comply with the 
Commission’s order calling for the in- 
creases. 

Other petitioners named in the in- 
stant order of the Commission were the 
Montana Stockgrowers Association, Inc., 
and the Montana Wool Growers Associa- 
tion. It also referred to a statement by 
the Holly Sugar Corporation, the Utah- 
Idaho Sugar Co., the Great Western 
Sugar Co., and the American Crystal 
Sugar Co., in support of the petitions. 

The order said the reasons set forth 
in the petitions did not constitute good 
and sufficient cause to warrant granting 
the petitions. 


Flood Rerouting Order 


The Commission has issued an order 
authorizing railroads in the Missouri 
River and Mississippi River areas unable 
to transport traffic because of floods and 
high water, to divert such traffic over 
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any available route to expedite the move- 
ment. 

Effective from 4 p.m., April 11, until 
11:59 p.m., April 25, the order was King’s 
pointment of Agent. The revised service 
order No. 562, Rerouting of Traffic—Ap- 
pointment of Agent. The revised service 
order gave Homer C. King, the Commis- 
sion’s agent, power to reroute traffic when 
carriers were unable to transport traffic 
offered them so as properly to serve the 
public. 

The Defense Transport Administration 
announced issuance of King’s I.C.C. or- 
der No. 67 “in the interest of railroads 
and shippers affected by the floods” in 
the Missouri River and Mississippi River 
areas. 





Effective Date Deferred in 


Motor Terminal Area Case 


The Commission has extended from 
April 15 until April 22 the effective date 
of its order entered in connection with 
its report in Ex Parte MC-37, Com- 
mercial Zones and Terminal Areas (Sixth 
Supplemental, Terminal Area Report) 
(T.W., March 1, p. 33). An order of 
the Commission by Commissioner Lee 
was issued in the proceeding. The sixth 
supplemental report, among other things, 
determined the limits of terminal areas 
of motor carriers and freight forwarders. 

A notice by Secretary Bartel said that 
because of unavoidable delays in the 
service of the report after its adoption 
the time allowed by rule 101(e) of the 
Commission’s general rules of practice 
for the filing of petitions for reopening, 
reconsideration, or other relief did not 
expire until April 21. 

“In order that the order may not be- 
come effective before expiration of the 
time for filing petitions the effective date 
insofar as the order relates to motor 
carriers of property is extended by the 
attached order to April 22, 1952. Insofar 
as the order relates to motor carriers of 
passengers and to freight forwarders its 
effective date is being extended to a 
somewhat later date at the request of 
various parties.” 

The instant order extended the effec- 
tive date of the prior order to July 15 
insofar as it related (1) to operations of 
motor carriers of passengers and (2) to 
the operations of freight forwarders. 


Insofar as the order applied to motor 
carriers of passengers or to freight for- 
warders, the time allowed for filing peti- 
tions for reopening, reconsideration, fur- 
ther hearing, or other relief, was ex- 
tended to May 15. 





Finance Case Re-docketed 


Secretary Bartel, of the Commission, 
by a “memorandum to the press,” has 
announced the assignment of docket 
number MC-F-5187 to an application 
docketed as Finance No. 17692 (T.W., 
March 22, p. 42). 

“On March 12, 1952,” said the memo- 
randum, “Thurston Crawford doing 
business as River Transit Co., under 
permit issued in No. W-935 as a con- 
tract carrier, filed an application for au- 
thority to purchase the operating rights 
of R. Frank Hardy doing business as 
Hardy Lines under the certificate issued 


in W-929, Sub. 1, which was assigned 
Finance Docket No. 17692. 

“The above application has been re- 
ferred to Director Blanning, of the Bu- 
reau of Motor Carriers, for the reason 
that it appears that Mr. Crawford, the 
transferee, controls a motor carrier. 

“The Bureau of Motor Carriers has 
assigned docket No. MC-F-5187 to the 
application. : 

“Finance Docket No. 17692 has been 
cancelled.” 





B. & M. Securities Case 
Set for Hearing April 29 


The Commission has assigned its pro- 
ceeding in Finance No. 16250, Boston & 
Maine Railroad Securities Modification, 
for further public hearing, April 29, at 
its offices in Washington, D.C., before 
Examiner Homer H. Kirby. It issued an 
order and notice in the proceeding. 

The notice said the hearing would be 
for the sole purpose of receiving evidence 
relating to (1) whether the requisite per- 
centages of stockholders of the B. & M. 
assented to the plan of modification of 
the railroad’s capital stock structure, 
authorized to be submitted to stockhold- 
ers by a report and order of the Com- 
mission, division 4, dated April 19, 1950 
(275 I.C.C. 397), and (2) whether the 
assents were procured in a lawful man- 
ner and in conformity with the order of 
April 19, 1950. 

“Persons other than the carrier and 
the Governors or other appropriate au- 
thorities of the states of Maine, New 
Hampshire, Vermont, Massachusetts, and 
New York, who wish to participate, and 
who have not previously been permitted 
to intervene in this proceeding, or are 
not otherwise parties of record, should 
file with the Commission prior to the 
hearing, with copies for all parties, or 
present as a motion paper at the hear- 
ing, with copies for all parties, a petition 
for leave to intervene,” said the notice. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 





I. and S. M-4160, Petroleum in Tank 
Trucks—Davis Transport, from April 11, 
to and including November 10, certain 
schedules published in tariff MF-I.C.C. 
No. 8 of Wade E. Davis, doing business 
as Davis Transport, Paducah, Ky. The 
suspended schedules propose new com- 
modity rates on petroleum and petro- 
leum products in tank trucks, minimum 
2,500 gallons, from Memphis, Tenn., and 
points in Tennessee within 10 miles of 
Memphis, to 20 destinations in Kentucky. 

I. and S. M-4161, Chemicals, Feed— 
Philadelphia To New Jersey, from April 
14 to and including November 13, all 
schedules published in supplement No. 1 
to tariff MF-I.C.C. No. 2 of William H. 
Epstein, Nixon, N.J. ‘The suspended 
schedules propose to establish joint line 
motor-common-carrier rates on various 
commodities including chemicals, fertili- 
zers, and animal or poultry feed from 
Philadelphia, Pa., to Essex County, N.J. 

I. and S. M-4162, Spark Plugs, Toledo 
To New York and Philadelphia, from 
April 14 to and including November 13, 
certain schedules published on third re- 
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vised page No. 95 to tariff MF-I.C.C. No 
A-108 of Transamerican Freight Lines, 
Inc., Detroit, Mich. The suspended 
schedules propose to establish new mo- 
tor common carrier commodity rates on 
spark plugs, minimum 23,000 pounds, 


from Toledo, O., to New York, N. Y., | 


and Philadelphia, Pa. 

I. and S. M-4163, Rate Stops—Haui 
Freight Lines, Inc., from April 15 to and 
including November 14, certain schedules 
published in supplement No. 6 to FM- 
I.C.C. No. 533 of Central States Motor 
Freight Bureau, Inc., agent, Chicago, Ili. 
The suspended schedules propose to es- 
tablish minimum class rate restrictions 
on joint line shipments under 5,000 
pounds, to or from 28 [Illinois and 
Indiana points, in connection with Hall 
Freight Lines, Inc., on traffic moving 
within Central Territory. 

I. and S. M-4164, Scrap Metal—Michi- 
gan to Defiance, Ohio, from April 15, to 
and including November 14, certain 
schedules as set forth in tariff MF-I.C.C. 
No. 595 of Central States Motor Freight 
Bureau, Inc., agent, Chicago, Ill. The 
suspended schedules propose to establish 
a new local motor common carrier com- 
modity rate of 23 cents a 100 pounds, on 
scrap tin plate, scrap terne plate or re- 
jected castings, blocks or heads having 
value for detinning, deleading, remelting 
or shredding purposes only, minimum 
20,000 pounds, from Detroit and group, 
and Lansing, Mich., to Defiance, O., in 
lieu of higher class rates, for application 
only over the Norwalk Truck Line Co., 
Norwalk, O. 


I. and S. M-4166, Minimum Charge— | 


Mid-States Freight Lines, Inc., from 
April 16 to and including November 15, 
certain schedules published in supple- 
ment No. 15 to tariff MF-I.C.C. No. A-77 
of Eastern Central Motor Carriers Asso- 
ciation, agent, Akron, O. The suspended 
schedules propose for the account of 
Mid-States Freight Lines, Inc., a mini- 
mum charge a shipment of 200 pounds 
at the applicable rate, but in no case 
shall the charge be less than 200 cents, 
to apply in lieu of a present minimum 
charge of 100 pounds at the applicable 
first-class rate, but in no case less than 
200 cents, applicable in connection with 
shipments moving between points in 
Central Territory and between points in 
that territory and points in Trunk Line 
and New England territories. 


COMMISSION ORDERS 


MC-65443, and Sub. 1 (Corrected), I. C. 
Black & Sons. Orders of Dec. 23, 1949 
vacated and set aside. Certificates of Nov. 
14, and Dec. 16, 1941, respectively, reinstated. 

~ 


MC-FC-53895, W. Earl Applegate, Trans- 
feree, and Cranbury Feed, Poultry & 
Hatchery, Inc., Transferor. Application dis- 
missed on request of parties. 

* * +. 

MC-FC-54403, Poteat Motor Lines, Inc., 
Transferee, and W. W. Poteat, Transferor. 
Application denied. 


* * fal 


MC-F-4529 (Supplemental), Galen J. and 
Carroll J. Roush—Control; Roadway Express, 
Inc.—Purchase—Dorothy Boswell Senske and 
H. A. Davis. Proceeding reopened for further 
consideration, and findings in report of Feb. 
16, 1951 modified and supplemented to au- 
thorize purchase for a total consideraticn 
of not exceeding $15,000. 

oe - * 

No. 30958, Reduced Rates on Pulpwood in 
Southern Territory. Petitions of southern 
paper manufacturers, and certain southern 
railroads and American Short Line R.R. 
Ass’n. to vacate order of investigation and 
discontinue proceeding denied. 

* * * 

MC-28439, Sub. 32, Daily Motor Express, 

Inc., Extension—West Bend, Wis.; MC-28429, 
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Sub. 33, Same, Extension—Tarboro, N. C.; 
MC-28439, Sub. 34, Same, Extension—States- 
ville, N. C. (Recommended report and order 
also embraces MC-28439, Subs. 35 and 36 to 
which exceptions were filed). Date on which 
recommended order shall become order of the 
Commission and bcome effective postponed 
to April 14. ae 


Applicants having made application for 
revocation of their authority, the Commis- 
sion has issued orders revoking authority 
effective May 12 in the following cases: 

MC-68739, and Sub. 1, A & W Trucking Co. 

MC-94584, Franklyn H. Raymond. 

MC-101184, Carman Eldred. 


MC-111120, Bituminous Products Transpor- 
tation Co., Inc. Order of Jan. 3, 1950 vacated 
and set aside. Application dismissed. 


MC-111888, Theatre Express Service. Permit 

revoked. 
* * a 

I. & S. M-3854, Meats & Packing House 
Products—Colo. to Ind. & N. Y. Date on 
which recommended order shall become or- 
der of the Commission and become effective 
postponed to April 16. 


MC-FC-54082, Ray the Mover, Transferee, 
and Tony A. Lamy & Son, Transferor; MC- 
FC-54201, Charles K. Vansciver, Transferee, 
and Walter S. Davis, Inc., Transferor. Appli- 
cations denied. . P 


MC-FC-54120, West Memphis Express, 
Transferee, and Chief Express, Inc., Trans- 
feror. Application, insofar as it seeks author- 
ity under Section 212(b) of the Interstate 
Commerce Act, dismissed. 


FF-220, Mississippi Valley Forwarding Co. 
Freight Forwarder Application. Application 
amended by substituting as applicant River 
Forwarders, Inc., in lieu of Mississippi Valley 
Forwarding Co. 

. * 

No. 30287. Bunge Corp., et al. v. Ann Arbor 
R.R. Co., et al. Order of Nov. 30, 1951, fur- 
ther modified so as to become effective July 
2, on 30 days’ notice, instead of May 16. 

a * a 

MC-C-1304, Watson Bros. Transportation 
Co., et al. v. Cleo Crouch. Defendant’s mo- 
tion to dismiss complaint overruled. 

” + om 

MC-F-4157, Anna L. Shipley, et al.—Con- 
trol; B.C. & E. Truck Lines, Inc.—Purchase 
—Steely Trucking Co.; MC-F-4431, Morgan 
B. Shipley, et al.—Control; Atlantic Freight 
Lines, Inc.—Purchase—B.C. & E. Truck Lines, 
Inc. Petition of Anna Louise Baugh, nee 
Shipley, for reconsideration and further 
hearing denied. 


* * 


MC-F-4492, Galen J. and Carroll J. Roush 
—Control; Roadway Express, Inc.—Purchase 
(Portion)—Union Storage and Warehouse 
Co., Inc. Applicants’ petition for reconsid- 
eration and reversal denied. ’ 

* * ” 

MC-F-4911, F. G. Campbel1—Control; 
Campbell Sixty-Six Express, Inc.—Purchase— 
Hoyt E. Foster. Applicants’ petition for re- 
consideration denied. 

* * “ 

MC-F-4914, Joseph Bolduc—Control; Muel- 
ler Transportation Co.— Control — Carolina 
Motor Express Lines, Inc. Application dis- 


missed. 
* #* *% 


MC-F-5050, J. W. Ringsby—Control; Rings- 
by Truck Lines, Inc.—Control and Merger— 
Motorways, Inc. Authority granted by order 
of Oct. 26, 1951, to remain in effect until 
application is “finally determined.” 

” * * 

I. & S. 5900 and F.S.A. 25816, Sulphur, La. 
and Tex. to Calvert, Ky. Order of Dec. 12, 
1951 in I. & S. 5900, and Fourth Section Or- 
der 17066 further modified so as to postpone 
effective date from April 17 to May 29. 

* * + 


Applicants having made application for 
Trevocation of their authority, the Commis- 
sion has issued orders revoking authority 
effective Mav 14 in the following cases: 

MC-2419, William Heppa Trucking Co., Inc. 

MC-11758, Magnuson and Clough. 

MC-46444, Rocco F. Bruno. 

MC-47382, B: V. Transfer. 

MC-48384, J. V. Foreman Estate. 

MC-77211, A. H. Walter Transfer and Stor- 
age. 

MC-89366, Bryantville Auto Service. 
MC-92625, F. E. Beckner. 

MC-95401, Ervin Inghram. 

MC-97520, Sub. 2, C & C Motor Express, 


MC-105480, W. E. Burke. 


* * * 


MC-101686, Sub. 12, Berwick Transporters, 
In-. Report and order of June 18. 1951 va- 
cated and set aside. Application dismissed. 


In 


MC-112782, Sub. 1, B. Garcia; MC-112903, 
Sub. 1, Guila J. Richards. Applications dis- 
missed. 

aa * 7 


MC-110086, Sub. 2, Clarence F. Bates Ex- 
tension—Tallahassee, Fla. Proceeding re- 
— for reconsideration on present rec- 
ord. 

* oe * 


MC-F-5042, Merit Dress Delivery, Inc.— 
Purchase—Burton D. Chait. Effective date 
of order of Mar. 14 fixed as April 11. Unless 
authority granted by order of Mar. 14 is 
exercised on or before April 13 order shall 
be of no further force and effect. 


7” * * 


No. 24815, Fairmont Creamery Co. v. C. & 
N. W., et al. (Embraced in No. 24856, Pet 
Milk Co. v. B. & A., et al., 206 ICC 461) Order 
of Feb. 7, 1935, as modified, vacated and set 
aside insofar as it requires defendant to 
maintain and apply to transportation of 
cream, in cans, less than carloads, in bag- 
gage service, from points in upper peninsula 
of Mich. to Green Bay, Wis., rates not ex- 
ceeding those prescribed on this traffic in 
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No. 24856. Order of Feb. 7, 1935, as modified, 
in all other respects to remain in effect. 


MC-1124, Sub. 102, Herrin Transportation 
Co.; MC-1968, Sub. 66, David C. Hall; MC- 
2130, Sub. 38, Couch Motor Lines, Inc.; MC- 
59421, Sub. 2, Kern, Inc.; MC-105957, Subs. 
23, 24 and 25, Delta Motor Line, Inc. Peti- 
tions of Class I Southern Rail Carriers for 
postponement of hearing in each of the 
applications denied. oe 

MC-54869, Missouri-Kansas-Texas R.R. Co. 
(Corrected) Application dismissed on re- 
quest of applicant. gale 

oe 

MC-81650, Winslow Transfer Co. Appli- 
cant’s petition to set aside order of June 11, 
1938, dismissing the subject “grandfather” 
application: for reinstatement of such appli- 
cation; and for opportunity to offer proof of 
operations under application, denied, effec- 
tive May 5. 


APPLICATIONS 


AND PETITIONS 





Protestants Ask Probe 
Of I.C.C. Motor Report 


Six motor carriers protestants have 
asked the Commission for an investiga- 
tion with respect to a report and orders 
of its division 5 issued in MC-107173, 
Sub. 2, Southern Express, Inc., Common 
Carrier Application, and two embraced 
cases. 

In these proceedings division 5 granted 
motor common carrier authority to three 
Texas carriers to transport general com- 
modities between Houston, Tex., and New 
Orleans, La., and denied a motion of the 
one of the carriers, Southern Express, 
Inc., Dallas, Tex., for an investigation of 
the conduct and acts of protestants in 
the proceedings (T.W., Feb. 2, p. 31). The 
embraced cases were MC-59680, Sub. 69, 
Strickland Transportation Co., Inc., Ex- 
tension—New Orleans, La., and MC-105- 
531, Sub. 7, Alamo Motor Lines, Common 
Carrier Application. 

Protestants in the instant petition re- 
questing the investigation were Couch 
Motor Lines, D. C. Hall Transport, Inc., 
Herder Truck Lines, Herrin Transporta- 
tion Co., T. S. C. Motor Freight Lines, 
Inc., and Young’s Motor Freight Lines. 


They asserted, among other things, 
that hearings in these proceedings were 
conducted by Examiner Allan F. Bor- 
roughs, an employe of the section of 
complaints, Bureau of Motor Carriers, 
and that the examiner had not quali- 
fied as a hearing examiner under the 
provisions of section 11 of the adminis- 
trative procedure act and therefore was 
not qualified to conduct the hearings. 

They also said a recommended report 
and order served January 22, 1950, in the 
proceedings was by Examiner H. L. Han- 
back and that that official had not 
qualified as a hearing examiner under 
the aforementioned statute. 


The protestants said that since Ex- 
aminer Hanback did not preside at the 
reception of evidence, under the provi- 
sions of section 8(a) of the administra- 
tive procedure act, he could not make the 
initial recommended report and order. 
They asserted that failure of the issuance 
of a recommended report and order in 
conformity with the provisions of the 
aforementioned section 8(a) and as re- 
quired by section 17(5) of the act, 
nullified the entire proceedings. 


“Since Examiner Hanback did not 
preside at the reception of evidence, and 
since the Commission itself did not 
preside at the reception of evidence, the 
report and orders of division 5 are in- 
validated in view of the Commission’s 
failure to require ‘the entire record to 
be certified to it for initial decision’ in 
accordance with the provisions of sec- 
tion 8(a) of the administrative proce- 
dure act,” continued the protestants. 


The protestant carriers said they had 
heard many rumors pertaining to al- 
leged interference with the normal 
course of procedure of the instant cases. 
They said their counsel stated to Com- 
missioners Cross and Lee that so many 
rumors had been “heard on the streets 
of the southwestern area” that these 
cases were being “fooled with” and that 
they wanted to call this to the Com- 
mission’s attention. 


The protestants asked that the afore- 
mentioned report and orders be stayed 
pending investigation and determination 
of various allegations made in their peti- 
tion, and that the proceedings be as- 
signed for public hearing. Alternatively, 
and in the event this relief was not 
granted, they said, the protestants de- 
sired the Commission to conduct its own 
investigation. 





Express Agency Asks Rate 
Relief on Ala. Traffic 


The Railway Express Agency has asked 
the Commission to investigate intrastate 
express rates in Alabama resulting from 
refusal by the Alabama Public Service 
Commission of authority to make effec- 
tive on intrastate traffic the general in- 
creases authorized by the Commission in 
Ex Parte 177, Increased Express Rates 
and Charges, 1951, 283 I.C.C. 431, and a 
supplemental order permitting a further 
six-cent increase on first class and sec- 
ond class less-carload shipments. 

The Express Agency said that the Ala- 
bama commission had required it to 
cancel tariffs intended to apply to intra- 
state traffic those increases authorized 
on interstate traffic by the Commission. 
The agency quoted the Alabama com- 
mission as saying: 

“In other words, it is our carefully 
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HWHANDLING at Fort Worth, NOW! 


New FRISCO Freight Terminal and General 
Offices in Fort Worth, Texas, are ready to give 
you better-than-ever shipping service. This mod- 
ern fireproof layout—providing for all-weather 
loading and unloading—is planned for easier 
access and fast freight flow; coordinated con- 
trol of all shipping operations is supervised 
from adjacent General Offices. 


Fort Worth’s new Freight Terminal is another 


step forward in FRISCO’S continuous system- . 


wide program of modernization and improve- 
ment. Providing this better-than-ever shipping 
service are the seasoned members on FRISCO’S 
great team of trained veterans of transportation 
who daily turn these improvements into: per- 
formance . . . ACTION that high-speeds your 
shipments through safely and on time! 


For that next shipment, try “VIA FRISCO” — 
call your friendly FRISCO Traffic Representa- 
tive for full details. 





5,000 MILES SERVING: 


Missouri Oklahoma Mississippi 


Kansas Texas Alabama 


Arkansas Tennessee Florida 
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considered opinion that present intra- 
state express rates and charges have 
reached a point of unreasonableness, 
even from the view point of expedited 
service, if such be the case, and are in 
excess of costs by other modes of trans- 
portation to the extent that further in- 
creases will induce diminishing returns, 
therefore for the preservation of exist- 
ing revenues, rates and charges no 
higher than presently applicable should 
be maintained. In fact, we are inclined 
to the opinion that reductions rather 
than increases will in the final analysis 
produce more favorable results.” 


In view of that expression, the agency 
said, it considered further effort to ob- 
tain relief from Alabama commission 
from the burden which it said was 
placed on its interstate revenues by “in- 
trastate rates which fall far short of 
meeting the bare-bone costs of the serv- 
ice” would be futile. It asked the Com- 
mission to require that the alleged dis- 
crimination against interstate and for- 
eign commerce be removed. 





Labor Groups Ask I.C.C. 


To Reopen Trackage Cases 


The Brotherhood of Maintenance-of- 
Way Employes and the Railway Em- 
ployes’ Department, American Federa- 
tion of Labor, have petitioned the Com- 
mission for reargument before and re- 
consideration by the full Commission 
in Finance No. 16989, Gulf, Mobile & 
Ohio Railroad Co. Abandonment, etc., 
embracing Finance No. 16990, G. M. & O. 
Trackage Rights (T.W., March 15, p. 
39). The petitioners also asked that the 
order of division 4 issued in the pro- 
ceedings be stayed and the effective 
date of the order postponed until such 
time as the case might be heard by the 
full Commission. 

The Commission, division 4, had ap- 
proved a G. M. & O. proposal expected 
to reduce by 117 miles that railroad’s 
operation under trackage rights over 
other railroads in serving Birmingham, 
Ala. The proceedings involved both ac- 
quisition of trackage rights and abandon- 
ment of operation under trackage rights. 

The petitioners said it was their posi- 
tion that the Commission, division 4, 
erred in imposing protective conditions 
for train and engine employes while not 
providing like protective conditions for 
all employes, including, but not limited 
to, shop craft and maintenance-of-way 
employes. 


Labor Pleas Dismissed 


On April 15, the Commission announc- 
ed its dismissal of the joint petition. 
The action was by an order of the Com- 
mission by Commissioner Mahaffie in the 
two cases. 

The order said the two labor groups 
had shown by a letter to the Commission 
that the G. M. & O. had agreed with 
those organizations to the imposition of 
protective conditions similar to those set 
forth in conditions 4 to 9, inclusive, in 
Oklahoma Railway Co., Trustees’ Aban- 
donment, 257 I.C.C. 177, for the protec- 
tion of shop craft and maintenance-of- 
way employes. The order said that in 


view of such agreement between the 
parties, dismissal of the petition was 
requested. 


FINANCE APPLICATIONS 


Finance No. 17726, Guy A. Thompson, 
trustee, Missouri Pacific Co., asks authority 
to acquire stock interest in the Jefferson 
Southwestern Railroad Co. by the purchase 
of one-third of all outstanding shares of 
common stock. The applicant said acquisi- 
tion of the stock interest would exuable it to 
continue to serve the Nason Mine bitumi- 
nous coal area and other mines and indus- 
tries. The stock would be purchased from 
the Chicago & Eastern Illinois Railroad Co. 

. * s 


Finance No. 17727, Illinois Central Rail- 
road Co. asks authority to acquire one-third 
coutrol of the Jefferson Southwestern Rail- 
road Co. by purchase of one-third of its 
outstanding capital stock. The stock would 
be purchased from the Chicago & Eastern 
Illinois Railroad Co. The I. C. operates 
the Jefferson Southwestern with the Mis- 
souri Pacific. 





Finance No. 17728, American Buslines, Inc., 
asks authority to guarantee a note of its 
subsidiary, Gibson Lines, in an amount not 
to exceed $25,000. 


Finance No. 17729, Potomac Edison Co. 
asks authority to issue 125,000 shares of 
common stock, to reimburse the company in 
part for money expended and not yet cap- 
italized. The applicant said no financing 
was required for the electric interurban 
railway it operated between Frederick and 
Thurmont, Md. 


- * * 


Finance No. 17730, Chicago, St. Paul, 
Minneapolis & Omaha Railway Co. asks au- 
thority to issue $990,000 of equipment trust 
certificates to meet part of the cost of eight 
diesel electric road switching locomotives, 
estimated at $1,243,942. The _ certificates 
would be dated June 1 and would be payable 
in 15 annual installments. Competitive bids 
will be asked. 


x * 


Finance No. 17731, New York Central Rail- 
road Co., asks authority to issue $5,220,000 
second equipment trust of 1952 equipment 
trust certificates, dated May 15, 1952, to pro- 
vide for approximately 75 per cent of cost 
of 42 diesel locomotives, six self-propelled 
passenger coaches, and one self-propelled 
passenger-baggage-mail car. Bids asked by 
noon, April 30, at room 312, 466 Lexington 
Avenue, New York, N.Y. 

a *” * 


Finance No. 17732, Guy A. Thompson, 
trustee, Missouri Pacific Railroad Co., asks 
authority to issue $2,700,000 of equipment 
trust certificates, Series SS, to meet part of 
the cost of 8 diesel electric road switch 
locomotives, 6 diesel electric road passen¢er 
locomotives, and three planetarium cars, 
estimated at $3,387,056. The equipment 
trust certificates would be dated May 1, to 
mature in 15 annual installments. Bids 
have been asked by noon of April 22 at the 
St. Louis offices of the railroad. 


* * * 


Finance No. 17733, Lehigh Valley Railroad 
Co. asks authority to issue 36,000 shares of 
its authorized but unissued capital stock 
for use in connection with a stock option 
incentive plan proposed to be put into effect 
by which the anvplicant’s officers and certain 
key employes will each be given a five-year 
option to purchase a svecified number of 
such shares of stock. It said the proceeds 
of the sale were proposed to be devoted to 
reduction of the applicant’s bonded in- 


debtedness. 
* e . 


Finance No. 17734, Chris Nielson et al., dba 
Dauntless Towing Line, New York, N.Y.. ask 
authority to acquire certificate to overate as 
a water carrier of Eastern Transportation 
Co., in W-600. 

* * 

MC-F-5186, Bill C. Robinson, Inc., Hous- 
ton, Tex., asks authority to lease certain 
overating rights of Tex-O-Kan Transporta- 
tion Co., Inc., Fort Worth, Tex., and tem- 
porarily to operate. 


* * * 


MC-F-5188,. H. R. Johnson, Seattle, Wash., 
asks authority to purchase capital stock of 
Albee Transfer Co., Seattle. 


c * . 


MC-F-5189, Couch Motor Lines, Inc., 
Shreveport, La., asks authority to purchase 
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certain operating rights of Refrigerator 
Truck Lines, Inc., Kansas City, Mo. 


* * * 


MC-F-5190, Greyhound Corporation, Chica- 
go, Ill., asks authority to purchase fron 
Union Pacific Railroad Co., outstanding com- 
mon stock owned by Union Pacific in In- 
terstate Transit Lines: and Union Pacific 
Stages, Inc., both of Omaha, Neb., and out- 
standing common stock owned by Chicago & 
North Western Railway Co., in Interstate 
Transit Lines. 


- z * 

MC-F-5191, Henry Jenkins Transportation 
Co., Inc., Boston, Mass., asks authority to 
purchase certain operating rights of Oelrichs- 
Everett Corporation, Watertown, Mass., and 
temporarily to operate. 


PETITIONS FOR REHEARING, ETC, 





Section 5a Application 32, Columbia River 
Tariff Bureau Agreement. Applicants ask 


reconsideration. nae 
No. 30541, Georgia-Pacific Plywood & 
Lumber Co. v. A. R., et al. Complainant 


asks reconsideration. 
- * a 


MC-25220, Sub. 7, James P. Keegan Co. 
Applicant asks further hearing. 


x * * 


MC-111758, Liquid Carriers, Inc. Common 
Carrier Application. Southwestern rail car- 
riers ask reconsideration. 

* - + 


MC-F-5041, Samuel L. Lebovitz—Control— 
Connecticut Motor Lines, Inc. Modern 
Transfer Co., Inc. asks amendment of its 
certificate in MC-3£4<9. 

= * * 


FF-220, Mississippi Valley Forwarding Co. 
Freight Forwarder Applicat:on. Applicant asks 
leave to amend app.ication by substitution 
of name “River Forwarders, Inc." for name 
““M.ss.ssippi Valley Forwarding Co.” wherever 
it appears. a 
. o * 

I. & S. 5953, Counting, Marking and Weigh- 
ing Wool in West. Arizona Corporation 
Commission, et al. ask reconsideration and 
reversal, or in alternative, to maintain June 
30 expiration date of present schedules and 
argument. 

- * *~ 

MC-263, Sub. 39, Garrett Freightlines, Inc., 
Extension — Vacaville, Pittsburg, Martinez, 
and Avon. Applicant asks reopening. 

a a” te 


MC-112990, Claude A. Staats & Son, Inc. 
Rail carrier protestants ask further hearing 
before final submission. 

* ~ * 


Ex Parte 174, United States Regulations for 
Steam and Other Than Steam Locomotives. 
Chicago, Rock Island and Pacific R.R. Co. 
asks an extension of time as to order for 
completion to Dec. 31. 

* *~ oe 


Ex Parte MC-37, Commercial Zones and 
Terminal Areas. Gottula Trucking & Trans- 
portation, Inc. asks reconsideration of order 
of Feb. 11, effective April 15, insofar as order 
applies to Avondale, Colo., and Pueblo Ord- 
nance Depot near Avondale, Colo., and indi- 
vidual consideration of those two points. 

n * 7 


I. & S. M-4110, Load Weight Restrictions— 
Central Territory. Producers Transport, Inc. 
asks vacation of suspension order of Mar. 14. 

* * x” 


MC-F-5058, Hilton G. Fowler — Control; 
Fowler & Williams, Inc. Purchase (Portion) 
—John Richards. Parties and James Wine- 
brake, Receiver of Vendor, ask reconsidera- 


tion 
* oe *~ 


MC-FC-53450, Acme Express, Transferee, 
and Philip J. Caruso, Transferor. W. J. Dill- 
ner Transfer Co. asks reopening and recon- 


sideration. 
* + + 


MC-FC-54083, Moss Truck Line, Inc., 
Transferee, and Mound City Transfer, Trans- 
feror (Supplemental Petition). Applicants 
ask vacation of order of Jan. 15, and recoii- 
sideration. 

» * * 

I. & S. 5908, Petroleum Products, in Calif. 
and Oreg. Respondents ask reconsideration. 
* * + 
MC-F-4264, E. W. A. Peake, et al.—Contro!; 
Consolidated Freightways, Inc.—Purchase— 
Hills Transportation Co. West Coast Fast 
Freight, Inc. asks reconsideretion and stay 

of effective date of order of Mar. 17. 
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COMPLAINTS 


No. 30925, Sub. 2, Wilson & Co., Chicago, 
Ill., v. A.C.L. et al. 

Alleges rates on livestock, from points 
in Illinois, Indiana, and Ohio, and Bur- 
lington, Ia. and St. Louis, Mo., to 
Dothan, Ala., Columbus, Ga., and Mem- 
phis, Tenn., in violation of section 1. 
Asks cease and desist order and rates. 
(Louis R. Simpson, 4100 S. Ashland Ave., 
Chicago 9, Il.) 


* * * 


No. 31018, Pearce-Young-Angel 
Greenville, S.C., v. A.C.L. et al. 


Alleges rates on two carloads of 
oranges shipped from Winter Garden, 
Fla., to Greenville, February 27, 1948, 
and March 4, 1948, in violation of sec- 
tion 6. Asks cease and desist order and 
reparation of $211.04. (W. Ray Alex- 
ander, P.O. Box 1188, Savannah, Ga.) 


* * ~ 


No. 31019, Skelly Oil Co. v. Atchison. 
Topeka, and Santa Fe Railway Co., 
Union Pacific Railroad Co. 


Alleges rate of 53 cents a 100 pounds 
on 84 tank carloads of natural gasoline 
shipped from Cunningham, Kan., to 
Adams Colo., between March 1 and 
September 12, 1950, in violation of sec- 
tion 1. Asks investigation, and repara- 
tion of $2,138.82. (F. M. Holloway, P. O. 
Box 436, Kansas City, Mo.) 


K * * 


No. 31020, Whatcom County Traffic & 
Rates Bureau v. Great Northern Rail- 
way Co., et al. 


Alleges rates, rules, and regulations 
pertaining to switching of cars between 
Bellingham, Wash., served by the Great 
Northern, Northern Pacific and Mil- 
waukee railroads, and South Bellingham, 
Wash., presently served by the Great 
Northern and Northern Pacific railroads, 
in violation of sections 1, 3, and 6. Asks 
investigation, and order directing de- 
fendants to provide reasonable switching 
charges. (Fred H. Tolan, 1103 Smith 
Tower, Seattle 4, Wash.) 


+ * * 


No. 31021, Central States Corporation v. 
Chicago, Burlington & Quincy Rail- 
road Co. 

Alleges in violation of section 1 various 
demurrage bills for the months of May, 
September, October, and November, 1951. 
Asks cease and desist order. (R. H. 
es 108 South 18th St., Omaha, 

eb. 


Co., 


” + * 


No. 31022, National Salvage Co., et al. v. 
Chesapeake & Ohio Railway Co., 
et al. 


Allege rates on carloads of scrap iron 
from Tampa, Fla., to Warren, O., and 
Youngstown, O., and from Jacksonville 
and Miami, Fla., to Butler, Pa., during 
December, 1948, to March, 1949, in viola- 
tion of section 1. Asks investigation, and 
reparations totaling $1,333.41. (L. G. 
Bayer, P.O. Box 833, Orlando, Fla.) 


* * + 


MC-C-13%6, National Automobile Trans- 
porters Association, Detroit, Mich., 
et al. v. Rose Transfer & Storage 
Co., Inc., Knoxville, Tenn. 


Allege that defendant transported 
cargo trucks from Fort Campbell, Ky., 
to Army Depot, Ga., in October, 1951, 
Without authority, in violation of sec- 
tions 206 and 209, and ask cease and 
desist order. (George S. Dixon, 2150 
Guardian Bldg., Detroit 26, Mich.) 


No. MC-C-1387, R. Q. Black, dba Su- 
perior Trucking Co.—Investigation of 
operations. 


Investigation instituted by the Com- 
mission, division 2, to determine whether 
R. Q. Black, dba Superior Truck Co., 
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Atlanta, Ga., has been engaged in trans- 
porting commodities not within the scope 
of his operating authority. 


PROPOSED REPORTS 


Examiner Would Find Rail ‘Terminal’ 
Charge Rule at Fla. Ports Unreasonable 


Recommends I.C.C. Action in Case Involving Question Whether Rails 
May Collect ‘Terminal Charges’ on Export, Import Traffic Moving 
On Nonshipside Rates in Connection With Car-Carrying Vessels. 


Examiner Oren G. Barber has rec- 
ommended that the Commission 
should find not shown just and rea- 
sonable schedules filed by the Florida 
East Coast Railway trustees and the 
Seaboard Air Line Railroad propos- 
ing to establish a new rule governing 
the application of certain terminal 
charges in connection with export 
and import carload traffic moving to 
or from Port Everglades and Port of 
Palm Beach, Fla., by car-carrying 
vessels. A proposed report has been 
issued in I. and S. No. 5737, Handling 
Charges at Florida Ports. 


An order should be entered requiring 
cancellation of the schedules and dis- 
continuing the proceeding, said the ex- 
aminer, without prejudice to the filing of 
new schedules in accordance with the 
views and conclusions expressed in his 
report. 

The question for determination, he 
said, was whether the two respondent 
railroads might collect “terminal 
charges” on export and import traffic 
moving on nonshipside rates in connec- 
tion with car-carrying vessels the same 
in amount as the “handling charges” 
applicable on like break-bulk shipments. 

“The record warrants a conclusion,” 
he said, “that respondents should, and 
are required by the interstate commerce 
act to, publish and maintain reasonable 
‘terminal charges’ for the additional fa- 
cilities and service incident to car-ferry 
traffic moving under nonshipside export 
and import rates. However, the measure 
of such a charge or charges is not deter- 
minable upon this record. 

“The evidence tends to show neverthe- 
less that the terminal charges should be 
uniform for all such traffic with few 
exceptions. The terminal charge estab- 
lished should reflect as nearly as possible 
the amount required to compensate re- 
spondents adequately for the service 
performed by or for them, with due 
consideration being given to a reason- 
able increment which should be added, 
if justifiable, to equalize at the several 
ports the rates and charges applying on 
both the break-bulk and nonbreak-bulk 
traffic.” 

He said that the terminal charges so 
established should be published in a sep- 
arate tariff or in a separate section of 
the port charges tariff entirely distinct 


from the handling charges and the provi- 
sions relating thereto. The application 
of the charges, he said, should clearly 
state the services to be accorded there- 
under, together with the qualification 
that such services did not embrace the 
loading or unloading of cars onto or from 
the vessels, substantially the same as 
that quoted in the report in connection 
with a tariff of Seatrain Lines, Inc., 
(I.C.C. No. 66) naming terminal charges 
and regulations for application at Belle 
Chasse, La. - 

The respondent railroads, said the 
examiner, should also give due considera- 
tion to establishing the “terminal 
charges” on a per-car basis. He said 
that six expense factors on which the 
respondents relied in justification of the 
charges were mainly related to a car as 
the traffic unit. 

“The costs involved attach to the han- 
dling of railroad cars rather than to the 
amount of tonnage transported,” he said. 
“Analogous thereto are switching charges 
which are universally established and 
published in amounts per car. Terminal 
charges established in the manner herein 
suggested would avert the calamities 
feared by respondent if the instant pro- 
posal should not be approved.” 


Examiner Barber said the schedules 
were filed by the two railroads to become 
effective December 28, 1949, and, on pro- 
test filed by a commerce counsel of Sa- 
vannah, Ga., operation of the schedules 
was postponed to July 27, 1950. The 
effective date had been voluntarily post- 
poned pending disposition of the pro- 
ceeding, he said. 


Traffic Group Opposition 


The Broward County Port Authority, 
the Broward County Traffic Association, 
the Greater Miami Traffic Association, 
and the Southern Traffic League, inter- 
veners, opposed the rail proposal, said 
the examiner. 


Line-haul export and import rates ap- 
plicable on shipments moving to and 
from Port Everglades and Port of Palm 
Beach were published to apply either as 
shipside or as nonshipside rates, said the 
examiner. Break-bulk shipments that 
moved under nonshipside rates, he said, 
were subject to such additional charges 
as were applicable for the port services 
necessary to effect shipside delivery, such 
as wharfage and handling charges. To 
provide for such charges, he said, the 
line-haul carriersy through their agent, 
published a port charges tariff in which 
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such lines were shown as participating 
carriers. He said that that tariff pres- 
ently contained a provision under the 
heading, “Handling, definition of the 
term”, reading: “When in connection 
with car-carrying vessels at Port Ever- 
glades or Port of Palm Beach, Fla., han- 
dling charges shown in this tariff, apply 
for the service of transferring freight 
between rails and vessels, whether or not 
transferred in car.” 


On reargument in A. F. Pringle & Co. 
v. Atlantic Coast Line R: Co., 273 I.C.C. 
619, decided January 18, 1949, said the 
examiner, the Commission affirmed the 
findings in its prior report, 269 I.C.C. 
541, that the handling charges collected 
on carload export shipments of super- 
phosphate at Port Everglades were in- 
applicable under the aforementioned pro- 
vision and awarded reparation. The 
shipments considered in that case moved 
in Seatrain-type vessels, he said. 


The Commission, he said, found that 
the line-haul railroads performed no 
handling service that would afford a 
proper basis for the collection of the 
handling charges published by them, 
which charges under the tariff applied 
“for the service of transferring freight 
between rails and vessels, whether or 
not transferred in car.” 


‘Terminal Charges’ Provision 


Thereupon, he continued, the carriers 
published in their port charges tariff the 
suspended items which proposed to cancel 
the present provision and _ substitute 
therefor the following item designated 
“Terminal charges”: 

“When in connection with car-carry- 
ing vessels at Port Everglades or Port of 
Palm Beach, Fla., the handling charges 
shown in the tariff will also apply for 
the furnishing of special terminal fa- 
cilities and providing necessary arrange- 
ments for receipt or delivery of freight 
in cars between rail and vessel.” 


He said the new provision was pub- 
lished for the avowed purpose of remov- 
ing any doubt that the handling charges 
as named in the port charges tariff were 
applicable to shipments such as those 
considered in the cited proceeding. He 
said it was also intended to apply on 
carload shipments moving under non- 
shipside rates in connection with all 
types of car-carrying vessels to or from 
Port * en and the Port of Palm 
Beach. 


“Respondents,” he said, “are not com- 
mitted to retaining the suspended pro- 
vision as now worded. If necessary, they 
ask us to suggest and approve a pro- 
vision which will permit them to collect 
handling charges on shipments moving 
via car-carrying vessels in the same 
measure as are now applicable on break- 
bulk shipments exported or imported 
through these ports or other south 
Florida ports. The published handling 
charges now are being collected on ship- 
ments moving through Port of Palm 
Beach in connection with the type of 
car-carrying vessels ... which are there 
currently employed. The issues here 
pertain only to shipments moving under 
nonshipside rates. Handling and wharf- 
age service is accorded shipments mov- 
ing under shipside rates without addi- 
tional charge.” 


The examiner said there had been no 
car-ferry operations at Port Everglades 


since August, 1946, when such service was 
transferred to Port of Palm Beach on 
completion of the necessary facilities at 
that port. 

“The question for determination here,” 
said the examiner, “is whether the re- 
spondents may collect ‘terminal charges’ 
on export and import traffic moving on 
nonshipside rates in connection with 
car carrying vessels the same in amount 
as the ‘handling charges’ applicable on 
like break-bulk shipments. The sus- 
pended provision specifies that such ter- 
minal charges will ‘apply for the furnish- 
ing of special terminal facilities and 
providing necessary arrangements for 
receipt or delivery of freight in cars 
between rail and vessel.’ Respondents 
enumerate several services, facilities or 
arrangements which are needed and 
furnished in the handling of car-carrying 
traffic. These are in addition to or in 
lieu of the physical transfer of lading 
incurred in handling break-bulk ship- 
ments to or from the vessels. In con- 
sidering these factors it is important 
to observe that the published switching 
charge of the terminal carrier covers 
the service up to and including place- 
ment of the cars on the apron or trans- 
fer bridge. At that point the service 
of the rail carriers ends and from then 
on the handling of the railroad cars is 
by and for the account of the steamship 
company. Since wharfage charges are 
also applicable on shipments moved in 
car-carrying vessels, it is necessary to 
consider what service is embraced in 
that term. The port charges tariff states 
that wharfage means ‘the use of wharves 
in the receipt of traffic from or delivery 
of traffic to ships * * *.’ If ‘terminal 
charges’ are to be approved as applicable 
on car-ferry traffic the service for which 
charges are made thereunder should not 
duplicate that which is performed under 
the charges collected for ‘wharfage.’” 

Expense factors stressed by the re- 
spondent railroads, said the examiner, 
included (1) additional switching and 
trackage, (2) greater delay to cars, (3) 
loading and unloading facility, (4) ar- 
rangements for the movement of rail- 
road cars via car ferries, (5) repair to 
cars, and (6) reloading and partial un- 
loading of cars and transfer of lading. 


Examiner Barber said the respondent 
railroads claimed the aforementioned 
services incident to car-ferry service were 
not normally rendered under nonship- 
side line-haul rates. He said they thus 
sought to recoup such additional expenses 
by assessing “terminal charges.” He 
said that since they held themselves 
out to deliver shipments to and receive 
shipments from vessels docked at Port 
Everglades and Port of Palm Beach, they 
must perform that service themselves or 
pay some one else to do it. 

From a transportation standpoint, said 
the examiner, a shipper using rail and 
car-ferry service obtained several bene- 
fits not inherent in break-bulk service. 
Among those advantages, he continued, 
were the savings in the cost of packing 
by reason of lighter and less expensive 
containers, the ability to ship in bulk, 
and avoidance of damage to lading which 
was often experienced in transferring 
break-bulk shipments at the port. 

“Respondents are, therefore, apprehen- 
sive that the elimination of handling 
charges on car-ferry traffic would have 
a disastrous effect upon the break-bulk 
steamship lines,’ said the examiner. 
“No break-bulk shippers or steamship 
lines participated in this proceeding.” 


TRAFFIC WORLD 


Central Area All-Freight 
Motor Rates Should Equal 


Rail Rates, Says Examiner 


A Commission examiner has rec- 
ommended that motor carriers in the 
central states region be required to 
cancel all-freight rates between Chi- 
cago, and Cincinnati and Indian- 
apolis, without prejudice to filing 
rates on a level no lower than those 
of their competitors. 


Examiner Thomas F. Kilroy’s recom- 
mendations were in a recommended 
repo.t in MC-C-1310, Merchandise— 
Between Chicago and Cincinnati, Indi- 
anapolis. 

By order of August 15, 1951, the Com- 
mission, division 2, on its own motion, 
instituted an investigation into the law- 
fulness of the rates and practices appli- 
cable to transporting various commod- 
ities in mixed truckloads, between 
Chicago, Ill., on the one hand, and, on 
the other, Cincinnati, O., and Indianap- 
olis, Ind., as set forth in schedules of 
American Transit Line, Inc., and Cen- 
tral States Motor Freight Bureau, Inc., 
agent. 

The’ examiner said neither the re- 
spondents nor any one in their behalf 
had appeared at hearing on January 14 
in Chicago, but that evidence was pre- 
sented by Central Territory rail carriers 
and by Central States Motor Freight 
Bureau. He described the rates under 


investigation as follows: 

“The rates under investigation apply 
on ‘all articles named in the rating sec- 
tion of the national motor freight classi- 


fication’ with certain exceptions, and 
provided therein with an East less-than- 
truckload or any quantity rating. The 
exceptions provide for the non-applica- 
tion of these all-freight rates on com- 
modities of unusual value, dangerous ex- 
plosives, livestock, household goods, and 
commodities in bulk and those requiring 
special equipment, and on certain iron 
and steel articles in truckload quantities. 
These all-freight rates do not apply 
where more than 50 per cent of the 
weight of the lading, or of the minimum 
weight, whichever is higher, consists of 
any one commodity on which the straight 
truckload or volume rate and minimum 
weight, or actual weight if higher, results 
in higher charges than at the all-freight 
rates and minimum weight. Also they 
do not apply on collect on delivery ship- 
ments. Under a general provision of the 
tariffs, if the charges under the respond- 
ents class rates are lower than the 
charges accruing under the all-freight 
rates, the lower charges resulting from 
such class rates will apply. 

“The all-freight rates of the respond- 
ents are the same. Those maintained by 
American Transit Lines, Inc., herein- 
after called American Transit, were pub- 
lished on statutory notice in its individ- 
ual local commodity tariff and became 
effective August 18, 1951. The all-freight 
rates in the bureau tariff were published 
as a result of independent action by a 
bureau member motor carrier but also 
apply single-line for 10 other member 
motor carriers from and to Cincinnati, 
and for 12 other member motor carriers 
from and to Indianapolis. The bureau 
rates were published on 10 days’ notice 
under authority of special permission 
granted by the Commission and became 
effective August 16, 1951. 

“The all-freight rates of the respond- 





JORLD 


April 19, 1952 


ents between Chicago, on the one hand, 
and, on the other, Cincinnati and In- 
dianapolis are 50 and 40 cents, respec- 
tively, minimum 20,000 pounds. Neither 
tariff provides for the consignor to load 
and the consignee to unload shipments 
and the bureau representative knows of 
no other all-freight motor-carrier rates 
that provide for the motor carrier to 
load and unload the shipment.” 


Rail Rates Compared 


Examiner Kilroy said that the bureau 
all-freight rates were about 28.7 and 27.7 
per cent of its first class rates to and 
from Cincinnati and Indianapolis, re- 
spectively. Because of its lower scale of 
class rates, he added, the all-freight 
rates of American Transit represented 
about 34.7 and 33.3 per cent of its first 
class rates to and from those points, 
respectively. 

The railroads, he said, maintained all- 
freight rates, minimum 30,000 pounds, 
of 78.5 cents'a 100 pounds (about 41.9 
per cent of first class) between Chicago 
and Cincinnati, and 58.9 cents (about 
38 per cent of first class) between Chi- 
cago and Indianapolis. The examiner 
said the railroads feared that if present 
motor carrier all-freight rates remained 
in effect the rail rates would have to be 
reduced in order that the rails would 
remain competitive. 

In an investigation proceeding such as 
this, said Examiner Kilroy, no statutory 
burden of proof was imposed on the 
respondents. However, he added, they 
were required by the Commission’s rules 
of practice to open and close at the 
hearing. Thus, he asserted, there was 
an obligation imposed on respondents 
to go forward with the production of 
their evidence in chief concerning the 
rates under investigation, “an obligation 
which they have chosen to ignore.” 

Examiner Kilroy said respondents’ all- 
freight rates, based on a 20,000-pound 
minimum, produced truck-mile revenues 
of 33.7 cents between Chicago and Cin- 
cinnati, and 43.5 cents between Chicago 
and Indianapolis for approximate high- 
way mileages of 294 and 184 miles, re- 
spectively. He said it was true that the 
record contained no data on the cost 
of the particular truckload movements 
under consideration, but he added that 
such truck-mile revenue yields appeared 
low for the transportation of commodi- 
ties of all kinds in mixed truckloads. The 
examiner continued: 


“The level of all-freight rates should 
reflect the maximum limits of reason- 
ableness because of their application on 
a wide diversity of commodities, includ- 
ing articles of the highest grade. The 
record, while deficient in many respects 
due to the failure of the respondents to 
appear at the hearing, establishes that 
the all-freight rates under investiga- 
tion are considerably lower than neces- 
sary to meet competition. The continued 
effectiveness of these motor-carrier all- 
freight rates would, at the most, give 
the respondents a temporary advantage 
in rates and enable them to divert traffic 
from existing carriers until the latter 
reduce their rates to the competitive 
level. The conclusion is here warranted 
that the continuance of the rates under 
investigation would constitute an unfair 
or destructive competitive practice vio- 
lative of the national transportation pol- 
icy as declared in the act. The only 
Solution to eliminate such unfair or 
destructive competitive practices is the 
establishment of all-freight rates by the 
respondent motor carriers on a level 
ho lower than those of their competi- 


tors. On this record, it is not possible 
to determine and prescribe minimum 
reasonable all-freight rates for the re- 
spondents between the points involved. 
Thus the respondents will be free to 
establish competitive all-freight rates 
without prior approval of the Commis- 
sion subject, however, to the investiga- 
tion and suspension powers of the Com- 
mission under section 216(g) of the act. 

“The examiner finds that the rates and 
charges, and the rules, regulations and 
practices affecting such rates and 
charges, applicable to the transporta- 
tion, in interstate or foreign commerce 
of various commodities, in mixed truck- 
loads, between Chicago, Ill., on the one 
hand, and, on the other, Cincinnati, O., 
and Indianapolis, maintained by the 
respondents are unjust, unreasonable, 
and otherwise unlawful. The attached 
order should be entered requiring the 
respondents to cancel the schedules found 
unlawful and discontinuing this proceed- 
ing without prejudice to the filing of 
new schedules on freight of all kinds 
in conformity with the views expressed 
herein.” 


Examiner Finds Released 
Ratings on Engines Not 


Shown to Be Reasonable 


By a proposed report in Ex Parte 
182, Released Ratings on Engines, 
Examiner Paul O. Carter has recom- 
mended that the Commission find 
that railroads in Official, South- 
ern, Western and Illinois classifica- 
tions have not shown that released 
ratings on engines, steam or internal 
combustion, N.O.I.B.N., loose or in 
packages, subject to conditions im- 
posed by them, would be just and 
reasonable under the circumstances 
and conditions surrounding the 
transportation. The examiner said 
the conclusion was “inescapable” 
that the proposed ratings were as- 
signed arbitrarily and not based on 
actual risk incurred. 


He said an order should be entered 
denying their application for authority 
to publish graduated released less-than- 
carload and carload ratings on the afore- 
mentioned commodities. 

Letters opposing the application and 
requesting a formal hearing were re- 
ceived from the Department of the Army 
on behalf of the executive agencies of 
the federal government, and the Aircraft 
Industries Association of America, Inc., 
he said. 

The present ratings on steam or in- 
ternal combustion engines, N.O.I1.B.N., 
loose, or in packages, said the examiner, 
were second class in lc.l., and in car- 
loads, class 40 in Official and Illinois 
classifications, sixth class (40 per cent 
of first class), in Southern classification, 
and class A (45 per cent of first class), 
in Western classification, minimum 24,- 
000 pounds, subject to rule 34 of the 
classification. 

He said the present ratings were fully 
insured ratings and were the same as 
the proposed released ratings for engines 
not exceeding $2.50 a pound in value. 

The proposed released ratings, he said, 
included seven different sets of ratings, 
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dependent on values ranging from $2.50 
up to $20 a pound. They embraced two 
sets of descriptions, he said, namely, 
“engines, steam or internal combustion, 
N.O.1.B.N., loose of in packages”, and 
“engines, steam or internal combustion, 
radial cylinder type, or jet propulsion 
type,” in boxes, crates, or metal contain- 
ers. 

Examiner Carter said the released 
values and the proposed ratings were 
the same for the two descriptions, the 
reasons for the separate descriptions not 
having been given by the applicants. 

The motivating reasons which 
prompted the application for released 
ratings, he said, were two claims for 
either the destruction or partial damage 
to engines of relatively high value, and 
the. potential risk incurred by the rail- 
roads in the transportation of engines 
of high value. 

One of the claims, he said, was for 
a carload of airplane engines said to be 
valued at $225,000 in 1944, destroyed by 
a fire in the hot box of a railroad car 
after the car had been taken out of the 
train “in the erroneous belief that the 
fire in the hot box had been extin- 
guished.” He said the loss was not at- 
tributable to the nature of the com- 
modity destroyed or to the manner in 
which it was packed. 

Examiner Carter said the other claim 
involved a derailment of 10 cars of a 
113-car train on the Texas & Pacific 
Railroad at Vacherie, La., in July, 1950, 
the cause of the derailment having been 
a burned off journal of one of the cars 
because of overheating. Four airplane 
engines were damaged, one beyond re- 
pair, but none was destroyed, he said, 
and added that all of the containers 
in' which the engines were packed were 
rendered unfit for further use. 

“The total amount of the claim was 
$42,864.09, of which $5,400 was for loss 
of the containers,” said the examiner. 
“The damage was in no way attributable 
to the nature of the engines or the man- 
ner in which they were packed.” 

“Although engines have moved in sub- 
stantial volume in recent years, appli- 
cants were unable to refer to any addi- 
tional claims for loss or damage to 
engines transported by rail. Prior to the 
hearing applicants were requested by 
protestants to furnish a list of claims 
filed; they were unable to do so.” 

The examiner said the evidence show- 
ed and the applicants admitted that the 
claim experience of the railroads in the 
transportation of engines, and espe- 
cially the higher valued airplane engines 
had been excellent. He added: 

“The applicants refer to only 2 claims 
on the many shipments made since 1944, 
and both of these claims resulted from 
negligence of the railroads. Neither the 
inherent character of the engines nor 
the manner in which they were packed 
were responsible for the loss or damage. 
The evidence also shows that by exten- 
sive research and experimentation, con- 
tainers have been devised which protect 
the higher valued engines from the 
hazards of transportation and from 
changes in climatic conditions in all 
parts of the world. In addition, ship- 
pers incur extra expense in the loading 
of engines. These precautions are taken 
not because of the inherent nature of 
the commodity or because of its suscepti- 
bility to damage, but because it is im- 
portant that the engines at all times 
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and under all conditions be available for 
immediate use. 

“There was no explanation of the 
manner in which the released ratings 
were arrived at. It is impossible to de- 
termine from the evidence of record the 
reason for a rating of third class for 
the value range of $5.00 to $7.50 per 
pound,_and a higher rating of second 
class for a value range of $7.50 to $10.00 
per pound, except a greater potential 
risk. No explanation was offered of any 
method by which the greater potential 
risk could be measured in the determi- 
nation of the increase of the rating to 
compensate for the greater potential 
risk. The conclusion is inescapable 
that the proposed ratings were assigned 
to the various value ranges arbitrarily, 
and that they were not based on the 
actual risk incurred in the transporta- 
tion of the engines in the different 
value ranges.” 


Examiner Proposes Ruling 
With Respect to ‘Factory 


Supplies’ in Motor Case 


Examiner Allan F. Borroughs, by a 
proposed report in MC-C-1210, John- 
son Truck Service, et al. v. Pasco 
Salvino, has recommended that the 
Commission enter an order requiring 
Pasco Salvino, doing business as P. 
Salvino Transport, Seattle, Wash., to 
cease and desist from all motor 
carrier operations of a character 
and scope found by the examiner to 
be unlawful. 


He recommended a finding that a per- 
mit issued to Salvino in MC-74647 (em- 
bracing “grandfather” authority), inso- 
far as it authorized the transportation 
of factory supplies, did not authorize 
him to engage in operation as a con- 
tract carrier of commodities related to 
or to be used in the manufacture of 
products of the factories served, and that 
any transportation subject to the inter- 
state commerce act of such commodities 
which the defendant was performing un- 
der the permit was unauthorized and un- 
lawful. 

The complaint, he said, was brought 
by Henry Johnson, doing business as 
Johnson Truck Service, Seattle, and 
eight other Washington and Oregon mo- 
tor common carriers. There was no 
allegation, he said, that Salvino had per- 
formed any operation to unauthorized 
points. The sole question, he said, was 
whether the items hauled for the de- 
fendant’s shippers fell within the mean- 
ing of the term “factory supplies”, as 
contained in his permit. The defendant 
contended, said the examiner, that he 
was entitled to transport all commodities 
needed or used in the factories served 
by him, including their operation and 
maintenance, in the shipping of their 
products, and in the operation of their 
offices. 

Examiner Borroughs said the evidence 
adduced with respect to the meaning 
placed on the term “factory supplies” 
by the transportation industry was negli- 
gible. He asserted that the question 
could not be determined by recourse to 


Salvino’s hauling contracts or the mini- 
mum schedules of rates filed in connec- 
tion with such operation “or is the testi- 
mony of witnesses in which there is a 
considerable divergence of opinion par- 
ticularly helpful in the matter.” 

In determining the scope of the dis- 
puted term, he said, resort might be 
made to definitions in accepted diction- 
aries. He cited Carroll Trucking Co., 
Interpretation of Certificate, 52 M.C.C. 
178. The word “supply,” he said, was de- 
fined in Funk & Wagnalls New Standard 
Dictionary as “that which is or can be 
supplied; available aggregate of things 
needed or demanded”, and in the Cen- 
tury Dictionary as “that which is sup- 
plied, means of provision or relief; suf- 
ficient for use or need.” 

The examiner said that in considering 
the meaning of the term “supplies,” the 
Commission, in MC-C-1143, P. B. Mut- 
rie Motor Transportation, Inc., et al. v. 
Blue Line Express, Inc., stated: “The 
term ‘supplies’ has a very broad meaning 
and should not be confused with ‘ma- 
terials’ or ‘ingredients.’ It embraces 
those things furnished for the purpose 
of operation, as distinguished from ‘ma- 
terials,’ which are furnished for original 
construction.” 

“Clearly,” said the examiner, “the 
broad interpretation contended for by 
defendant cannot be adopted since it 
would permit unlimited transportation 
contrary to the obvious intent of the 
Commission. In the instant case defend- 
ant’s authority to handle ‘supplies’ is re- 
stricted by the modifying word ‘factory’ 
and embraces only those things which 
are to be used for the operation and 
maintenance of the plants of the fac- 
tories served and does not include com- 
modities related to or going into the 
manufacture of the products produced 
by such factories. 

“The correct interpretation of the lan- 
guage of defendant’s permit cannot be 
influenced by the effect of that inter- 
pretation upon the latter’s operation. It 
is possible that a correct interpretation 
of the permit will result in an impracti- 
cal operation. The cure for this must 
be found outside this proceeding as addi- 
tional authority may not be granted in 
a proceeding of this type. Undoubtedly, 
however, in view of the findings herein 
a petition filed by defendant to reopen 
the ‘grandfather’ proceeding or for modi- 
fication of the present permit would re- 
ceive consideration by the Commission. 
Reviewing the evidence relative to de- 
fendant’s operations it appears that such 
items as potash, glue, zinc oxide, lamp 
black, phosphorous, aluminum sulphate, 
paperboard, pulpboard, wrapping paper, 
and skids have been transported and are 
being transported at present without 
proper authority. In these circumstances, 
entry of a cease and desist order is 
deemed proper.” 

A notice included in the report said 
that any exceptions to the report were 
to be filed with the Commission’s secre- 
tary in Washington, D.C., within 25 days 
from April 16. 


Michiana Motor Pact Not 


Rate Pact, Says Examiner 


As none of the provisions of an agree- 
ment, submitted for approval in Sec- 
tion 5a Application No. 28, Michiana 
Motor Carriers Conference, Inc.—Agree- 
ment, related to the joint consideration, 
initiation, or establishment of rates, the 
Commission should dismiss the applica- 


TRAFFIC Wort: 


tion for approval of the agreement, says 
Examiner F. H. Schweickhardat. 

Section 5a of the interstate commerce 
act—the so-called Bulwinkle act—relieves 
common carriers of the operation o* 
the antitrust laws in entering into anc 
carrying out agreements for joint action 
on rates and related matters, if the 
agreements are approved by the Com- 
mission. 

Examiner Schweickhardt said that, in 
substance, the agreement, among other 
things, merely delegated to the confer- 
ernce the function of carrier manage- 
ment in respect of tariff compilation, 
publication, and filing with regulatory 
bodies. Under a resolution adopted by 
the board of directors of Michiana, ‘he 
said, members were to request or in- 
struct the conference as to the rates to 
be published for their account, and to 
compensate it in the form of dues or 
special assessments for the services ren- 
dered. The examiner said that the 
Commission had long recognized that 
those functions might be performed by 
agents under appropriate power of at- 
torney from the carriers. 

The examiner said that no other func- 
tions or duties with respect to rates ap- 
peared to have been delegated to the 
conference and that no additional func- 
tions or duties in respect of rates had 
been assigned to the conference by the 
resolutions of the board. He added that 
that interpretation of the agreement was 
indirectly admitted by the applicants. 


Reparation on Carrots 


From Texas Is Proposed 


Examiner Charles B. Gray, by a pro- 
posed report in No. 30878, Andrews 
Brothers of Detroit, Inc., et al. v. Asher- 
ton & Gulf Railway Co., et al., has recom- 
mended that the Commission find in- 
applicable the rates charged on fresh 
carrots, with tops, in carloads, from 
origins in Texas to destinations in Of- 
ficial Territory. The examiner also rec- 
ommended that reparation be awarded 
in the amount of the difference between 
the charges collected and those which 
would have accrued at the rates found 
applicable. 

By complaint filed August 6, 1951, 
stated the report, complainants alleged 
that the rates charged on fresh carrots, 
with tops, in straight carloads and in 
mixed carloads with other vegetables, 
which moved during the period Septem- 
ber 15, 1948, through March 31, 1951, 
inclusive, from various producing points 
in Texas to destinations in Official Ter- 
ritory, were inapplicable, in violation of 
section 6 of the act. 

“Most of the complainants’ shipments 
of carrots,” said the examiner, “were 
made in container No. 926 and moved 
through St. Louis, Mo. Freight charges 
on straight carload shipments were gen- 
erally collected on the basis of the joint 
through class 33.5 rates, minimum 
24,000 pounds, published in Agent 
D. Q. Marsh’s tariff I.C.C. No. 3144, sub- 
ject to the maximum increases of 13 cents 
under Ex Parte 162, 20 cents under Ex 
Parte 166, and 9 cents under Ex Parte 
168, or a total maximum increase of 42 
cents. On mixed carloads of carrots and 
other vegetables, the combination rates 
based over Cairo, Carbondale, and 
Murphysboro, Ill., were generally charged. 
All of such charges were computed on 
the basis of an estimated weight of 30 
pounds per crate.” 

Complainants contended, he said. that 
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lower charges were applicable by con- 
structing the rates by combination over 
Memphis, Tenn., “although they concede 
that no shipments moved through that 
city.” 

“The Commission should find,” con- 
cluded the report, “that the rates 
charged on the shipments covered by 
this complaint are inapplicable and 
that the applicable rates thereon are 
the Memphis combinations, applying an 
80-pound weight per crate in connection 
with the factor to Memphis and a 68- 
pound weight per crate in connection 
with the factor beyond Memphis, for the 
period beginning September 16, 1948, and 
ending with January 31, 1951, as to ship- 
ments to Central Territory, and ending 
with March 31, 1951, as to shipments to 
Trunk Line and New England territories. 

“The Commission should further find 
that complainants, with the exception 
of Syracuse Fruit Co., and intervener 
Max Feldbaum & Sons, in whose behalf 
no evidence was presented, made or re- 
ceived the shipments as described and 
paid the charges thereon at the rates 
herein found inapplicable; that they 
were damaged thereby in the amount 
of the difference between the charges 
collected and those which would have 
accrued at the rates herein found appli- 
cable; and that they are entitled to 
reparation.” 


Calif. Movers’ Rate Pact 


‘Approval Recommended 


Examiner F. H. Schweickhardt, in a 
proposed report in Section 5a Application 
No. 24, San Francisco Movers Tariff Bu- 
reau—Agreement, recommends approval 
of the agreement subject to such general 
terms and conditions or regulations as 
have been or may hereafter be pre- 
scribed. 

Approval of the agreement, under sec- 
tion 5a of the interstate commerce act— 
the so-called Bulwinkle act—would re- 
lieve from operation of the antitrust 
laws the 33 member carriers of house- 
hold goods between points in California 
in entering into and carrying out the 
agreement for joint action on rates and 
related matters. 

The Department of Justice opposed ap- 
proval of the agreement, asserting that, 
despite provisions for independent action 
by the individual carriers, the, real pur- 
pose of the agreement was to eliminate 
such action by the parties. The depart- 
ment also contended that the Commis- 
sion could not approve the agreement as 
in furtherance of the national transpor- 
tation policy as the agreement contained 
no express provision that the parties 
agreed to further that policy. 

Examiner Schweickhardt quoted from 
Agreement Relating to Household Goods 
Carriers’ Bureau, 277 I.C.C. 443, where 
Similar contentions of the department 
were rejected, because of the need the 
Commission found for joint considera- 
tion and action in rate matters. The 
examiner then said: 

“That comment is equally pertinent 
here. By its enactment of section 5a, 
Conzress sanctioned the conference or 
bureau method of rate making and set 
up « standard to guide the Commission 
in determining whether or not an agree- 
men! should be approved. The agree- 
men: here under consideration provides 
& practical and economical method 
whe reby the parties may jointly con- 
Sider and initiate rate changes required 


by the act to be reasonable and other- 
wise in conformity therewith. At the 
same time the agreement fully author- 
izes the parties to take independent ac- 
tion at any time. There is no evidence 
that the parties propose to disregard the 
agreement’s provisions in any respect. 
The Commission should conclude that 
the agreement is in furtherance of the 
national transportation policy.” 


Aluminum Ingots 


No. 30771, Apex Smelting Co. v. New 
York Central Railroad Co., et al. By 
Examiner Otto A. Hanson. Recom- 
mends dismissal of complaint on finding 
applicable and not shown unreasonable, 
rates charged or sought to be collected 
on numerous shipments of so-called 
scrap aluminum ingots, in carloads, from 
New York, N.Y., Philadelphia, Pa., and 
Baltimore, Md., to Chicago, Ill., and 
Cleveland, Ohio, during the statutory 
period prior to May 1, 1951, and there- 
after. The examiner said it was clear 
that the commodity in issue was in fact 
an aluminum ingot even though it had 
been made from scrap. He said the 
record indicated that aluminum ingots 
made from scrap were not materially 
different from other kinds of aluminum 
ingots. There was no contention, he 
said, that the rates on aluminum 
ingots as such were unreasonable, and 
the record was not convincing that these 
rates, which apply on all types. of alumi- 
num ingots, were, are, or will be un- 
reasonable for application on aluminum 
ingots made from scrap. The rates 
charged or sought to be collected on 
complainant’s shipments of aluminum 
ingots made from scrap were the column 
37 rates applicable on aluminum ingots, 
according to the examiner, whereas the 
complainant alleged that the column 27 
rates were applicable on shipments moved 
prior to May 1, 1951. 


Fertilizer, Superphosphate 


No. 30892, Arkansas Farmers Plant 
Food Co., et al., v. Chicago, Rock Island 


& Pacific Railroad Co., et al. By Ex- 
aminer John Davey. Recommends dis- 
missal of complaint on finding applicable 
and not shown unreansonable, rates 
charged on one carload of fertilizer and 
14 carloads of superphosphate, not am- 
moniated, shipped from Sheffield, Ala., 
subsequent to August 30, 1949, and de- 
livered on and after September 7, 1949, 
at North Little Rock, Ark. The examiner 
said that the group adjustment under 
consideration was of long standing, was 
moving the traffic, and had been gen- 
erally satisfactory to the shippers of fer- 
tilizer and fertilizer materials. He said 
there were no basic facts of record show- 
ing that the rates charged were in any 
wise unreasonable or otherwise unlawful. 
The examiner said that the Commission 
should find that the applicable rates 
were: on the carload of superphosphate 
which moved August 31, 1949, $7 a ton 
plus an emergency charge of 5 per cent of 
the transportation charges; on one car- 
load of fertilizer which moved January 
13, 1950, $7.60, and on 13 carloads of su- 
perphosphate, not ammoniated, moving 
between September 23, 1949, to and in- 
cluding December 26, 1950, $7.60. All of 
the shipments except one of 60,600 pounds 
weighed in excess of 80,000 pounds, he 
said. A through one-factor class 16 rate 
of $7.60 was charged on the fertilizer 
shipment, and a through class of 17% 
rate of $7.60 was charged on the 14 
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shipments of superphosphate, said the 
examiner. He said the complaint hinged 
upon a claim that there were certain 
alternative lower rates to Memphis which 
were applicable and should have been 
applied in conjunction with a bridge 
arbitrary. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 


Certificates—Licenses—Permits 


Kentucky (Cynthiana) — MC-98139, 
Sub. 2, Lewis Barnes, Extension— Cyn- 
thiana, Ky. Denial of certificate pro- 
posed. General commodities, with ex- 
ceptions, between Mt. Olivet, Ky., and 
Cynthiana, over U.S. Highway 62, serving 
all intermediate points and all off-route 
points within three miles of the involved 
route, subject to certain restrictions. 

Massachusetts (Boston) — MC-56541, 
Sub. 53, New England Transportation Co., 
Extension—Rhode Island Highway 146. 
Certificate proposed. Passengers and 
their baggage and express, mail and 
newspapers, baggage in separate vehicles, 
between points in the Town of Lincoln, 
R.I., over described routes, and return 
over the same routes, serving all inter- 
mediate points. 

Minnesota (Minneapolis) — MC-1509, 
Sub. 100, Northland Greyhound Lines, 
Inc., Extension—Wisconsin Highway 33. 
Certificate proposed. Passengers and 
their baggage, and express, mail, news- 
papers, between Beaver Dam, Wis., and 
junction Wis. highways 33 and 26, over 
Wis. highway 33, serving all intermediate 
points. 

Missouri (Kansas City) — MC-76829, 
Sub. 12, Wichita Forwarding Co., Exten- 
sion—Alternate Routes. Certificate pro- 
posed. General commodities, with ex- 
ceptions, (1) between Oklahoma City, 
Okla., and Edmond, Okla., over unnum- 
bered highway, and (2) between Okla- 
homa City and junction U.S. Highway 
81 and Oklahoma Highway 3, near Okar- 
che, Okla., over Oklahoma Highway 3, 
and return over the same routes, serving 
no intermediate points, as alternate 
routes. 

Missouri (St. Louis)—MC-35484, Sub. 
25, Viking Freight Co., Extension—Alter- 
nate Routes. Certificate proposed. Gen- 
eral commodities, with exceptions, be- 
tween specified points in Missouri and 
Oklahoma, over alternate routes for op- 
erating convenience only, serving no in- 
termediate points. 

Missouri (St. Louis) — MC-109095, Sub. 
4, Anderson Motor Service, Inc., Exten- 
sion—Alternate Routes—Ohio and In- 
diana. Certificate proposed. General 
commodities, with exceptions, between 
specified points, over described routes, in 
O., and return over same routes, as alter- 
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nate routes in connection with operations 
between St. Louis, Mo., and Indianapolis, 
Ind., on one hand, and, on other, Cleve- 
land and Akron, O., serving no interme- 
diate points, and with service at termini 
of each route for joinder only. 

Missouri (Springfield) — MC-75320, 
Sub. 31, Campbell Sixty-Six Express, Inc., 
Extension—Alternate Rout e—Missouri 
Highway 43. Certificate proposed. Gen- 
eral commodities, with exceptions, be- 
tween junction Mo. highways 57 and 43, 
north of Joplin, Mo., and junction Mo. 
highway 43 and U.S. highway 54, near 
Nevada, Mo., over Mo. highway 43, serv- 
ing no intermediate points, as an alter- 
nate route in connection with regular 
route operations between Joplin and 
Kansas City, Kan.-Mo. 

Missouri (St. Louis)—MC-42802, Sub. 
1, Wabash Railroad Co., Extension— 
Ivesdale, Ill. Certificate proposed. Gen- 
eral commodities moving in passenger- 
train baggage-and express-car service, 
between Danville, Ill., and Ivesdale, IIl., 
from Danville over U.S. Highway 136 to 
junction Illinois Highway No. 1, thence 
over Illinois Highway 1 to junction un- 
numbered highway, thence over unnum- 
bered highway through Catlin, Fair- 
mount, Homer, Sidney, and Philo, IIl., 
to junction U.S. Highway 45, thence over 
U.S. Highway 45 through Tolono, IIl., to 
junction unnumbered highway 1.7 miles 
south of Tolono, thence over unnumbered 
highway through Sadorus, Ill., to Ives- 
dale, and return over the same route, 
serving the named intermediate points, 
with usual conditions. 

New Jersey (Perth Amboy) — MC- 
62249, Sub. 1, John Walsheck, Extension 
—Hudson and Essex Counties, N.J. Cer- 
tificate proposed. Vaseline, in containers, 
from Perth Amboy, N.J., to points in 
Hudson and Essex counties, N.J., and of 
empty containers therefor on return, 
over irregular routes. 

New York (New York)—MC-66562, 
Railway Express Agency, Inc., Extension 
—Anderson, S.C. Certificate prdédposed. 
General commodities, moving in express 
service, between Anderson and Green- 
ville, S.C., over U.S. highway 29, serving 
no intermediate points, with the usual 
conditions. 

New York (New York) — MC-66562, 
Sub. 1117, Railway Express Agency, Inc., 
Extension—Mabscott, W.Va. Certificate 
proposed. General commodities, moving 
in express service, between specified 
points in W.Va., over described routes, 
and return over same routes, serving no 
intermediate points, and with service at 
junction unnumbered highways near 
Ravencliffe for joinder only, subject to 
conditions, including one that the serv- 
ice will be limited to service auxiliary to, 
or supplemental of, railway express serv- 
ice. 

Ohio (Cincinnati) —MC-107475, Sub. 21, 
Dance Freight Lines, Inc., Extension— 
Empty Vehicles. Certificate proposed, 
restricted to the movement of empty 
vehicles, in connection with operations 
otherwise authorized, (1) between La- 
Grange and Atlanta, Ga., over U.S. high- 
way 29, and (2) between Atlanta, Ga., 
and Greenville, S.C., over a specified 
route, and return over those routes. 

Ohio (Cleveland) — MC-1502, Sub. 80, 
Pennsylvania Greyhound Lines, Inc., Ex- 
tension—New U.S. Highway 611. Certifi- 
cate proposed. Passengers and their bag- 
gage, and express, mail, newspapers, be- 
tween junction new US. highway 611 
and old US. highway 611, south of 
Pipersville, Pa., and junction old US. 
highway 611 and new USS. highway 611, 
north of Ottsville, Pa. over new US. 


highway 611, and return over same route, 
serving all intermediate points. 

Pennsylvania (Pittsburgh) — MC- 
19201, Sub. 67, Pennsylvania Truck Lines, 
Inc., Extension—Pennsylvania Points. 
Certificate proposed. General commodi- 
ties, except dangerous explosives, between 
specified points in Pa., over described 
routes, and return over same routes, 
serving all points stations of Pennsyl- 
vania Railroad, subject to same condi- 
tions as set forth in certificate MC-19201, 
Sub. 30. 

Tennessee (Memphis) — Armored Mo- 
tor Service Co., Inc., Extension—Jackson, 
S.C. Permit proposed. Commodities re- 
quiring special protection by guards in 
armored vehicles while in transit, be- 
tween Augusta, Ga., and the sites of the 
South Carolina National Bank of Jack- 
son, S.C., and the Savannah River plant 
of the Atomic Energy Commission near 
Jackson, S.C., over irregular routes. 

Texas (Amarillo) — MC-105265, Sub. 
20, D. G. Dalby, Extension—United States 
Atomic Energy Plant. Certificate pro- 
posed. General commodities, with ex- 
ceptions, serving the United States 
Atomic Energy Plant at or near Mar- 
shall, Colo., as an off-route point in con- 
nection with applicant’s presently au- 
thorized regular-route operations to and 
from Denver, Colo., and that Denver- 
Amarillo Express be substituted in lieu 
of the individual applicant. 


D.P.A. Approves D.T.A. 
Freight Car Goal of 
296,000 by July 1, ‘54 


A freight car expansion goal to 
provide 436,000 freight cars by July 
1, 1954, was approved April 15, 1952, 
by Ralph S. Trigg, deputy adminis- 
trator of the Defense Production Ad- 
ministration for program and re- 
quirements. This goal was the result 
of an extensive study of railroad 
transportation needs by D.P.A. and 
Defense Transport Administration 
(T.W., April 12, p. 57). 


The D.P.A. announcement continued: 

“Included in the goal are all US. 
railroad cars built since January 1, 1950. 
Out of the 436,000 car goal approved, 
140,000 were built un to January 1, 1952, 
and 296,000 remain to be built by July 
1, 1954. 

“In the first three months of this 
year, 24,159 cars were delivered and 
there were 115,854 on order April 1. New 
freight cars are being ordered each 
month, and it is anticipated that orders 
will continue in good number. 

“The 436,000 freight car goal will care 
for the build up of rail traffic to levels 
forecast for 1954 under conditions of 
partial mobilization, but is not sufficient 
to meet the demands of full mobiliza- 
tion. 


“Establishment of the goal permits the 
D.P.A. office of resources expansion to 
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Texas (El Paso)—MC-34180, Sub. 14, 
J. L. Naylor, Extension—White Sands 
Proving Grounds, N. Mex.—Alterna‘e 
Route. Certificate proposed. Gener] 
commodities, with exceptions, between }] 
Paso, Tex., and White Sands Proving 
Grounds, N. Mex., over an alternate route 
for operating convenience only, serving 
no intermediate points. 


Washington (Seattle)—-MC-22392, Sub. 
2, Poulsbo-Seattle Auto Freight, Inc., Ex- 
tension — Alternate Rout e—Silverdale, 
Wash. Certificate proposed. General 
commodities, with exceptions, between 
specified points in Washington, over an 
alternate route for operating convenience 
only, serving no intermediate points. 


Washington (Spokane) — MC-107353, 
Sub. 5, Harold Morse and Henry J. Ho- 
lien, Extension—U.S. Air Force Base, 
Yaak, Mont. Certificate proposed. Gen- 
eral commodities, with exceptions, be- 
tween junction U.S. highway 2 and un- 
numbered highway, at a point northeast 
of Troy, Mont., known as Yaak Junction, 
Mont., and site of U.S. Air Force Base, 
over unnumbered highway, serving no 
intermediate points. 

Wisconsin (Ripon) — MC-2%907, Sub. 
5, John J. Floros and John E. Bumby, 
dba Ripon Trucking Co., Extension— 
Sharpsburg, Pa. Permit proposed. 
Cookies, in containers, Ripon to Sharps- 
burg, over irregular routes. 





complete action on applications for cer- 
tificates of rapid tax amortization. As 
of March 31, 1952, rapid tax amortization 
certificates had been approved for a total 
of 208,250 of the cars included in the 
goal. 

“The goal does not include cars for 
export, cars procured by the Department 
of Defense and the Atomic Energy Com- 
mission and cars to be used by various 
industries within their own plants. 

“To the extent that material can be 
made available, the achievement of the 
goal will require the full use of the ex- 
isting capacity of the car builders. 

“Achievement of the freight car ex- 
pansion goal will provide the US. rail- 
roads with a total fleet of 2,167,000 cars 
by July 1, 1954. Of this number, the 
Class I railroads—all roads with operat- 
ing revenue above $1,000,000 a year—will 
own 1,867,000 cars and the remainder 
will be owned by private line car com- 
panies and other railroads.” 

The D.T.A. study showed that a mini- 
mum of 142,500 additional railroad cars 
would be required to handle traffic fore- 
cast for full mobilization. This part of 
the D.T.A. study is being given further 
consideration by D.P.A., the announce- 
ment said. 


N.P.A. Names S.A.L. Official 
Head of Rail Equipment Unit 


The National Production Authority has 
announced appointment of Richard W. 
Rogers, chief mechanical officer of the 
Seaboard Air Line Railroad, Norfolk, V2., 
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as director of its railroad equipment divi- 
sion, succeeding Guy O. Beale, of Cleve- 


land, O., who left the agency late in 


February to return to his post as vice- 
president of the Chesapeake & Ohio 
Railroad. 


Robert L. Glenn, of Sanford, Fla., has 
peen in charge of the railroad equipment 
division since Mr. Beale’s departure. Mr. 
Rogers, who has been with the Seaboard 
for 44 years, is on a six months loan to 
N.P.A. In the N.P.A. post he will have 
the responsibility of seeing that the na- 
tion’s operating railroads, freight car and 
locomotive builders get production mate- 
rials, M.R.O. Supplies and rails in thé 
mobilization period, according to the 
N.P.A. 


N.P.A. Transport Repairs 


Materials Rule Eased 


Operators of all rail transportation 
systems — railroads, subways, elevated 
lines and street railways—are benefitted 
under an amendment to M-73 made by 
the National Production Authority, that 
agency announces. 


“The most important change in M-73, 
which governs the acquisition of main- 
tenance, repair and operating supplies as 
well as minor capital additions by rail 
systems, is the raising of the dollar limi- 
tation on minor capital additions from 
$750 to $2,500,” it says, and continues: 


“Richard W. Rogers, director of the 
railroad equipment division, explained 
that this was done to enable rail opera- 
tors to get up to $2,500 in minor capital 
additions without the necessity of filing 
a C.M.P.-4C application. This procedure 
was required in the past when the cost 
exceeded the $750 limitation. Thus, they 
can now buy new tools, equipment or pro- 
ceed with a construction project without 
authority from the Defense Transport 
Administration and N.P.A. if the total 
cost does not exceed $2,500,” Mr. Rogers 
said. 


“Included for the first time in M-73 
are ‘installations.’ An installation is de- 
fined as the setting up or relocation of 
machinery, fixtures or equipment where 
the total cost of all materials involved is 
not greater than $1,000. However, the 
controlled materials required for the in- 
stallation must not exceed two tons of 
carbon steel and 200 pounds of copper. 
Use of any aluminum, stainless steel or 
carbon steel is prohibited. Such installa- 
tion is not construction as defined in re- 
vised C.M.P. Regulation 6 according to 
the amendment.” 


N.P.A. has also revised the reporting 
form N.P.A.F.-105, which is used by rail 
transportation systems in requesting 
quarterly allotments of controlled mate- 
rials and a quota of products for mate- 
rials other than controlled materials for 
M.R.0., installations and minor capital 
additions. Rail systems are no longer 
required to report their inventories on 
N.P.A.F.-105, it says, adding: 

“Today’s amendment clarifies the posi- 
tion of systems whose quarterly M.R.O. 
and minor capital addition requirements 
are less than $25,000. M-73 heretofore 
provided that systems whose quarterly re- 
quirements did not exceed $25,000 would 
be governed by C.M.P. regulation 5 un- 
less they elected before July 28, 1951, to 
Operate under M-73. The amendment 
stiplates that if such a system’s M.R.O. 
heeds and minor capital additions in any 
One quarter are greater than $25,000, such 


a system may, for that particular quarter, 
operate under M-73. However, in any 
such case no advance allotment or quota 
will be given.” 


O.P.S. ‘Decontrol’ Rail 
Per Diem, Charges for 


Protective Service 


Per diem payments, mileage allow- 
ances and charges for protective 
services incident to the use of certain 
special types of railroad cars have 
been exempted from ceiling price 
regulation, the Office of Price Stabili- 
zation has announced. 


The O.P.S. said it took this action 
because it recognized that the exemption 
would have little, if any, effect on the 
cost of living, business costs, or the gen- 
eral level of prices. 


“These rates and charges are subject 
to some measure of control under the 
powers of the Interstate Commerce Com- 
mission,” said the O.P.S. 


Some of the protective services ex- 
empted were refrigeration, icing, heat- 
ing and ventilation, the agency said. 
The action was taken by amendment 11 
to “General Overriding Regulation 14” 
of the O.P.S. and was made effective 
April 11. The O.P.S. announcement in- 
cluded the following: 


“Per diem rates have been developed 
through many years and represent com- 
pensation to the car owners for the use 
of equipment. The per diem system pro- 
vides an incentive to accelerate car 
movements with a resultant maximum 
use of equipment. The charges for pro- 
tective services represent payment for 
preparing special types of railroad cars 
for use. The mileage allowance provides 
compensation to the owner of the car for 
the expenses of car ownership, including, 
among other things, interest on the in- 
vestment, depreciation, insurance, taxes 
and repairs.” 


Stubbs Resigns as Head of 
D.T.A. Railroad Division 


Administrator Knudson, of the De- 
fense Transport Administration, has an- 
nounced the resignation of Elmer J. 
Stubbs, who has been director of D.T.A.’s 
railroad transport division since October 
15, 1951. The resignation was effective 
April 15. 

A D.T.A. announcement said Mr. 
Stubbs had been on loan from the Erie 
Railroad and would return to his posi- 
tion with that railroad, with which he 
had been associated since 1913. Contin- 
uing, the announcement said: 


“No successor for Mr. Stubbs as rail- 
road transport director has yet been 
designated but the division will be 
temporarily in charge of Mr. Frank E. 
Russell, who has been serving as a con- 
sultant on roadway, equipment and man- 
power problems with the division since 
April 12, 1951, and has been vice-chair- 
man of the Transportation Committee 
for Scrap Recovery since last October. 
Col. Russell is on loan to the D.T.A. 
from the Southern Pacific Railroad and 
is expected to leave the D.T.A. in a few 
weeks to return to that railroad. Col. 
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Russell, a mechanical engineer by pro- 
fession, saw service in railroad opera- 
tion in Iran and in the Philippine Is- 
lands in World War II.” 


In a letter written to Mr. Stubbs on 
the completion of his service with the 
D.T.A., Administrator Knudson said: 


“You have served with diligence and 
industry for the past six months. I 
want to thank you personally and offi- 
cially for the service you have rendered.” 

In a letter to President Paul W. John- 
ston of the Erie Railroad, Administrator 
Knudson said: 


“In all of my government experience, 
I have never known a man who applied 
himself more industriously in the mat- 
ters coming under his purview than Mr. 
Stubbs. Thanks to his efforts and dili- 
gence, we now find our position in all 
matters which came under his direct 
supervision to be much stronger than 
when he came with us. You and the 
Erie have contributed a great deal to the 
defense effort by making Mr. Stubbs 
available to us.” 


Transportation Has Big 


Part in Defense Expansion 


The transportation expansion program 
is dealt with in two reviews of the 
facilities program under certificates of 
necessity, issued by the Defense Produc- 
tion Administration. 


The D.P.A. said that the line-haul 
railroad operating equipment program 
was closest to completion as of Decem- 
ber 31, 1951, with 77 per cent “in place.” 
That program, the agency said, “con- 
sists essentially of equipment deliveries 
with a minimum of construction.” 


Under the revenue act of 1950, ac- 
celerated tax write-off of that portion 
of equipment bought in support of the 
defense program which is certified as 
for defense purposes is permitted in five 
years instead of the normal depreciation 
life, varying up to 25 years. 

As to the total expansion programs, 
the D.P.A. said that the largest single 
expansion program was in the iron and 
steel area, while the next large expan- 
sion program was that of the railroads, 
with a reported cost of $1,271,466,000. 
An accompanying table showed the “esti- 
mated value in place” of line-haul op- 
erating equipment covered by certificates 
of necessity as $1,120,859,000. Great Lakes 
transportation, with a total reported cost 
of $113,919,000 for the expansion pro- 
gram, showed, as of March 31, an esti- 
mated value in place of $70,578,000. 


In another review by industries of 
the facilities expansion program, the 
D.P.A. said that basic materials, in-' 
cluding iron and steel, chemicals, petro- 
leum, nonferrous metals and nonfer- 
rous mining, pulp and paper, iron ore 
mining and coal and coal accounted for 
53.3 per cent of the total dollar volume 
of certificates approved by the D.P.A. 
It said that if transportation and power 
were added, the total percentage ac- 
counted for was 80.2 per cent. 


The D.P.A. reported that, through 
February 25, applications approved for 
rapid tax write-off had aggregated 7,188, 
representing a total proposed investment 
of about $14,579,094,000, with 6,196 appli- 
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cations representing a total investment of 
$9,826,148,000 still pending. 


Status of N.S.A. Fleet 


The merchant marine data sheet for 
April 1, shows the total number of ships 
in the active fleet as 2,004, a decrease of 
23 vessels over the March 1 total, says the 
Maritime Administration. 

Although the number of government- 
owned vessels assigned to general agents 
for operation showed an increase of 10 
over the previous month, there were 266 
government-owned ships on notice of re- 
delivery upon completion of their current 


voyages, due to the reduction of export 
cargoes to be carried for the mutual 
security program, the M.A. said. This 
reduction in the number of government 
ships in active operation was in con- 
formance with the announced policy of 
the National Shipping Authority where- 
by government-owned ships were used 
to carry national interest cargoes only 
when total shipping requirements are 
beyond the ability of the private mer- 
chant fleet to handle, the agency added. 

The ships of the government-owned 
fleet have handled 13,413,317 tons of out- 
bound non-military cargoes since the 
establishment of the N.S.A. in March 
1951, it said. 


CIVIL AERONAUTICS 
BOARD NEWS 





Colonial Told to Submit 
Data for Higher Mail Pay 


The Civil Aeronautics Board has dis- 
missed a petition of the carrier in No. 
5497, Colonial Airlines, Inc., involving the 
setting of a final rate of mail pay over 
routes 71, 71-F, 72 and 172-F, in which 
Colonial asked a change in the rate set 
by the board. The rate set by the board 
required a refund of about $267,000 from 
the airline (T.W., March 22, p. 50). The 
action was without prejudice to the filing 
of an amended petition with supporting 
data, within 10 days. 

The board said that the rates it had 
fixed for the transportation of mail by 
Colonial over its domestic system for the 
past period April 15, 1946, to March 31, 
1951, and for a future period beginning 
April 1, 1951, were fixed on the basis of 
a full record. 

“The said petition of April 1, 1952,” 
continued the board, “may be deemed 
‘protective’ since it follows almost im- 
mediately after the establishment by the 
board of the challenged final rate; and, 
by putting the carrier on a provisional 
rate basis, it is apparently intended to 
insure that the carrier will not incur 
the normal risks incident to operations 
under a final rate.” 

By filing the petition and seeking to 
put itself on a provisional rate basis 
again, said the board, Colonial would 
revert, almost without a break, to the 
open rate status it had held ever since 
December, 1946, “even though the board 
has striven for several years to provide 
the carrier the incentives of final rates 
which are deemed essential for develop- 
ment toward a self-sufficient status.” 

The board asserted that Colonial had 
failed to present any facts tending to 
make even a prima facie showing of new 
or changed circumstances since the es- 
tablishment of the challenged rate which 
would render that rate unreasonable. 

It dismissed the petition with leave to 
amend within 10 days from date of serv- 
ice of its order by filing a statement of 
the reasons supporting the request for a 
change in rate, and a detailed economic 
justification of the reasonableness of the 
rate requested. The board said that the 
statement should include a forecast in 
detail of traffic and financial require- 
ments for the year beginning April 1, 


1952, and should explain any differences 
between the forecast and the level of the 
carrier’s traffic and financial results for 
the year ended March 31, 1952. 


C.A.B. Denies Renewal of 
Mid-West Air Certificate 


The Civil Aeronautics Board has re- 
fused to renew local certificate authority 
of Mid-West Airlines in a proceeding in 
which it was said to have been the first 
time a number of railroads appeared 
in opposition to a request for air rights 
(T.W., April 5, p. 59). 

In announcing its denial of renewal 
of the rights in No. 4052, et al., Mid- 
West Airlines, Inc., the majority of the 
board declared that the cost to the gov- 
ernment would far outweigh the limited 
benefits derived from the service. The 
Mid-West certificate expires June 30. 

Two members of the board dissented. 
Member Josh Lee dissented from the 
board’s refusal to create what he called 
a sound and logical route pattern which 
Mid-West could operate with DC-3 air- 
craft. He also objected to the majority 
decision to reopen the proceeding to de- 
termine whether 10 smaller communi- 
ties should be placed on trunkline routes 
of Mid-Continent and United, saying 
this was contrary to the board’s estab- 
lished policy of separating trunkline 
carriers from local service carriers. He 
also pointed out that Mid-West was 
controlled by Purdue Research Founda- 
tion which, he said, could supply the 
carrier with the necessary funds, air- 
craft, and management to begin op- 
erations with DC-3 aircraft almost im- 
mediately. 

Member Joseph P. Adams dissented 
primarily on the grounds that Mid- 
West’s single-engine operation of only 
a little more than one year could not 
fairly be construed as a true local service 
experiment, and also said there would 
be serious adverse effect on the mail pay 
needs of the possible new Braniff-Mid- 
Continent system which he said would 
result from addition of nine small cities 
to the Mid-Continent system. 


The majority estimated that further 
operation of Mid-West, even with DC-3 
equipment would require the government 
to contribute more than four dollars for 
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each one dollar of revenue provided by 
users of the service. The majority said 
that the average federal contribution to 
DC-3 local service operators in 1951 was 
about $1.03 to each one dollar contrib- 
uted by users of the service. 

The report said Mid-West inaugu- 
rated service over its route in October, 
1949, after the board authorized the use 
of single-engine equipment. The cost 
to the government of that operation in 
1950 was $527,976, or about $11 for every 
one dollar of commercial revenue, the 
board declared. 

In their brief filed with the C.AB., 
six railroads asserted that the board 
must continue all the transportation 
services available in the area served by 
the air line and warned the board of 
an “oversupply” of transportation if it 
renewed Mid-West’s certificate when, 
they asserted, that air carrier had shown 
no public need for the service. 

The C.A.B. has also issued an order 
in No. 4603, et al., North Central Route 
Investigation Case, denying a petition of 
Mid-West for reconsideration, and a 
petition of United Air Lines, Inc., for 
reconsideration of a board decision to 
defer action on the Mid-West petition. 

The board found that the petition of 
Mid-West asserting that local air service 
was needed between Des Moines and 
Chicago, and that such a route would 
integrate well with Mid-West’s present 
operations, did not allege any new mat- 
ters, and it said also that it had issued 
its decision in No. 4052, denying re- 
newal of Mid-West’s certificate, thereby 
precluding integration of the proposed 
route with other routes. 


Fare Discussion Authorized 


In connection with an investigation 
recently instituted into an increase of 
one dollar in one-way air passenger fares 
throughout the country, the Civil Aero- 
nautics Board issued an order authoriz- 
ing the carriers to engage in discussions 
during the week of April 14 with respect 
to adjustments up to one dollar “per 
complete one-way ticket” in all joint 
fare situations where the increase has 
been made on any portion of the joint 
haul. 

Carriers were to discuss the division of 
revenues from the adjusted joint fares 
and the setting of a common effective 
date for such adjusted joint fares, under 
the order. 

The investigation was instituted in 
No. 5509, All Passenger Fares Between 
Points Within the Continental Limits 
of the United States (T.W., April 12, p. 
59). The order permitting all the car- 
riers participating in joint fares affected 
by the increase, to engage in discussions, 
was issued in No. 5519, Authorization of 
Discussions for Tariff Changes. 


Challenger Airlines Mail Pay 


The Civil Aeronautics Board has is- 
sued a statement of tentative findings 
and conclusions and a show-cause order 
in No. 4141, Challenger Airlines Co., de- 
termining the rates of compensation for 
transporting mail in the period October 
11, 1949, through May 31, 1950. 

On the latter date, the board said, 
Challenger was merged with Frontier 
Airlines, Inc., the latter being the surviv- 
ing corporation. 

The board said it had tentatively de- 
termined the fair and reasonably mail 
compensation for the period was $580,- 
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976, consisting of a recognized break- 
even need of $568,387, and an earnings 
element of $12,589. 

It said that the rate challenged by 
the carrier was 69.84 cents a revenue 
plane-mile and that, based on a review 
of annual financial results no adjust- 
ments were warranted for rate purposes. 
However, it said the carrier’s annual 
scheduled mileage was reduced effective 
October 1, 1949, requiring some modifica- 
tions, and resulting in an adjustment 
of the annual break-even need of 69.84 
cents a revenue-plane-mile to 73.50 cents 
for the period under consideration. 





Examiner Favors Merger 
Of Braniff, Mid-Continent 


Examiner William J. Madden, in a 
recommended report in No. 5376, Braniff- 
Mid-Continent Merger Case, has pro- 
posed that the board approve a merger 
of Braniff Airways, Inc., and Mid-Conti- 
nent Airlines, Inc., subject to certain 
terms and conditions. 

The examiner said the proposal as 
agreed to between the two air lines pro- 
vided for a merger through an exchange 
of stock, Braniff stock to be issued to 
Mid-Continent stockholders at the rate 


Different Rate to Two 
Ocean Shippers Brings 


Reparation Proposal 


The Federal Maritime Board 
should award reparation where a 
lower charge on the same commodi- 
ties was made for another shipper 
from and to the same ports, than 
was made the complainant in No. 
707, Huber Manufacturing Co. v. 
N. V. Stoomvaart Maatschappij 
“Nederland,” -et al., says Examiner 
A. L. Jordon in a recommended de- 
cision in that proceeding. . 


The complaint involved shipments of 
toad rollers made by the complainant 
from U. S. Atlantic and Gulf ports to 
ports in Indonesia in the period October 
6, 1948, through March 4, 1949. The 
examiner said that, in lieu of hearing, 
the parties stipulated the facts. 

Among others, the fact was shown 
that, while Huber was charged $37 for 
shipments of road rollers, an oil com- 
pany, which was making large shipments 
of oil producing machinery, materials 
and supplies for use on its Indonesian 
dil properties, obtained from the Atlantic 
and Gulf-Dutch East Indies Conference, 
.% $33 rate, applying on oil producing 
and refining machinery, materials and 
Suppiies, to apply also on road rollers, 
When the oil company informed mem- 
bers of the conference that unless this 
and other adjustments: in rates were 
adop'ed by the conference, the oil com- 
Pany would cancel its contract with con- 


of one share of Braniff for each 1% 
shares of Mid-Continent. 

Examiner Madden said the Mid-Conti- 
nent system complemented the north- 
south Braniff system. The described 
Braniff’s route system as built around a 
principal axis extending from Chicago 
through Kansas City and Oklahoma City 
to Fort Worth, Dallas, and Houston, Tex., 
with an east-west segment extending 
from Denver through Oklahoma City and 
Tulsa to Memphis, Tenn. The backbone 
of the Mid-Continent system, he said, 
extended from Minneapolis-St. Paul 
through Kansas City and Tulsa to New 
Orleans and Houston. Two legs extended 
into St. Louis, one of which made pos- 
sible a St. Louis-Kansas City-Omaha 
and “other cities-to-the-north” service 
and the other providing for a St. Louis- 
Twin Cities service through Des Moines 
and Rochester, he said. 

Braniff would be the surviving corpo- 
ration, the examiner said. 

He recommended that conditions re- 
lated to employes should be confined to 
provisions for the payment of displace- 
ment and dismissal allowances and ex- 
penses reasonably related to and in- 
curred in a change of station resulting 
from the merger, such claims to be per- 
mitted at any time within three years 
of the date of the board’s final order. 


FEDERAL MARITIME 
BOARD NEWS 





ference members and cease to ship on 
conference vessels. 

Examiner Jordan reviewed the circum- 

stances of the shipments, and bill of 
lading provisions which restricted the 
time in which claims might be filed. 
He said that no written notice of claim 
with respect to any of the shipments 
was ever presented to any of the respond- 
ents, except for a claim dated October 
6, 1950, with respect to shipments of 
October 6, 1948, and October 13, 1948. 
The complaint in the proceeding was re- 
ceived by the Federal Maritime Board 
on December 13, 1950, the examiner 
said. 
As to the shipments of October 6 and 
13, 1948, on which date freight charges 
were paid and right of action accrued, 
the complaint having been filed Decem- 
ber 13, 1950, more than two years after 
the right of action, the board was with- 
out jurisdiction to award reparation, the 
examiner said. 

As to a shipment of December 13, 
1948, when the right to action accrued, 
Examiner Jordan said the complaint 
having been filed December 13, 1950, the 
considerations and conclusions.in his re- 
port would include that shipment, “be- 
cause the day on which the right of ac- 
tion accrued is properly excluded from 
the computation of the period of limita- 
tion. Burnett v. Willingham L. & T. 
Co., 282 U. S. 437.” 

Turning the remainder of the ship- 
ments, transported on the Stoomvarrt 
and Ocean Steam Ship Co. vessels, after 
reviewing the contentions of counsel for 
the complainant, Examiner Jordon said 
that counsel for respondents asserted 
that before a finding could be made of 
undue, unjust or unreasonable prejudice, 
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preference or discrimination, it must be 
shown that a competitive relation ex- 
isted between the complainant and those 
shippers granted the favorable rate 
whereby complainant was injured, and 
that the Interstate Commerce Commis- 
sion had consistently upheld this princi- 
ple. 
Statutes Compared 


The examiner said that “with respect 
to this principle so upheld under section 
3 of the interstate commerce act,” coun- 
sel stated that the requirement of a 
similar construction for corresponding 
sections of the shipping act, 1916, was 
well established, citing U.S. Navigation 
Co. v. Cunard, 284 US. 474, and adding 
that the board and its predecessors had 
fully adopted those standards of com- 
petitive relation in their interpretations 
of sections 16 and 17 of the shipping act. 
After setting out cases cited, Examiner 
Jordan said that counsel for respondents 
stated that in the instant case there was 
no showing of any competitive relation- 
ship between complainant and _ those 
allegedly preferred, or that complainant 
suffered any competitive disadvantage 
and that, therefore, the present action 
must fail. 

Examiner Jordan said that, on the 
question of similarity of provisions and 
the requirement of similar construction, 
the court in United States Navigation 
Co. v. Cunard, 284 U.S. 474, had recog- 
nized that “similarity of construction” 
could not apply where there was “dis- 
similarity in the terms” of the statute. 
He added that there was similarity in 
the statutory requirements on the one 
hand for rail carriers and interstate and 
intercoastal water carriers subject to the 
intercoastal shipping act, 1933, but, on 
the other hand, different statutory re- 
quirements for carriers in foreign com- 
merce under the shipping act, 1916. 

He said that the facts in the Inter- 
state Commerce Commission cases cited 
were quite different from those in the 
instant case. 

“It is recognized,” said Examiner Jor- 
dan, “that unjust discrimination or un- 
due prejudice and preference must be 
clearly established and that effective 
competitive relation between the preju- 
diced and preferred shipper must exist 
before an award of reparation can be 
made. In the instant case complainant 
was shipping an identical commodity on 
the same vessels from and to the same 
ports and was therefore competitive. He 
was paying a substantially higher freight 
rate than his competitor and was there- 
fore unduly prejudiced and injured.” 

He said that the competitive condi- 
tions which counsel said compelled the 
adoption of the tariff item which gave 
the oil company the lower rate, resulting 
in a different freight rate based on the 
use of the article shipped, were not dis- 
similarity of circumstances and condi- 
tions within the meaning of the cases 
cited. After further review of the situa- 
tion, Examiner Jordan said that “sub- 
stantially similar circumstances and con- 
ditions” referred to the matter of car- 
riage, and that it did not include com- 
petition. Later he said that the Supreme 
Court had held that a difference in 
charges based on a difference in identity 
of shippers or the ownership of the goods 
shipped, or on other circumstances ir- 
relevant to the carrier service rendered, 
was unjust discrimination to shippers. 

“The service performed in transporting 
road rollers from U. S. Atlantic and Gulf 
ports to ports in Indonesia was precisely 
alike for both complainant and the oil 
company,” said the examiner. “The com- 
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plainant paid $37 and the oil company 
paid $33... .” 

Examiner Jordan said that counsel for 
respondents contended that since the 
bill of lading provisions limited the time 
within which to file claim to 180 days 
and to commence suit within one year 
after the cause of action accrued, and 
no claim was made and no suit com- 
menced within those periods of limita- 
tion, all the claims in the action should 
be dismissed. 


The examiner quoted section 22 of the 
shipping act, 1916, giving the F.M.B. 
power to award reparation if a complaint 
was filed within two years after the 
cause of action accrued, and after a dis- 
cussion of cases cited, said that “the 
time within which to bring suit upon an 
alleged violation of the shipping act, 
1916, stated in the act is paramount to 
any inconsistent provisions in shipping 
documents. A lawful statute in force at 
the time the contract is made is read 
into the contract and becomes part of it. 
The statute controls the contract power 
of the parties .. .” 


Examiner Jordan stated his findings 
as follows: 


“Upon consideration of all of such 
facts and circumstances and the legal 
questions raised it is concluded and 
found that the higher freight rate col- 
lected from complainant by respondents 
than they charged competitive shippers 
of road rollers and accessories from U. S. 
Atlantic and Gulf ports to ports in Indo- 
nesia were unduly prejudicial to com- 
plainant, unduly preferential to its com- 
petitors, and unjustly discriminatory 
between shippers and were in violation 
of sections 16 and 17 of the shipping act, 
1916, to the extent they exceeded the 
charges for like shipments from and to 
the same places; that complainant paid 
and bore the charges at the $37 rate and 
was damaged in the amount of the dif- 
ference between the $37 rate paid and 
the amount which would have accrued 
at the $33 rate; and that complainant 
is entitled to reparation as follows: 

“$1,468.14, with interest at 6% per 
annum, from respondent N. V. Stoom- 
vaart Maatschappij ‘Nederland’; and 
$634.90, with interest at 6% per annum, 
from respondent The Ocean Steam Ship 
Co., Ltd. 

“An appropriate order should be en- 
tered, directing respondents N. V. Stoom- 
vaart Maatschappij ‘Nederland’ and The 
Ocean Steam Ship Company, Ltd., to 
pay the above reparation to complainant 
and dismissing the complaint as to all 
other respondents.” 


Ocean Ship Agreements 


The Federal Maritime Board has an- 
nounced approval of the following con- 
ference agreements: 

No. 7828, between Det Forenede Damp- 
skibs-Selskab Aktieselskab, Copenhagen 
(The United Steamship Co., Ltd.), called 
the transatlantic carrier, and Bull-Insu- 
lar Line, Inc., called the West Indies 
Carrier. The agreement covers the trans- 
portation of general cargo on through 
bills of lading from loading ports of the 
transatlantic carrier in Norway, Sweden, 
Finland, Denmark, and Poland, to ports 
of call of the West Indies carrier in 
Puerto Rico, with transshipment at ports 


of New York, Baltimore, and Philadel- 
phia. 

No. 7843, between Iino Kaiun Kaisha, 
Ltd., Mitsubishi Kaium Kaisha, Ltd., 
Nissan Kisen Kaisha, Ltd., Toho Kaiun 
Kaisha, Ltd., Kokusai Kaiun Kaisha, Ltd. 
(Kokusai Line), called the transpacific 
carrier, and Waterman Steamship Corpo- 
ration, called the Puerto Rican carrier. 
The agreement is restricted to the trans- 
portation of cargo under through bills 
of lading from Japan, Korea, Formosa, 
Manchukuo, Manchuria, Siberia, China, 
Hongkong, Siam-Indo-China, Kwantung, 
and Philippine Islands to ports of San 
Juan or Ponce or Mayageuz in Puerto 
Rico, with transshipment at Seattle, 
Portland, San Francisco, Los Angeles 
Harbor, or Long Beach. 


Subsidy Recommended for 


Grace Combination Ships 


The service of six combination pas- 
senger and freight vessels on trade route 
No. 2 (U. S. Atlantic west coast of 
South America) has been required since 
January 1, 1947, to meet foreign-flag 
competition and to promote the foreign 
commerce of the United States, and 
payment of an _ operating-differential 
subsidy is necessary, says Examiner 
Robert Furness in a recommended de- 
cision in S-29, Grace Line, Inc.—Passen- 
ger and Freight Subsidy. 


The examiner said that the six ships 
were C2-SI-AJA combination freight 
and passenger vessels. He said they 
were of standard C-2 freighter design 
with the exception that additional pas- 
senger accommodations had been pro- 
vided by the construction of an upper 
deck over the regular midship housing, 
providing a total passenger capacity of 
52 persons instead of 12. 


Examiner Furness said that Grace 
sought by the construction of the addi- 
tional passenger space not passenger 
revenue, but advantages over its com- 
petitors in “getting cargoes.” He said 
that those advantages were far more real 
that the old shipping adage that “as 
goes the passenger so goes the freight.” 
Privileges were extended to passenger 
ships, such as priority in reception and 
docking at the ports, which expedited 
the turn-around and enabled the com- 
pany to cover the range with a smaller 
number of ships than would be neces- 
sary to move the traffic with freighters, 
the examiner said. 


The examiner added that the fact that 
doctors were on board combination ves- 
sels enabled them to pass quarantine at 
the dock rather than in the stream, as 
in the case of freighters, so that while 
medical authorities were checking pas- 
sengers and crew, longshoremen started 
rigging the ships. 

Those time-saving advantages were 
essential to the maintenance of fixed 
schedules, said Examiner Furness, and 
compared the round-trip time of the 
freighters, 56 days, with only 42 days for 
the combination ships, both types being 
16-knot vessels. He added that Grace 
had established itself as the dominant 
carrier on the route, carrying more than 
half of the freight and about 90 per 
cent of the passenger business. 


He said that the amount of subsidy 
was not in issue and that Grace was 
willing to cooperate with the board in 
developing the factual data sought, with- 
out prejudice to its rights under its ex- 
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isting operating-differential subsidy con- 
tract. 

The examiner found the operation at 
a sailing frequency of 50 to 52 weekl, 
sailings a year had been since January 
1, 1947, and was, necessary to meet for- 
eign-flag competition. 

He rejected a contention of counsel 
for the board that, as to the passenger 
service, foreign-flag operators did not 
constitute substantial competition for 
Grace’s combination service, that were 
it independent, the problem as to the 
passenger portion of the operation would 
be readily resolved in the negative, and 
that the passenger operation was simply 
in a different category, whose incidents 
of profits or loss bore no relation to what 
the foreign cargo operators did. 

Examiner Furness said foreign com- 
petitors were substantial competitors. He 
said what might be the case if Grace 
were an applicant for passenger subsidy 
alone was conjectural and not before 
the board, adding that the record did 
not support the statement that the pas- 
senger operation was in a different cate- 
gory from freight. The sole purpose of 
the passenger business conducted by 
Grace on the route was to develop its 
freight business he asserted, and that “it 
is an integral part of its competitive 
effort to obtain cargo.” 


F.M.B. Approves Subsidy 


For Far East Service 


The Federal Maritime Board has taken 
the first step toward final action on 
the applications of two steamship com- 
panies for government subsidies on 
trans-Pacific freight operations, by a 
decision in two consolidated proceedings 
identified as S-18, Pacific Transport 
Lines, Inc., and S-19, Pacific Far East 
Line, Inc. In that decision the board 
found that a subsidy should be granted 
each carrier. 

Their applications for subsidy covered 
service on what is known as service 2 
of trade route No. 29, California ports to 
Far East. Under the merchant marine 
act of 1936, the Maritime Board has au- 
thority under restricted circumstances to 
grant subsidies to companies which are 
American-owned and perform specific 
existing services on specified trade routes 
deemed necessary to the trade and com- 
merce of the United States. 

In its decision, the F.M.B. found that 
both applicants are operating “existing 
services” on the trade route involved as 
defined in the law, and that the granting 
of subsidies to both applicants would not 
give them “undue advantage” or “be 
unduly prejudicial” as against other 
American-flag companies operating on 
the route. 

Before the subsidies can finally be 
approved, a board announcement said, 
the companies must meet other require- 
ments of the board, none of which, how- 
ever, should require further hearings. 
The requirements are as to financial 
status, and ability, the board paid. The 
announcement continued: 


“In its application, Pacific Transport 
Lines asked a subsidy for from 26 to 32 
sailings annually for its five company- 
owned vessels. Pacific Far East sought 
a subsidy for from 47 to 57 sailings 
yearly of five company-owned vesscis 
and for five or six additional vessels, 
the number to’ be determined by tiie 
Maritime Board. 

“The application by Pacific Transport 
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Lines was filed June 27, 1949, and Pacific 
Far East’s on October 12, 1949. 

“The lengthy record compiled in the 
case involved extensive hearings in both 
San Francisco and Washington and com- 
prises 5,000 pages of testimony and 
an equal number of exhibit pages. 

“The trade route both applicants re- 
quested subsidies on is between Cali- 
fornia ports of Los Angeles and San 
Francisco and Yokohama, Osaka, Kobe, 
other Japanese ports (as traffic offers), 
Shanghai, other North China ports and 
ports in Manchuria and Korea (as traffic 
offers), Hong Kong, Manilla, Philippine 
Islands outports, French Indo-China 
and Siam (as traffic offers) ; with privi- 
lege of calls at ports of U.S.S.R. in Asia. 

“At present, however, portions of the 
route are closed to American-flag vessels 
because of government restrictions 
which prohibit U. S. merchant ships 
from trade with communist-dominated 
countries.” 


Alaska Rate Surcharge 


Draws New Complaint 


The Territory of Alaska, through the 
Department of Interior, has again asked 
that increased rates filed by the Alaska 
Steamship Co. and The Coastwise Line, 
be found unjust and unreasonable in vio- 
lation of the shipping act, 1916, as 
amended, and the intercoastal shipping 
act, 1933, as amended. 

In a pending proceeding involving in- 
creased rates, final action on a complaint 
was held up pending negotiations be- 
tween the parties. A motion by the re- 
spondents for dismissal of the order of 
investigation in that proceeding has been 
denied. 

In the latest complaint, No. 721, the 
attack is on a surcharge of 15 per cent 
which became effective March 1. The 
new complaint asserted that the 1951 
increases by Alaska Steamship were un- 
just and unreasonable because they were 
part of an attempt to obtain a 20 per 
cent across-the-board increase, and were 
discriminatory against “town freight.” 
At the Department of Interior, it was 
said that the phrase “town freight” was 
used to distinguish consumer goods gen- 
erally from items for use in industry, for 
example, the shipping industry. 


The complainant asserted that, with 
the 20 per cent increase complained of 
in No. 711, Alaska Steamship Co.—In- 
creased Rates, the 15 per cent surcharge 
brought Alaska Steamship’s rate in- 
creases to 35 per cent in less than 12 
months. The latest increase would have 
“a substantial and detrimental effect” 
on the cost of living in the Territory 
of Alaska, the complainant said. It asked 
suspension of the surcharge pending a 
hearing in Alaska, and that the Federal 
Maritime Board undertake a general 
probe of rates and fares charged by the 
respondents. 


F.M.B. Personnel Changes 


The Federal Maritime Board an- 
nounces that Lloyd Tibbott has been 
named Chief, Regulations Office, suc- 
~ Ralph W. Hallett, who has re- 
lred. 

The announcement said that Mr. Hal- 
lett would serve as a part-time consult- 
ant to the board. 

Examiner Robert Furness has been 
loaned by the board, under the auspices 


of the Mutual Security Agency. to the 
government of the Philippine Islands, to 
assist in setting up an agency to handle 
maritime matters in the Islands. 


Need for Vessels in 
African Trade Cited 


Examiner C. W. Robinson, in a recom- 
mended decision in M-52, Farrell Lines, 
Inc., says that the Federal Maritime 
Board should find and certify to the 
Secretary of Commerce the need to bare- 
boat charter two Victory-type dry-cargo 
vessels owned by the government for op- 
eration on trade route No. 15-A, be- 
tween United States Atlantic ports and 
ports in South and East Africa. 

He said that there had been no oppo- 
sition to the application at the hearing. 

Examiner Robinson said that, because 
of intensification of the inland trans- 
portation problem in East Africa, where 
he said the railroads were called on in 
World War II to handle large quantities 
of strategic materials, but were cut off 
from normal railroad equipment, there 
was a serious bottleneck at the ports. 
This, he said, caused a lengthening of 
the normal average turn-around of the 
applicant’s vessels, so that it was not 
able to maintain its schedules, and found 
itself without vessels for either its April 
30 or May 10 sailings. 

The examiner said that, as far as ap- 
plicant’s witness knew, all other lines 
in the trade were running full. He said 
it must be concluded, under all the cir- 
cumstances, that the service under con- 
sideration would not be adequately 
served without the use therein of the 
two vessels sought by the applicant. 


U.S. Lines Subsidy Upheld 


The Federal Maritime Board, by an 
order in S-21, United States Lines Co., 
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Operating-Differential Subsidy (Trade 
Route No. 8, Service 2), has confirmed 
without change its report of January 7 
in that proceeding, in which it approved 
a@ subsidy contract for the applicant 
(T.W., Jan. 12, p. 53). 

Waterman Steamship Corporation had 
petitioned for reconsideration. The 
board said that the question of adequacy 
of service aS a necessary element in 
making findings under section 605(c) of 
the merchant marine act, 1936, as 
amended, had ben discussed in its report 
in S-18, Pacific Transport Lines, Inc., 
Operating-Differential Subsidy Trade 
Route 29, Service 2), and S-19, Pacific 
Far East Line, Inc., Same. Section 
605(c) of the merchant marine act pro- 
hibits the making of subsidy contracts 
without consideration of the adequacy 
of existing services on a trade route. 


The board also said that adequacy 
of service of the trade route involved in 
S421 might be considered by it under 
other sections of the act prior to making 
a subsidy contract with the applicant. 
It added that all other matters discussed 
in the Waterman petition had been fully 
considered. 


Broker Rule Hearing Set 


The Federal Maritime Board has as- 
signed for hearing before Examiner A. L. 
Jordan, May 12, in the Main Post Office 
and Court House Building, San Fran- 
cisco, Calif., No. 718, Joint Committee of 
Foreign Freight Forwarders Associa- 
tions, et al. v. Pacific Westbound Confer- 
ence, et al., and No. 719, Pacific Coast 
Customs and Freight Brokers Associa- 
tion v. Same. 


The case involves complaints against a 
tariff rule restricting payments to brok- 
ers. The board recently rejected peti- 
tions and motions that the rule not be 
carried out until it had been approved 
by the board (T.W., April 12, p. 61). 
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District Court Reimposes 
Anti-Strike Ban on Three 
‘Ops’ in Railroad Dispute 


Federal Judge Emerich B. Freed, 
of the U.S. district court at Cleve- 
land, O., on April 15 granted the fed- 
eral government’s request for a pre- 
liminary injunction to continue in 
effect a prohibition, under a tempo- 
rary injunction issued March 11, 
against a strike by railroad employes 
represented by three “operating” 
brotherhoods (T.W., April 12, p. 62). 

The unions against which the district 
court’s injunction order is directed are 
the Brotherhood of Locomotive Engi- 
neers, the Brotherhood of Locomotive 
Firemen and Enginemen, and the Order 
of Railway Conductors. The temporary 


injunction of March 11 was issued after 
members of those three unions had en- 





gaged in a work stoppage on the New 
York Central Railroad (lines west of 
Buffalo, N.Y.) and the Terminal Rail- 
road Association of St. Louis. 

Evidence and arguments that Judge 
Freed considered before issuing the pre- 
liminary injunction were presented in the 
course of a hearing that lasted seven 
days and ended April 4. In that hear- 
ing, attorneys for the brotherhoods con- 
tended that the strikes on the New York 
Central and Terminal Railroad Associa- 
tion properties did not constitute an 
emergency that warranted issuance of 
a court injunction, since, according to 
the unions, alternate routes and alter- 
nate means of transport were available. 

Edward H. Hickey, attorney in the 
claims division of the Department of 
Justice, who conducted the government’s 
presentation in support of the petition 
for the preliminary injunction at Cleve- 
land, said that the preliminary injunc- 
tion would remain in effect—possibly for 
a period of several weeks—until after the 
district court at Cleveland had held a 
hearing on the government’s plea for a 
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permanent anti-strike injunction against 
the three “ops.” Justice Department at- 
torneys associated with Mr. Hickey in 
presentation of the government’s case 
were John G. Roberts and J. H. Rosen- 
berg. 

In his five-page opinion granting the 
preliminary injunction, Judge Freed said 
the law did not contemplate that “the 
burden of resolving the differences” be- 
tween labor and management should be 
imposed on the courts. 

“The courts must not and should not 
be used as instruments to impel collec- 
tive bargaining in good faith,” he said. 

He said that his injunction was not 
“the solutign to the dispute over wages 
and working conditions which has existed 
for a period of three years;” that it was 
the duty of “the government, the rail- 
roads, and the unions involved” to find 
a solution. He wrote that the district 
court must, “in the interests of national 
safety, exercise its power to prevent ir- 
reparable injury” by granting the in- 
junction requested by the government. 

In a statement he issued in Washing- 
ton, J. P. Shields, grand chief engineer 
of the Brotherhood of Locomotive Engi- 
neers, asserted that “in the light of the 
Cleveland decision and the seizure of 
the steel industry (by the federal gov- 
ernment), this nation is faced with the 
spectre of continuing the expanding in- 
voluntary servitude unless present sei- 
zure tactics are wiped out on constitu- 
tional grounds.” 

Spokesmen for the brotherhoods in- 
dicated that the decision of the district 
court at Cleveland would be appealed. 


Malone Firm Files Court 
Complaint Against I.C.C. 


Malone Freight Lines, Inc., Birming- 
ham, Ala., has asked a federal district 
court to set aside orders of the Commis- 
sion requiring Malone to cease and desist 
from certain radial motor carrier opera- 
tions involving “tacking” of rights which 
the Commission found to be performed 
— authority (T.W., Sept 8, 1951, 
p. 22). 

The suit was filed in the Alabama 
northern district, southern division, in 
civil action No. 6941, Malone Freight 
Lines, Inc. v. United States of America, 
- the Interstate Commerce Commis- 
sion. 

It asked for a restraining order, a tem- 
porary injunction, and a permanent in- 
junction setting aside the Commission’s 
orders in MC-C-1132, Akers Motor Lines, 
Inc., et al. v. Malone Freight Lines, Inc. 
Malone asked for a statutory three-judge 
court. 

The complainant alleged that the 
Commission’s order was arbitrary, ca- 
pricious, and unlawful in that it, unless 
restrained by the court, would require 
Malone, on and after April 15, 1952, to 
cease and desist from further conducting 
certain operations authorized by its cer- 
tificate obtained from the Commission. 

Malone said that’at present it had in- 
vested in its business approximately 
$1,000,000 and was employing approxi- 
mately 194 persons. It said that if the 
cease and desist order was permitted to 
become effective April 15, it would be 
forced to dispose of many vehicles and 
other property and be faced with the 


necessity of releasing certain of its em- 
ployes. It said it would also lose con- 
siderable traffic. 

By an order of the Commission by 
Commissioner Lee in MC-C-1132, the 
effective date of the Commission’s order 
was further postponed from April 15 to 
June 15. It said the court had requested 
it. 


Coast-to-Coast Air Order 
Enjoined by D.C. Court 


The Court of Appeals for the District 
of Columbia has enjoined enforcement 
of a Civil Aeronautics Board order ap- 
proving Miami to west coast through air 
service, issued in No. 1102, et al., South- 
ern Service to the West Case (T.W., 
April 12, p. 60). 

In that proceeding, the board approved 
agreements between Eastern Air Lines, 
Inc., Braniff Airways, Inc., and Trans- 
World Airlines, Inc., which would pro- 
vide through one-plane service between 
Miami, Fla., and Houston, Tex., via 
Tampa, Fla., on Eastern’s route No. 10, 
between Houston and Amarillo, via Dal- 
las and Fort Worth, on Braniff’s route 
No. 9, and between Amarillo and points 
to the west coast on T.W.A.’s route No. 2. 

Almost immediately, at the request of 
National Air Lines, Inc., the District of 
Columbia appeals court issued a five-day 
stay, and after hearing April 11, en- 
joined the order pending hearing on the 
merits of the case. 

The court’s order was issued in No. 
11383, National Air Lines, Inc., v. Civil 
Aeronautics Board, et al. 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 


Secretary of the Commission concerning 


prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
rules and regulations thereunder, appear 
below. 





Pennsylvania eastern district, at Phila- 
delphia. Douglas Stearly, Trappe, Pa., 
was fined $625 following entry of his plea 
of nolo contendere to an information 
charging the defendant with operating 
as a common carrier of property for 
compensation without a Commission cer- 
tificate. The fine was required to be 
paid. 

% a oo 

Tennessee middle district, Nashville 
division, at Nashville. William C. Wood- 
ward, Springfield, Tenn., on April 1, was 
fined $600 following entry of his plea of 
guilty to an information charging him 
with operating as a common carrier of 
property without authority obtained from 
the Commission. The fine was required 
to be paid. 

a ak HE 

Oregon district, at Portland. Hunt 
Transfer Co., Inc., Portland, Ore., on 
March 20, was fined $150 following entry 
of a plea of guilty to an information 
charging the defendant, a common car- 
rier of household goods, with transport- 
ing property for compensation without 
a Commission certificate authorizing the 
particular operations described. The ‘ine 
was required to be paid. The proceeding 
was kased on the allegation of the Com- 
mission that the defendant had trans- 
ported uncrated store fixtures from Port- 
land to retail stores located in several 
points in Idaho without authority, inas- 
much as the defendant’s authority to 
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serve points in Idaho was limited to the 
transportation of household goods as 
definec by the Commission. 

e * * 

Utah district, northern division, at 
Salt Lake City. A permanent injunction 
was entered March 28 enjoining Wasatch 
Motors, Ogden, from transporting or un- 
dertaking to transport persons, as in- 
dividuals or in groups, for compensation, 
until there was in force with respect to 
the defendant authority from the Com- 
mission to perform such transportation. 
The defendant was charged with engag- 
ing in such transportation without op- 
erating authority. 

“ * oa 

Pennsylvania eastern district. Tornet- 
ta’s Motor Trucks, Conshohocken, Pa., 
was fined $1,175 following entry. of its 
plea of nolo contendere to an informa- 
tion charging it with operating as a 
common carrier of property for compen- 
sation without a Commission certificate. 
The fine was required to be paid. 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 


Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


United States District Court, N. D. Flor- 
ida, Pensacola Division 


Railroad carrier could absorb switch- 
ing service charges only if permitted to 
do so by its tariffs. Interstate Commerce 
Act, Sec 6(7), 49 U.S.C.A. Sec. 6(7). 

Where there is any ambiguity in lan- 
guage in railroad tariff, tariff must be 
construed against railroad and in favor 
of shipper. Interstate Commerce Act, 
Sec. 6(7), 49 U.S.C.A. Sec. 6(7). 

Where traffic between certain terminals 
could not move, at same or lower line- 
haul rates, exclusively over alternate 
route, and certain railroad only could 
handle traffic between certain inter- 
mediate points, there was not such com- 
petition within tariff regarding absorp- 
tion of switching charges as required 
railroad to absorb switching charges. 
Interstate Commerce Act, Sec. 6(7), 49 
US.C.A. 6(7). 

Where railroad changed its tariff so 
as to authorize absorption of switching 
charges shortly after case arose involving 
such charges, court could not make that 
change retroactive and apply it to case 
in question. 

Even if published railroad tariff were 
in violation of long and short haul clause 
of Interstate Commerce Act, railroad 
was required to collect rates prescribed 
in the published tariffs. Interstate Com- 
merce Act, Sec. 4, 49 US.C.A. Sec. 4. 
(Louisville & N. R. Co. v. St. Regis Paper 
Co., 102 F.Supp. 713). 


SHIPPING DECISIONS 


Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Publishing Company, St. 


Paul, Minn. Copy- 
right, 1947, by West 


Publishing Company. 


United States District Court, E.D. 
Louisiana, New Orleans Division 
Admiralty court had jurisdiction of 


libel by insurance company against 
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carrier for damage to shipment of goods. 

Recital in a bill of lading that ship- 
ment is in apparent good order is not 
contractual and does not amount to 
warranty as between immediate parties, 
and carrier is free to prove the con- 
trary. 

Where goods were received by carrier 
in apparent good order and condition 
and were delivered in damaged con- 
dition, carrier had burden of showing 
that damage was occasioned by one of 
the perils from which it was exempted 
by bill of lading. 


In libel against carrier for damage 
to aspirin as result of breakage and 
wetting of barrels, evidence did not 
establish that damage was occasioned 
by peril from which carrier was ex- 
empted by bill of lading. 

Where shipper had executed letter of 
guaranty agreeing to hold carrier harm- 
less against damage with respect to bar- 
rels which it had been necessary to 
recooper, carrier was not liable for loss 
from breaking of such barrels. (Orient 
Ins. Co. v. Flota Mercante Del Estado, 
102 F. Supp. 729). 


* % % 


United States District Court, S.D. New 
York 


Where goods have been loaded on 
ocean carrier in good condition and out- 
turned damaged, carrier, in order to 
avoid liability, shipowner must prove 
that harm resulted from excepted cause 
for which carrier was not liable, or that 
carrier exercised due diligence to avoid 
and prevent harm. Carriage of Goods 
by Sea Act, Secs. 3, 4, 46 U.S.C.A. Secs. 
1303, 1304. 


Shipowner who seeks to avoid liabil- 
ity for cargo damage by defense of sea- 
worthiness must have exercised due 
diligence to see that vessel was sea- 
worthy at point at which cargo was 
loaded. 

Where water damage had been sus- 
tained on previous voyage on which it 
was discovered that hatch gasket was de- 
fective, failure to repair gasket before 


commencing voyage on which libellant’s 
cargo sustained water damage was lack 
of due diligence which precluded ship- 
owner’s defense of seaworthiness. 


In libel in admiralty to recover for 
water damage to cargo of libellant, evi- 
dence established that damage had not 
_ result of unusually heavy seas or 
storms. 


Express company which handled de- 
tails of shipment, procured overseas 
transportation by carrier, and paid all 
charges therefor, and which received 
reimbursement from owner of cargo and 
payment for fee for its services, was 
hot carrier but was merely forwarding 
agent and, as such, was liable only for 
its own negligence. 

Fact that express company which had 
been forwarding agent of owner of cargo 
on previous shipment had _ suggested 
that owner modify its letter of credit to 
allow express company to issue its own 
bill of lading and to prescribe different 
route for shipment did not make express 
company carrier and impose liability for 
negligence in connection with water 
damage to cargo while at sea, notwith- 
Standing fact that express company had 
More authority and discretion on second 
Shipment than on first. 

Negligence, if any, of forwarding agent 
of purchaser of cargo in accepting bill 
of lading calling for discharge of ship- 
ment at New York instead of Boston, in 


absence of any casual connection between 
such negligence and water damage to 
carge, afforded no ground for recovery by 
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purchaser against forwarding agent. (J. 
C. Penney Co. v. American Express Co., 
102 F. Supp). 742. 
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1.C.C. Members Unanimously Oppose. 
Revision of Rail Rate-Making Rule 


Majority, in Analysis of Language of Proposed Substitute for 


Quick Rail Rate-Increase Bill, Calls Proposed Test as to Rate 


Reasonableness ‘Poetic.’ 


Members of the Commission were 
unanimous in their opposition to S. 
2519, the proposed revision of the 
rail rate-making rule, though their 
objections to S. 2518 and an amend- 
ment “in the nature of a substitute” 
for that so-called quick rail rate- 
increase bill differed in form and in- 
tensity (T.W., April 12, p. 15). 


The report of the Commission majority 
on S. 2518 and the Johnson amendment 
thereto of March 26 and on S. 2519, pre- 
pared at the request of the Senate inter- 
state and foreign commerce committee 
and written by Commissioner Aitchison, 
as acting chairman of the Commission, 
set forth the Commission’s opposition to 
S. 2519 in a brief concluding paragraph: 

“All members of the Commission join 
against the repeal or the rewriting of 
paragraph (2) of section 15a as proposed 
in S. 2519.” 

In discussion of the proposed substi- 
tute for S. 2518 in the Commission ma- 
jority’s report, it was stated that in the 
substitute bill the following language 
would accomplish repeal of the Commis- 
sion’s power to suspend what might 
appear as obviously unlawful in a tariff 
providing for an increase of the rates 
of a group of railroads: 


“Notwithstanding the provisions of 
section 15(7) of this part, the Commission 
shall have no power to suspend the 
operation of any such schedule or to 
defer the taking effect of the increased 
rates, fares, or charges established there- 
by, but any schedule or schedules filed 
and made effective in accordance with 
the provisions of this section shall be 
subject to investigation by the Commis- 
sion upon complaint or on its own motion 
and to such action by the Commission 
as, after hearing, it may determine to 
be proper under other provisions of this 
part.” 

Question of Rate Readjustment | 


After calling attention to the provision 
of the foregoing sentence beginning with 
the words “but any schedule,” the Com- 
mission said that if the proposed amend- 
ment ended with the sentence quoted, 
it might be assumed that the Commis- 
sion, though its suspension power would 
be effectively repealed, would still be left 
with authority to investigate the lawful- 
ness of the imposed increases and to 


Alldredge Finds Many Flaws in Measure. 


order a readjustment of any relationships 
resulting from the applied schedules 
where the application had been found to 
be in violation of any provision of the 
act. 

“But no such power is left in the Com- 
mission by this proposed amendment,” 
wrote Acting Chairman Aitchison. “For 
the very next sentence would read: 


“If in any such investigation the Com- 
mission, after’ full hearing, shall deter- 
mine that any rates or charges published 
in such schedule or schedules are un- 
justly discriminatory or unduly prefer- 
ential of or prejudicial to any class or 
classes of shippers or traffic because of 
exemptions or variations from the in- 
crease made in rates and charges gen- 
erally, or shall determine that the rates, 
fares, or charges published in said sched- 
ule or schedules will produce revenues in 
excess of those necessary to enable the 
carriers, under honest and efficient man- 
agement, to provide, in the interest of 
the nation and the general public, ade- 
quate and efficient service, establish and 
maintain sound credit, attract equity 
capital, take advantage of technological 
developments, and advance and improve 
the art of transportation, it may, by ap- 
propriate order, reauire that such sched- 
ule or schedules be modified to the ex- 
tent determined by it to be necessary to 
remove such. unjust discrimination or 
such undue preference or prejudice, or 
to prevent any such excess revenues, or 
both.’ ” 


‘Substitute’ for Section 1 to 4 


“This sentence would clearly be a sub- 
stitute for sections 1, 2, 3 and 4 of the 
act, insofar as the effect upon the rate 
structure of any changes in rates in- 
volved in any schedule authorized by 
this proposed amendment. 


“Sections 2 and 3 would be limited by 
this proposed bill.. There would be sub- 
stituted for the provisions of section 1 
and related sections as to rates being 
just and reasonable the following pro- 
vision: 

“««,. . or shall determine that the 
rates, fares, or charges published in 
said schedule or schedules will produce 
revenues in excess of those necessary to 
enable the carriers, under honest and ef- 
ficient management, to provide, in the 
interest of the nation and the general 
public, adequate and efficient service, 
establish and maintain sound credit, at- 
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tract equity capital, take advantage of 
technological developments, and advance 
and improve the art of transportation, it 
may, by appropriate order, require that 
such schedule or schedules be modified 
to the extent determined by it to be 
necessary to remove such unjust discrim- 
ination or such undue preference or 
prejudice, or to prevent any such excess 
revenues, or both.’ 

“You will note that the sentence just 
quoted concludes with some very gen- 
eral language: ‘. P . to remove 
such unjust discrimination or such un- 
due preference or prejudice, or to pre- 
vent any such excess revenues, or both.’ 


Nullification of I.C.C. Powers 


“This language will no doubt be cited 
to convince those who are disturbed by 
the provisions of this amendment that 
the act is not being substantially 
amended. This language would make 
certain that the powers of the Commis- 
sion referred to above would be clearly 
nullified. This language appears to ex- 
press the purpose of the interstate com- 
merce act as it now is administered and 
has been administered for many years. 
But really it is so modified by what goes 
before in the same sentence in which 
it is used as to deprive it of its most 
generally accepted meaning. 

“The average reader might think that 
the Commission could apply to those 
increases sections 2 and 3 as they are 
now understood, whereas the sentence 
just quoted would limit the application 
of sections 2 and 3 merely to the dif- 
ference betwen the general increases of 
the schedules and hold-downs provided 
in the same schedules. 

“The reader also might infer from this 
language that section 1 as it has been 
administered would be applied in test- 
ing the rate on any commodity or com- 
modities resulting from any change in- 
volved in a schedule authorized by the 
amendment, but the Commission would 
have no such authority if this amend- 
ment were enacted. It would be limited 
to testing whether or not the revenue 
desired and forecast by the manage- 
ment and provided in the increases in- 
cluded in the schedule which would be 
authorized by the amendment, would be 
greater than the management had es- 
timated or needed under the new tests 


which are again spelled. out in the 
above-quoted sentence. 
“The remainder of the proposed 


amendment purports to deal with the 
burden of proof as being left upon the 
rail carriers and with the right to obtain 
reparations. This language, too, is in the 
nature of a smoke screen. The burden 
of proof, it will be argued, is to be upon 
the carriers in any investigation made 
upon complaint or upon the Commission’s 
own motion. This amendment clearly 
eliminates from such investigation the 
reasonableness of rates as now defined 
in section 1; or unjust discrimination or 
undue preference or prejudice as now 
defined in sections 2 and 3, except as to 
the very narrow issue as to the relation- 
ship between general increases provided 
in a schedule filed by the railroads and 
‘hold-downs’ contained in the same 
schedule. Moreover, reparations referred 
to would not be as now awarded. Dam- 
ages for charging unjust and unreason- 
able rates as those terms are now under- 
stood and applied would not be ad- 
judged, but instead the Commission 





would be called upon to estimate and 
order a refund of what the management 
under this amendment might take, over 
and above that they had thought neces- 
sary to take, for ‘sound credit, attract 
equity capital, take advantage of tech- 
nological developments, and advance 
and improve the art of transportation.’ 
Such a test would be as indefinite as it 
is poetic .. .” 

Commissioner Alldredge, in his separate 
statement of views about S. 2518, said it 
was his position, “based upon compelling 
evidence gained from my own personal 
experience,” that no change of any kind 
in the law with respect to the initiation 
of rates was necessary or desirable. He 
contended that it was in the interest of 
both the railroads and the public to 
subject proposals for general increases 
in the transportation rate structure of 
the country to an adequate pre-exam- 
ination by the Commission before they 
became effective. The Commission al- 
ready had sufficient latitude under the 
law to adjust its procedures so as to 
meet the exigencies of any given situa- 
tion, he maintained. 

“There are many outstanding orders 
affecting rates, some of wide scope, which 
were made upon adequate records and 
designed to prescribe maximum rates, 
to correct maladjustments, or to remove 
proven discrimination, prejudice, or 
preference,” wrote Commissioner All- 
dredge. “Large business investments may 
well have been made on the strength 
of such orders or substantial rights 
otherwise accrued. I do not believe 
these orders should be disturbed with- 
out adequate consideration beforehand. 

“Any proposal to change the procedure 
of the Commission presents a serious 
question because it has been developed 
over a period of 65 years under the com- 
mand of the statute that ‘the Commis- 
sion shall conduct its proceedings under 
any provision of law in such manner 
as will best conduce to the proper dis- 
patch of business and to the ends of 
justice.’ 


Administrative Procedure Act 


“The Congress has only recently en- 
acted, after long and careful consid- 
eration, a code of laws, known as the 
administrative procedure act, designed to 
standardize the procedure before all regu- 
latory agencies and to assure ‘to each 
and every litigant a fair hearing and 
adequate opportunity to present his views 
in matters affecting his rights and 
interests. This law followed in sub- 
stantial measure the procedure which the 
Interstate Commerce Commission had 
evolved over the years. 


“The fact should not be overlooked, in 
my judgment, that when the establish- 
ment of the Interstate Commerce Com- 
mission was under consideration by Con- 
gress in the 1880’s a fear was generally 
expressed, particularly by the railroads, 
that such an agency would run rough- 
shod over recognized legal formalities 
and would deprive those subject to its 
jurisdiction of their full Constitutional 
protection. These fears proved ground- 
less, however, largely because of the care 
and intelligent direction with which the 
procedure of the Commission was fash- 
ioned under the statutory mandate. 


“This procedural system, it should be 
said, was built up on the theory that both 
the carriers and their patrons have cer- 
tain rights as well as obligations and 
responsibilities, and that both should be 
accorded fair treatment. 


“The bill before the committee pro- 
poses to change the established proce- 
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dure—not for both patrons and railroads, 
but only for the railroads. Any one- 
sided change in established procedure 
would run a serious risk of unbalancing 
the respective equities of railroads, on 
the one hand, and shippers and travelers 
on the other which it might take years 
to correct.” 
Specific Objections 

Commissioner Alldredge stated his ob- 
jections to S. 2518 “specifically” as fol- 
lows: 

“This bill, if enacted into law, would 
introduce a disturbing and disintegrating 
influence in the field of railroad regula- 
tion. The pyramiding of general rate 
increases, over-riding as it would many 
important outstanding orders of the 
Commission, without any degree of pre- 
examination permissible under this pro- 
posal would render the whole transpor- 
tation rate structure suspect, even under 
the power to make revisions, and would 
inevitably build up in the mind of the 
rate-paying public suspicions and resent- 
ment. 

“The language in this bill intended to 
authorize examination of the rate struc- 
ture after rates have been increased is, 
in reality, a limitation upon the Com- 
mission’s existing rate powers. The Com- 
mission presently has more authority 
under the‘act to investigate and revise 
the rate structure than this bill extends. 

“The mere time consumed in effecting 
adjustments would also place many ship- 
pers in a difficult and insecure position. 
Any such examination would require a 
full hearing, at which many complaints 
against the rates being charged un- 
doubtedly would have to be considered. 
It is not unlikely that the amount of 
detailed evidence to be received would 
exceed, in the aggregate, the volume of 
the testimony in recent rate-level pro- 
ceedings. At best, shippers would be 
without protection for at least many 
months. The uncertainty which shippers 
feel while rate increases are pending be- 
fore the Commission would be less than 
that felt while rates are undergoing post- 
examination. 

“The only redress for grievances suf- 
fered by shippers in this period would be 
through the medium of reparation, and 
this is not authorized by S. 2518. The 
bill as originally drawn and as amended 
does not mention unreasonable rates in 
an individual sense; its condemnation 
of discrimination falls far short of that 
embodied in section 3(1) of the act; but, 
more importantly, the language of the 
bill is prospective in tenor and scope, 
which would exclude the idea of repara- 
tion or any other form of retroactive 
application. 

“The prevailing general harmony be- 
tween federal and state regulation of 
railroad rates which Congress, after long 
and painstaking investigation, pioneered 
in the transportation act of 1920 would 
also be seriously disturbed if this bill 
should become a law. The states would 
have no justifiable grounds in the future 
for cooperating in the prompt effectua- 
tion of increases on intrastate traffic to 
correspond with those made on inter- 
state traffic as they now have, and have 
had since 1920, under cooperative proce- 
dure with the Interstate Commerce Com- 
mission. It is true, of course, that this 
cooperation has not been 100 per cent 
effective, but it has been beneficial. 

The states must be reckoned with in 
assuring the rail carriers adequate reve- 
nues, not only because they control di- 
rectly 15 to 20 per cent of railroad reve- 
nues, but also because of the competi- 
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tion between interstate and intrastate 
routes for the movement of traffic. In 
many instances, the interstate rates 
could not be effectively increased until 
the rates over competitive intrastate 
routes were likewise increased. Examples 
are rates between New York City and 
Buffalo, N.Y., or between Memphis, on 
the one hand, and Chattanooga, Knox- 
ville, and Bristol, Tenn., on the other. 
The findings required as a prerequisite 
to the exercise of federal control over 
intrastate rates cannot be made without 
a hearing by the Interstate Commerce 
Commission. Some railroads have ex- 
pressed concern also over delays which 
they have experienced in securing gen- 
eral increases in intrastate rates. 

“This bill would destroy the logical 
foundation upon which the grant of im- 
munity from the anti-trust laws was 
extended to the railroads (and other 
common carriers) in 1948 through the 
passage of the Reed-Bulwinkle law, now 
section 5a of the interstate commerce 
act. That law rests—at least, in sub- 
stantial measure—on the theory that 
adequate regulatory controls are provided 
and exercised over transportation rates. 
S. 2518 would weaken such controls to 
a serious degree. 


‘Leeway’ for Carriers 


“Much has been said about the Com- 
mission’s substituting its judgment for 
that of management as to the revenue 
effects of proposed increases in rates. 
The fact is that the Commission has al- 
ways given the carriers considerable 
leeway in this respect, as is shown 
by repeated references in its decisions 
to the possibility that given rates may 
have to be reduced from the authorized 
level to enable the railroads to hold 
traffic against competition. 


“The issue the railroads have raised 
is bound up, however, with other con- 
siderations. As is shown by the mention 
in S. 2518 of ‘the best available estimates 
of revenues and expenses .. . covering 
the twelve-month period following such 
certification,’ forecasts of revenues and 
expenses are required to enable deter- 
mination of what net railway operating 
income or rate of return will be forth- 
coming under given increases. As past 
proceedings have shown, experts, in- 
cluding those connected with railroads, 
disagree, often greatly, in their fore- 
casts. The questions are largely eco- 
nomic and necessarily involve matters 
which lie outside the transportation field. 
Railroad officials and employees are not 
the only experts in such matters and 
cannot expect shippers and other ele- 
ments of the public to accept their fore- 
casts as necessarily sound. The process 
of weighing diverse views is conducive 
to better results. In any event, pro- 
vision is made for Commission determin- 
ation of whether the rates as increased by 
the railroads ‘will produce revenues in 
excess of those necessary,’ etc. The final 
responsibility is the Commission’s and 
it would have to review the same factors 
as the railroads considered. The car- 
riers would be exchanging an immedi- 
ate advantage for the uncertain outcome 
of such a review. In any event, all this 
Tequires some type of hearing and ade- 
quate analysis of such rate proposals.” 


Railroad Seizure Legislation 


Companion bills to S. 2937, the Murray 
bill to amend the railway labor act so 
as to provide for, among other things, the 
establishment of a federal “board of con- 


trol” to take possession of and operate 
the railroads when labor disputes in the 
railroad industry require government 
seizure of the rail properties, have been 
introduced in the House by Chairman 
Crosser, of the House interstate and for- 
eign commerce committee, and Repre- 
sentative Wier, of Minnesota (T.W., April 
5, p. 67). The Crosser bill is identified 


as H.R. 7359; the Wier bill is H.R. 7323. 


Senator Johnson Regards 
Quick Rate-Increase Bill 
As ‘Dead’ Legislation 


Chairman Johnson, of the Senate 
interstate and foreign commerce 
committee, implied in a statement to 
a reporter on April 16 that there 
was no chance for favorable action 
by his committee on S. 2518, the so- 
called quick rail rate-increase bill. 


Asked whether he would comment on 
the Commission’s decision in Ex Parte 
175, Increased Freight Rates, 1951, au- 
thorizing, with a number of exceptions, 
the full 15 per cent increase in rates 
originally requested by the railroads, 
Chairman Johnson said he did not want 
to discuss the decision at the present 
time. He was then asked what effect 
he thought the Commission’s decision 
in Ex Parte 175 would have on the 
“quick rate-increase bill.” His answer, 
after a brief pause, was: 


“You can’t kill the dead.” 


An executive session of the Senate 
interstate and foreign commerce com- 
mittee that had been scheduled orig- 
inaliy for April 23 was being postponed 
a week, to April 30, it was announced 
at the committee’s offices. In that ses- 
sion the committee is expected to con- 
sider a number of the transportation 
bills that were the subject matter of the 
public hearings concluded by the com- 
mittee on April 9 (T.W., April 12, pp. 15 
and 21). Chairman Johnson, when in- 
terviewed on April 16, said he could not 
make a guess as to how soon the printed 
hearings on the transportation bills 
would become available. 

Every effort would be made to obtain 
the printed hearings—a separate volume 
for each of the bills considered—at the 
earliest possible date, but some delay was 
inevitable because of the fact that the 
printing of hearings on appropriation 
bills by the Government Printing Office 
had priority, and several volumes in the 
latter category were “in the works,” 
Chairman Johnson said. 


Railroad witnesses at the Senate com- 
mittee hearings took the position that 
favorable action by the committee and 
by Congress on S. 2518 and on S. 2519, 
proposing revision of the rail rate-mak- 
ing rule, was urgent. J. Carter Fort, 
vice-president and general counsel of 
the Association of American Railroads, 
described S. 2518 as “a bill designed to 
avoid the intolerable time-lag which oc- 
curs in adjusting railroad rate levels to 
increasing railroad operating costs.” He 
said that S. 2519 would amend the rate- 
making rule in section 15a of the inter- 
state commerce act “in such manner as 
to confirm the intent of Congress that 
railroad earnings should be adequate.” 
Both bills, he said, were designed “to 
overcome a deficiency or defect in the 
existing statute, as it has been and is 
being administered, which is undermin- 
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ing the system of transportation regula- 
tion.” 

After Chairman Johnson had objected 
to provisions of S. 2518, as originally in- 
troduced, with the contention, among 
others, that it did not make adequate 
provision for award of reparation to 
shippers in the event the rates published 
by the railroads under authority of the 
bill subsequently might be found by the 
Commission to be excessive, the railroads 
wrote an amended version of S. 2518, 
which Senator Johnson offered, by re- 
quest, on March 26. He offered, on April 
2, another amendment “in the nature of 
a substitute” for S. 2518, that the Na- 
tional Industrial Traffic League had pro- 
posed. On April 10, he made public an- 
other amendment (a revised version of 
S. 2518) that the Commission suggested 
(T.W., April 12, p. 15). 


Inquiry Into C.A.B., C.A.A. 
By House Group Advocated, 
After Cargo Plane Crash 


Representative Ross, of New York, 
has proposed, by introduction of 
H. Res. 601, an investigation of the 
Civil Aeronautics Board and the Civil 
Aeronautics * Administration by the 
House committee on interstate and 
foreign commerce or a subcommittee 
thereof. 


At the office of Representative Ross it 
was stated that one development. that 
had led to introduction of H. Res. 601 
was a cargo plane crash in the borough 
of Queens, Long Island, New York, the 
night of April 5, which had resulted in 
seven fatalities and the destruction of 
several homes. The crash occurred, it 
was said, as the plane was preparing 
to land at LaGuardia Airport. 

Under terms of the Ross resolution, 
the investigation of the C.A.B. and C.A.A. 
would be for the purpose of determin- 
ing why those agencies had “failed to 
establish and enforce adequate safety 
regulations for the protection of the 
public and the airline industry” and 
especially for the purpose of determin- 
ing why, according to Mr. Ross, the 
C.A.B. and C.A.A. had not established 
and enforced regulations to protect the 
health and life of the public in resi- 
dential or populous areas contiguous to 
airports from the hazards of low-flying 
planes.” 


Speaking in the House, Representative 
Beckworth, of Texas, chairman of the 
aviation subcommittee of the House in- 
terstate and foreign commerce com- 
mittee, said that Representative Klein, 
of New York, a member of the subcom- 
mittee, was conducting an inquiry at 
the scene of “the tragic accident in New 
York”—the cargo plane crash—that had 
occurred April 5. Mr. Beckworth said 
his subcommittee, in its investigation of 
“the series of accidents at Elizabeth, 
N.J.,” had held nine public hearings and 
seven executive hearings where testi- 
mony had been taken. 


Closing of the Newark airport at 3 
a.m., February 11, “two hours and 40 
minutes after the third accident,” and 
“the sympathetic attitude shown by the 
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subcommittee during its several visits 
to Elizabeth, N.J.,” said Mr. Beckworth, 
had done much to reassure the residents 
of that city and vicinity. 


“The very dangerous and hysterical 
atmosphere that prevailed in that area 
following these accidents,” he said, “has 
become less pronounced and many people 
in those localities are cooperating with 
the various committees that are seeking 
to find a solution to the problems con- 
nected with the low flying of planes over 
residential areas. . .” 


Senate Committee Receives Commission's 
Plea for ‘Penalty Per Diem’ Legislation 


Statement Urging Passage of Bill to Discourage Hoarding by Any 
Railroad of Freight Cars Owned by Other Lines Is Submitted to 


Interstate and Foreign Commerce Group by Commissioner Johnson. 


Enactment of legislation giving the 
Commission authority to establish 
“penalty per diem” charges for the 
use of freight cars in times of freight 
car shortages was needed “to further 
assist the Commission and the De- 
fense Transport Administration in 
utlizing more effectively the in- 
sufficient car supply of the nation,” 
said Commissioner Johnson, of the 
I.C.C., in a statement he filed with 
the Senate interstate and foreign 
commerce committee. 


Commissioner Johnson’s_ statement, 
made on behalf of the Commission, was 
made public by the Senate committee 
after it had concluded the receipt of oral 
testimony in its hearings on 36 trans- 
portation bills pending before it (T.W., 
April 12, p. 15). His statement dealt 
particularly with the provisions of S. 
1018, introduced by Senator Case, of 
South Dakota, and S. 2350, introduced 
by Senator Johnson, of Colorado, by re- 
quest, whereby section 1(15) of the in- 
terstate commerce act so as to author- 
ize, in emergencies involving freight car 
shortages, the imposition of special 
charges to promote efficient car service. 

In a letter concerning the statement 
he was submitting, Commissioner John- 
son told Chairman Johnson, of the Sen- 
ate committee, that participation in the 
hearing of an argument by the Com- 
mission’s Division 4 had made it im- 
possible for him to carry out his inten- 
tion of testifying orally before the com- 
mittee on April 9. 


Recommendation in Annual Report 


His statement, Commissioner Johnson 
said, was in support of the Commission’s 
recommendation, in its annual report for 
1951, that section 1(15) of the act should 
be amended “so as to authorize the Com- 
mission thereunder to determine the 
compensation to be paid and other terms 
of any contract, agreement, or arrange- 
ment for the use of any locomotive, car, 
or other vehicle not owned by the car- 
rier using it and whether or not owned 
by another carrier.” 

“Beginning in the 1930’s and continu- 
ing until World War II,” wrote Commis- 
sioner Johnson, “there was no such thing 
as ‘car shortage’ for, due to the depres- 
sion, railroad business was at an un- 
usually low ebb and there were vast sur- 
pluses of equipment. However, in the 
late 30’s business on the railroads im- 


proved and the surpluses began to dis- 
appear and had disappeared before the 
opening of World War II. 

“Prior to January 1, 1942, only 67 serv- 
ice orders had been issued by the Com- 
mission although the emergency powers 
of the Commission had been in effect 
more than 20 years. Since that time 
over 800 orders and several thousand 
amendments and corrections have been 
issued. In addition there were many 
thousand O.D.T. orders to minimize the 
effect of an inadequate car supply. For 
instance, one remembers the miracle of 
the transportation of petroleum by rail- 
road from points of origination to the 
east, tankers having been withdrawn 
from the seas because of submarines.” 


Almost ‘Annual Affair’ 


Commissioner Johnson recalled that in 
the years of World War II and in the 
post-war years car shortages had been 
frequent. He said it had “developed al- 
most into an annual affair” for him to 
be called before some committee of Con- 
gress “to give an accounting.” 

“The hearings boiled down to the fact 
that there were not enough cars,” he 
continued. “The late Senator Clyde Reed 
was very active and was a pillar of 
strength to me in mv efforts to increase 
the construction of cars. 


“In desperation I even advocated hav- 
ing cars built by the government and 
rented or leased to the railroads during 
times of shortage. My efforts amounted 
to naught in that respect. My last 
strenuous efforts were on May 16, 1950, 
when I appeared before the subcommit- 
tee of Senator Myers in hearings con- 
ducted under Senate Resolution 50.... 


“The railroads on March 1, 1952, had on 
order 97,199 cars. The total ownership 
of freight-carrying cars of Class I rail- 
roads and railroad owned and controlled 
refrigerator car lines on the same date 
was 1,758,790 as compared with 1,721,991 
a year ago. During the year 1951 a total 
of 89,277 cars were installed and 172,978 
cars were retired or scrapped. 


“T have long advocated a maximum 
ownership of 1,850,000 to 1,900,000 service- 
able freight cars. At the present rate of 
construction and scrapping, it will take 
10 years or more to obtain that num- 
Oe 


Commissioner Johnson said that, 
through issuance of service orders. the 
Commission had taken “stringent meas- 
ures” to increase efficiency by the rail- 
roads and shippers in car movement so 
as to offset the deficiency in car owner- 
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ship. He noted that penalty demurrag 
charges were imposed on shippers or 
receivers who delayed freight cars be- 
yond the free time allowed by taritlis. 


Effect of Penalty Demurrage 


“From rich. experience,” he said, “we 
have observed that when penalty de- 
murrage is applied it immediately helps 
the car supply.” 

Federal courts, including the Supreme 
Court, had upheld the Commission’s 
power to require penalty demurrage said 
Commissioner Johnson. 

“To further relieve the situation,” he 
continued, “it was our opinion that we 
should be granted authority to place 
penalty per diem charges against a :ail- 
road which has not provided itself with 
an adequate number of cars or is pirat- 
ing or hoarding cars belonging to other 
roads. 

“Penalty per diem is in effect a pen- 
alty against a railroad comparable to 
demurrage against a shipper who is de- 
laying a car. There is a _ difference, 
however. Demurrage is a penalty only 
on the cars being delayed whereas per 
diem is a penalty that will apply to all 
foreign cars on the line of which it 
happens to be and for this reason of 
course will necessarily be applied in 
lesser sums but the effect is exactly the 
same. Demurrage insures that the ship- 
per will load and unload his cars 
promptly and will insure that he does 
not order more cars than he can load 
or unload without delay. Penalty per 
diem will insure that a railroad will not 
under any circumstances hoard or retain 
on its line a foreign car for which it 
has not an urgent and immediate need. 


Data for Five Railroads 


Commissioner Johnson pointed to a 
tabulation showing the number of cars 
owned, the number “on line,” and the 
penalty cost to each railroad on the 
basis of $2 a car for each car on line 
in excess of cars owned by it, as of Feb- 
ruary 1, 1944, for five railroads, as fol- 
lows: 

Boston & Maine, 6,659 cars owned, 
11,067 on line, $8,816 penalty cost; New 
Haven, 10,333 cars owned, 21,739 on line, 
$22,816 penalty cost; Central of New 
Jersey, 12,383 cars owned, 22,924 on line, 
$21,082 penalty cost; Southern Pacific, 
24,274 cars owned, 64,712 on line, $38,876 
penalty cost, and Kansas, Oklahoma & 
Gulf, 91 cars owned, 333 on line, $484 
penalty cost. 

“Penalty per diem applied to all cars 
would run into millions of dollars a 
day,” said Commissioner Johnson, “but 
railroads which owned enough would 
collect a penalty charge for their cars 
that were off line while they paid for 
foreign cars in their possession and thus 
strike a balance. It would be expensive 
only for a railroad that doesn’t own an 
adequate supply of cars and depends on 
foreign cars. The railroad would not be 
hurt, however, if it retained on its line 
only the foreign cars which could be 
loaded, for in times of shortages it is 
alleged that a shipper able to secure a 
car for loading was able to sell it for 
as much as $100 or more. Increased per 
diem of $1 or $2 per day is not costly 
for a railroad when cars are in such 
demand. 

“Many arguments will be presented to 
this committee against authority being 
given to the Interstate Commerce Com- 
mission to-fix penalty per diem in times 
of car shortages. I anticipate that you 
will be told that in times of shortage 
the best means for the control of cars 
is through orders directed to railroads 
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with more than their ownership on line 
requiring them to deliver a certain num- 
per of empty cars each day to connec- 
tions for ultimate delivery to railroads 
with less than their ownership. I would 
not for one moment minimize the effi- 
cacy of such orders, which have often 
had the authority of the Interstate Com- 
merce Commission and still have that 
status. They are most effective, and I 
would not think of suggesting that they 
be curtailed or abbreviated in the least, 
but I state to you without hesitancy 
that they have not been sufficient. Cars 
in a period of shortage are still being 
hoarded in spite of these orders. Such 
orders are directed only to Class I rail- 
roads which have not only a great per- 
centage of cars over their ownership on 
line, but the percentage spelled out in 
cars is large numerically. The orders 
do not reach the hundreds of small and 
medium size roads that also have far 
over their ownership on line, in some 
cases aS much as 300 or 400 per cent, but 
not a tremendous number of cars per 
road. Penalty per diem will reach every 
single car and insure, as I have said, 
that no road, large or small, will retain 
one foreign car for which it has not 
immediate and pressing need.” 

An attachment to Commissioner John- 
son’s statement was a review of freight 
car shortage “history” from 1944 through 
1951. 

There were car shortages in 1944 in a 
period from the week of January 5 
through March 16 and in a period from 
the week of August 12 through the re- 
mainder of the year, with a maximum 
shortage of 7,926 cars of which 7,781 were 
box cars, as the daily average shortage 
in the week of February 5, he said. He 
stated that a shortage existed through 
1945, with a peak shortage of 19,397 cars 
a day, including 17,467 box cars, in the 
week of March 17. 

“During 1946,” he said, “a car shortage 
was experienced during the months of 
January through March . . Further 
shortages began the middle of June that 
year and continued throughout the rest 
of the year, reaching a peak in the week 
beginning November 2 of 39,089 cars, of 
which 24,187 were box cars... 

“In 1947 shortages existed except for 
the period May 31 through June 21... 
The peak shortage . . . occurred during 
the week beginning October 18 and 
amounted to 41,178 cars, of which 22,956 
were boxes ... 

“In 1948 a shortage existed during the 
period January 17 to March 20... An- 
other shortage began the week of July 3 
and continued through November, with 
@ peak of 22,091 cars, including 12,681 
box cars, for the week of October 30... 

“During 1949 no shortages were ex- 
perienced until the last week in Septem- 
ber and continued until the middle of 
November, with the peak of 11,764 cars, 
including 11,046 boxes, for the week be- 
ginning October 1... 

“No shortages to speak of were experi- 
enced in 1950 until the week of May 20 
and continuing through the rest of the 
year. A peak of 39,477 cars, including 
21,863 boxes, was reached during the 
week beginning August 26... 

“Shortages existed through the spring 
of i951, with a peak of 37,828, including 
26,884 boxes, occurring in the week of 
March 3...” 


Rail Equipment Trust Bill 


Representative O’Hara has introduced 
H.R. 7409, proposing amendment of part 


I of the interstate commerce act by ad- 
dition thereto of a new section 20b, pro- 
viding for the filing with the Commission 
of equipment trust agreements and other 
documents evidencing or relating to the 
lease, mortgage, conditional sale, or bail- 
ment of railroad equipment. 


Senate Group Denies Funds 
For New D.C. Area Airport 


Senate leaders, including Chairman 
Johnson, of the Senate interstate and 
foreign commerce committee, have re- 
ceived from Secretary of Commerce 
Sawyer an appeal for action by them to 
insert in the third supplemental appro- 
priation bill for the current fiscal year 
(H.R. 6947) a provision whereby $1,660,- 
000 would be made available for com- 
pleting acquisition of land and preparing 
detailed plans for a new public airport 
for the Washington, D.C., area (T.W., 
March 22, p. 55). 

The House appropriations committee 
recommended an appropriation of $1,- 
400,000 for the new airport, proposed to 
be constructed for and operated by the 
Commerce Department’s Civil Aero- 
nautics Administration on a 4,520-acre 
site near thé community of Burke, Va., 
about 18 miles from downtown Wash- 
ington. The House, however, voted to 
delete that provision from the bill. The 
Senate appropriations committee, though 
it heard strong and insistent pleas from 
Secretary Sawyer and from C.A.A. offi- 
cials for inclusion in H.R. 6947 of the $1,- 
660,000 requested for the Burke airport 
project by the Budget Bureau, did not 


‘recommend any appropriation for this 


airport project. 

When the bill was considered in the 
House, opponents of the Burke airport 
project maintained that the ultimate 
total cost of the project would be about 
$50 million. 

In a prepared statement he submitted 
to the Senate appropriations committee, 
the text of which was made public as 
the committee made available the printed 
hearings on H.R. 6947, Deputy Adminis- 
trator F. B. Lee, of the C.A.A., said that 
the C.A.A. had long been concerned over 
the provision of adequate airport facili- 
ties for handling air traffic in the Wash- 
ington area . 

“After considerable study was given to 
this problem,” he continued, “the C.A.A. 
was convinced that the existing Wash- 
ington National Airport was inadequate 
to take care of future traffic demands, 
that its present capacity could not be 
increased by any physical expansion of 
the airport, and that supplemental air- 
port facilities would be required no later 
than 1955. 

“The use of Andrews Field (an Air 
Force installation about nine miles east 
of the center of Washington) was con- 
sidered and found to be a satisfactory 
solution of the problem . . . The Depart- 
ment of Defense, however, advised that 
its plans contemplated the maximum 
utilization of the facility as a military 
airport and that it could not consent to 
civil use of the field under any circum- 
stances ... 

“Friendship International Airport at 
Baltimore, then under construction, was 
examined ... There were . . . serious 
disadvantages in the use of this airport 
as a second terminal airport for Wash- 
ington . .. Test runs showed that it 
requires 56 minutes, during off-peak pe- 
riods, to drive to the (Friendship) air- 
port from Sixteenth and K_ Streets 
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(Washington) ... The existing Balti- 
more airport is not capable of handling 
the estimated 1955 overflow traffic from 
Washington National Airport in addition 
to the 1955 air traffic required to serve 
the city of Baltimore alone... 

“It was therefore determined by the 
C.A.A. that the need for additional air- 
port facilities could be answered properly 
only by the development of a new air- 
port. These facts were presented to Con- 
gress which authorized the appropriation 
of $14,000,000 for a new airport (Public 
Law 1762, Eighty-first Congress) ‘ 
After a survey of every possible site 
within a reasonable ‘distance of Wash- 
ington, an area near Burke, Va., was 
selected for the location of the Washing- 
ton supplemental airport . .. The site 
is located in open country some distance 
away from any concentration of popula- 
tion. It will be easily accessible with an 
average off-peak driving time of 25 min- 
utes from the White House .. .” 


Bill Relating to Status of 
Shipper Associations Under 
Forwarding Act Is Shelved 


Replying to requests for informa- 
tion about S, 2713, the so-called ship- 
per association forwarding bill, 
Chairman Johnson, of the Senate in- 
terstate and foreign commerce com- 
mittee, has advised the inquirers that 
separate hearings on the bill have 
been requested by Senator Magnuson, 
by whom the bill was introduced, in 
the event the full committee decides 
to take up consideration of the bill. 


The committee chairman has _ indi- 
cated that, since S. 2713 has become a 
subject of controversy between freight 
forwarding interests, on the one hand, 
and certain shipper organizations, on 
the other, the committee will hear the 
interested parties in public hearings 
before taking any action on the measure. 

It was understood that Senator Mag- 
nuson had decided not to press for com- 
mittee action on the measure after a 
delegation from the National Retail Dry 
Goods Association had called on him at 
his offices in the Senate Office Building 
in Washington and had told him they 
objected strongly to the provisions of S. 
2713 as presently worded. 


In his presentation before the Senate 
interstate and foreign commerce com- 
mittee, on behalf of the Freight For- 
warders Institute, as a proponent of S. 
2713, Giles Morrow, executive secretary 
and general counsel of the institute 
said that S. 2713 would add to section 
402(c) of the interstate commerce act— 
the section that exempted from regula- 
tion by the I.C.C. the operations of 
shippers’ associations and_ shippers’ 
agents, under specified conditions—a new 
subparagraph setting up standards for 
determining who was entitled to the 
exemption. The proposed new subpara- 
graph also would authorize the Com- 
mission, under prescribed conditions, to 
remove the exemption. 

One of the witnesses who opposed S. 
2713 in testimony before the Senate 
committee was W. H. Ott, general traffic 
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manager of the Kraft Foods Co., Chi- 
cago, a member of the executive com- 
mittee and transportation outlook and 
policy committee of the National Indus- 
trial Traffic League. He contended that 
the standards proposed by S. 2713 for 
use by the Commission in determining 
who was entitled to the exemption set 
forth in section 402(c) were indefinite 
and improper (T.W., April 5, p. 18): 


Waterway User Charge Bill 
Opposed by Sen. Ellender 


Provisions of a proposed Senate meas- 
ure (S. 2743) under which “user charges” 
for improved inland waterways would be 
imposed were “unenforceable” and would 
place “an unjustifiable hardship” on 
the fishing and other commercial inter- 
ests of Louisiana that used the streams, 
said’ Senator Ellender, of Louisiana, in 
a radio broadcast, April 12. 


After stating that S. 2743 was described 
by its opponents as a “pay-as-you-go” 
proposal, designed to liquidate costs of 
waterway improvements for navigation, 
Senator Ellender said that the bill would 
violate the intent of Congress by forc- 
ing individuals to bear the expense of 
flood control and that he would oppose 
the measure “every step of the way.” 
Flood control, hyacinth eradication pro- 
grams, and drainage measures were tied 
in so closely with improvements for navi- 
gation as to be almost inseparable, he as- 
serted. 


Federal-Aid Highway Bill 
Asks $550,000,000 Yearly 


Motor vehicle travel on the nation’s 
highways had increased by about 61,- 
000,000,000 vehicle-miles in the two-year 
period from 1949 to 1951, said the House 
public works committee in a report ac- 
companying a new federal-aid highway 
bill that it, recommended for passage. 


The bill, H.R. 7340, authorizes $550,- 
000,000 for each of the fiscal years ending 
June 30, 1954 and 1955. For each year 
$247,500,000 would be made available for 
projects on the federal-aid primary 
highway system, $165,000,000 for projects 
on the secondary highway system, and 
$137,500,000 for projects on the highway 
primary system in urban areas. 


The committee said that data fur- 
nished by the Bureau of Public Roads, 
Department of Commerce, showed that 
from 1949 to 1951 “the increase of truck 
traffic with its heavy loads has been 
even greater than that of traffic as a 
whole, and that motor-vehicle registra- 
tions in 1951 are estimated at 52,217,000, 
which is about double the registrations 
in 1935.” 

The committee, in its report accom- 
panying the bill, described the proposed 
authorizations as essential and “a con- 
servative minimum in relation to the 
existing critical backlog of improvements 
required to provide an adequate high- 
way transportation system.” The cur- 
rent easing of shortages in steel and other 
materials should facilitate accomplish- 
ment of such a program, the report 
stated. 

Testimony received, said the commit- 
tee, “reflected the urgent need for an 
accelerated highway construction pro- 
gram to overcome the serious deteriora- 
tions and deficiencies which have been 


accumulating at a greater rate than the 
rate of new construction.” 

It observed that the American Asso- 
ciation of State Highway Officials had 
estimated that construction in the ag- 
gregate amount of $32,000,000,000 would 
be required to bring the federal-aid sys- 
tem of highways up to date, as compared 
with $29,000,000,000 two years ago. Testi- 
mony also showed, said the committee, 
that price increases were having a serious 
effect upon the volume of improvements 
that could be financed from current fed- 
eral-aid authorizations. 

The $550,000,000 annual authorization 
proposed for 1954 and 1955 is $50,000,000 
more than the $500,000,000 authorized 
in the 1950 act. It did not appear that 
the 10 per cent would permit the same 
mileage as that provided for in the 1950 
act, stated the report. 

Section 6 of the bill would authorize 
the expenditure of $8,000,000 for each 
of the fiscal years ending June 30, 1953 
and 1954, to enable the United States to 
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continue its cooperation in extending the 
Inter-American Highway through Cen- 
tral America. 


Canadian Ore Ships on Lakes 


Representative Garmatz, of Maryland, 
has proposed, by introduction of H. RB. 
7463, that “by reason of emergency con- 
ditions in transportation on the Great 
Lakes,” ships of Canadian registry be au- 
thorized to transport iron ore between 
U.S. ports on the Great Lakes in 1952. 


Transport Tax Legislation 


Representative Keogh, of New York, has 
introduced H.R. 7443, proposing amend- 
ment of section 3469(a) of the Internal 
Revenue Code so as to reduce to 10 per 
cent the tax on amounts paid for the 
transportation of persons. 


TRANSPORTATION 
STATISTICS 





Canadian Loadings Totaled 
98,876 Cars in Closing 
10-Day Period of March 


Railroad revenue freight loadings 
in Canada totaled 98,876 cars in the 
closing 10-day period of March (the 
twelfth period this year on the 
new basis of coarloading reporting) 
for a daily average of 9,888 cars, ac- 
cording to the Dominion Bureau of 
Statistics, Ottawa, Canada. 


Loadings in the eastern division were 
68,083 cars while the western region con- 
tributed 30,793 cars to the national total, 
the bureau said. Receipts from connec- 
tions grossed 49,996 cars for the period 
under review as compared with 36,921 
cars in the seven-day period ended 
March 21. 

Compared with the similar period of 
1951, available records showed greatly 
increased loadings of grain while other 
mine products, logs, implements and 
tractors, etc., and fertilizers were moved 
in better volume, said the bureau. The 
majority of agricultural items were down 
sharply due to the livestock embargoes, 
it said. The bureau added that coal was 
much lighter while building products had 
not regained last year’s volume and ship- 
ments of autos and trucks were con- 
siderably reduced as well as miscel- 
laneous manufactures and l.c.l. 
chandise. 

The bureau said a cumulative com- 
parison was now possible with the first 
quarter of 1951 and showed total loadings 
to the end of March this year at 979,627 
cars against 961,948 cars one year ago. 

“This increase was confined to the 
western division where grain advanced 
36,079 cars to 87,642 cars,” said the bu- 
reau. 

“Receipts from connections registered 
a minor gain of 3,071 cars to 474,364. 


mer- 


Declines outnumbered gains during the 
first quarter as compared with last year. 
Livestock declined from 15,592 to 12,299 
cars. Coal, coke and ores were also 
lighter, as were building products and 
other mine products. Logs and pulpwood 
improved considerably with pulpwood 
rising 13,756 cars to 94,446, but lumber 
shipments dropped 8,790 cars to 42,047. 
Gasoline, iron and steel, implements and 
fertilizers posted gains for the quarter 
while autos and trucks were off 430 car- 
loads to 20,350. Miscellaneous items 
slipped 7,176 cars at 64,056 and l.cl. 
continued downward 15,646 cars to 192,- 
656.” 


Motor Fire Accidents in 
Year 1950 Show Increase 
Of 12 Per Cent Over 1949 


Fire accidents in 1950 increased to 
591 or slightly more than 12 per cent 
above the 527 such accidents in 
1949, according to a 45-page report, 
Motor Carrier Fire Accidents—1950, 
prepared by the section of safety of 
the Commission’s Bureau of Motor 
Carriers. A notice said the report 
had not been considered in detail or 
approved by the Commission, divi- 
sion 5, except for permission to pub- 
lish and was not to be construed as 
an expression of its views. 

The 591 fire accidents in 1950 exceeded 
the previous high of 569 in 1948, said the 
report. It said fatalities involved in 
these accidents in 1950 as compared with 
1949 increased from 170 to 195, and in- 
juries increased from 460 to 472, but that 
property damage decreased from the all 
time high of $5,421,427 to $4,995,248. 

The bureau said that in 364, or 62 per 
cent of the fire accidents, 450 vehicles 
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the world’s fastest 
transportation system 


For All Air Shipments—Inbound or Outbound 
Call for Immediate Pick-up 
24 hours a day...Sundays and Holidays, too! 


SW 
EMERY AIR FREIGHT CORPORATION 


Offices in all principal cities in the U. S. 
Consult your ‘phone book 


YORK, PA. 


... busy S. E. Pennsylvania 
manufacturing center 
... served by 


Terminal: 402 N. Queen St. 


Telephone: YORK 6192 


THE DAVIDSON TRANSFER & STORAGE CO. 


Proven Dependability Since 1896 
U. S. Customs Bonded Carrier 
General Offices: Baltimore 3, Md. 
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were a total loss, these vehicles having 
had a combined value of $3,040,545. 

Fire accidents in 1950 constituted 2.3 
per cent of all reportable motor carrier 
accidents and caused 11.2 per cent of the 
fatalities, 2.5 per cent of the injuries, 
and 17.5 per cent of the property dam- 
age, according to the report. Continuing, 
it said: 

“Passenger carriers reported 25 fire 
accidents in 1950, property carriers re- 
ported 565, and one fire accident involved 
both a bus and a property-carrying ve- 
hicle. Nine of the 195 fatalities, 53 of the 
472 injuries, and $107,267 of the $4,995,248 
damage occurred in bus operations. Class 
I motor carriers experienced 91 per cent 
of all the 1950 fire accidents. 

“During 1950, 10 accidents in which 
damage exceeded $40,000 were reported. 
These accidents caused 21 per cent of 
the fatalities, 1.5 per cent of the injuries, 
and 21 per cent of the property damage 
in all fire accidents. 

“Mechanical defects were directly the 
cause of 129 or 22 per cent of all the 
reported fire accidents. Twelve of these 
involved busses and 117 involved prop- 
erty-carrying vehicles. Overheated tires, 
with 37 accidents, and defective wiring, 
with 25 accidents, were the most frequent 
defects causing fire accidents. These fig- 
ures would be even larger were the me- 
chanical defects which are indirectly 
responsible for fire accidents also in- 
cluded since mechanical defects were 
involved, either directly or indirectly, in 
151 or 26 per cent of the fire accidents. 

“The age of the vehicle does not affect 
appreciably, if at all, the likelihood of 
the vehicle being involved in a fire caused 
by a mechanical defect. Thus, lack of 
maintenance, rather than age, seems to 
be the pertinent factor in mechanical 
defect fire accidents. 

“Over one-third of the fires started at 
the fuel tank, almost a quarter in the 
engine compartment, and about 10 per 
cent in the cargo space. 

“In ‘order of frequency, the most fre- 
quent types of cargo being carried on 
vehicles involved in fire accidents were 
general commodities, combustibles, foods 
and beverages, metals and metal prod- 
ucts, and motor vehicles. Four accidents 
involving vehicles carrying explosives and 
one involving a vehicle carrying com- 
pressed gas were reported. 

“The analysis again indicates the value 
of adequate fire extinguishers and prop- 
erly constructed and located fuel tanks. 
It also points out the dangers resulting 
from improperly trained drivers and 
loaders aS well as from deficient equip- 
ment due to lack of adequate inspection 
and repair.” 

The report contained conclusions and 
recommendations with respect to acci- 
dent prevention. 


Freight Car Supply Report 


U.S. railroads reported an average 
daily surplus of 13,722 freight cars and 
an average daily shortage of 2,398 freight 
cars for week ended April 5, as against a 
surplus of 11,839 cars and a shortage of 
2,507 cars for the previous week ended 
March 29, according to the car service 
division of the Association of American 
Railroads. 

The total surplus for the latest period 
consisted of 3,295 plain box cars, 245 auto 
box, 547 gondola, 1,294 hopper (includes 
147 covered), 2,587 stock, 16 flat, 4,868 
refrigerator, and 870 miscellaneous. 

The shortage for the April 5 period 
was made up of 596 plain box, 15 auto 
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box, 877 gondola, 241 hopper, 664 stock, 
and 5 miscellaneous cars. Reports of the 
carriers showed no shortage of either 
stock or refrigerator cars. 


Freight, Passenger Revenue 
Rises Slightly in January 


Ton-miles of revenue freight handled 
by Class I steam railways, exclusive of 
switching and terminal companies, to- 
taled 52,200,737,000 in January, 1952, as 
compared with 53,850,580,000 in January, 
1951, according to a compilation by the 
Commission’s Bureau of Transport Eco- 
nomics and Statistics of revenue traffic 
statistics of those roads, statement M- 
220. 

Revenue tons carried in January, 1952, 
amounted to 220,448,182, as against 
230,154,203 in January, 1951. Freight 
revenue totaled $713,323,568 in January, 
1952, as against $710,275,121 in January, 
1951. 

Revenue passengers carried totaled 
41,337,734 and passenger revenue 
amounted to $82,309,177 in January, 
1952, as compared with 42,908,662 rev- 
enue passengers and $78,139,737 pas- 
senger revenue in January, 1951. 

Freight traffic averages for January, 
1952, compared with January, 1951, re- 
spectively, were reported as follows: 

Miles a revenue ton a road, 207.9 and 
206.2; revenue a ton-mile, 1.340 cents 
and 1.293 cents; and revenue a ton a 
road, $2.79 and $2.67. 


Airlines’ Ton-Mile Traffic 
Increases, ‘51 Over ‘50 


All-cargo certificated air carriers oper- 
ated 15,997,090 aircraft revenue-miles in 
the 12 months ended December 31, 1951, 
as compared with 13,011,026 aircraft miles 
for 1950, according to a compilation by 
the accounting and statistics division, 
bureau of air operations, of the Civil 
Aeronautics Board. 

The compilation showed that those 
carriers rolled up 78,568,039 ton-miles on 
revenue flights, out of an available 100,- 
792,962 ton-miles, revenue miles to avail- 
able ton-miles being 77.95 per cent. All 
of the figures aforementioned were for 
scheduled operations only. 

The same compilation showed that do- 
mestic trunk line certificated air carriers 
transported 20,604,927 passengers over 
10,210,724,000 revenue passenger-miles in 
1951. The comparable figures for 1950 
were 15,978,172 passengers carried over 
7,766,008,000 passenger-miles. ‘The rev- 
enue passenger load factor to available 
seat-miles operated was 69.59 per cent 
in 1951, as against 62.70 per cent in 1950. 

On revenue flights, the compilation 
showed that domestic trunk lines had, in 
1951, 982,641,803 passenger ton-miles (in- 
cluding free baggage); 62,932,409 ton- 
miles of U.S. letter mail; 40,259,510 ton- 
miles of express; 100,581,004 ton-miles of 
freight, and 9,679,999 ton-miles of excess 
baggage. The freight ton-miles dropped 
from 112,860,631 in 1950. Total revenue 
ton-miles for 1951 were shown as 1,196,- 
094,725, compared with 951,475,202 for 
1950. 

The compilation showed that domestic 
feeder air lines had total revenue ton- 
miles of 30,721,508 in 1951, as against 
20,307,242 in 1950. Of the 1951 total, 
908,426 represented express, 920,447 rep- 
resented freight, and 130,768 represented 
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excess baggage. Increases over 1950 rev- 
enue ton-miles increased almost 50 per 
cent for express and freight. 


Rail Financial Data 


Class I railroads, exclusive of switch- 
ing and terminal companies, had total 
current assets as of January 31, 1952, of 
$3,689,688,349, including $843,035,584 in 
cash and $898,389,765 in temporary cash 
investments, according to statement 
M-125, prepared by the Commission’s 
Bureau of Transport Economics and 
Statistics. 

At the end of January, 1951, those 
roads had $3,836,428,060 in current assets, 
including $950,279,743 in cash and $1,036,- 
055,372 in temporary cash investments. 

The compilation showed $185,528,743 of 
funded debt maturing within six months 
of the end of January, 1952, as compared 
with $146,013,170 actually matured in 
the same six-month period in 1951. 

Total current liabilities of the rail- 
roads at the end of January, 1952, stood 
at $2,268,410,277, as against $2,298,371,423 
at the end of January, 1951. Included 
in the 1952 current liabilities was $929,- 
389,242 of accrued taxes, with U.S. gov- 
ernment taxes accounting for $772,489,795 
of that amount. At the end of January, 
1951, the liabilities included $9'75,980,094 
accrued for taxes, with U.S. government 
taxes accounting for $827,698,601 of that 
amount. 


Truck-Trailer Shipments 


Factory shipments of truck trailers in 
1951 amounted to 64,691 units valued at 
$245.3 million as against 1950 shipments 
of 65,966 units valued at $229.7 million, 
according to the Bureau of the Census, 
US. Department of Commerce. Truck- 
trailer production in 1951 totaled 67,384 
units, a gain of 4 per cent over the 64,617 
units produced in 1950. 


Of the major types of complete truck 
trailers, the bureau said, shipments of 
vans in 1951 were down 22 per cent 
from the number shipped in 1950, while 
platform and tank-trailer shipments in- 
creased 16 and 40 percent, respectively. 
Vans accounted for 50 per cent of the 
61,426 complete trailers shipped in 1951, 
it said. The bureau added that platform 
trailers represented 21 per cent and tank 
trailers 9 per cent of the total. 


New Railroad Equipment 


The New York Central has an- 
hounced that seven more rail diesel 
cars, known as “Beeliners,” will be 
Placed in service on April 27, delivery 
of which will bring to 18 the number of 
such cars in operation on the railroad. 
The cars will be operated between Jack- 
sn and Grand Rapids, Mich., between 
Syracuse and Buffalo, N.Y., between Al- 
bany and Poughkeepsie, N.Y., and be- 
tween Springfield and Boston, Mass. In 
Several instances, the railroad said, the 
“Beeliners” would provide additional 
Service, while in others they would re- 
Place unprofitable steam trains and at 
the same time provide faster schedules. 


C.N.R. Orders Diesels 
Canadian National Railways has an- 
hounced that it has ordered four diesel 
locomotives which, when placed in serv- 
lee on the railway’s new 147-mile line 
how under construction in northern 
nitoba, will have the distinction of 
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Pre-Planned Moving 


Florida 





IN FLORIDA, the following United Van Lines agents 
provide PKE-PLANNED Long Distance Moving service in 
clean ®SANITIZED vans. 


Fort Meyers—Hodges Stge. & Tfr. 


Jacksonville—Gillespie Bonded 
Whse. Co., Inc. 


Lake "Worth—Daniels & Son Tfr. & 


Stge. 


Miami—Black and Red Transp. Co. 


% Complete facilities for personnel or plant moving and 
storage in key cities all over the U.S. and Canada. Check 


your local Classified Phone Book for the United agent 
He’s always at your service! 


nearest you. 


United van LINES, Inc.| 


OVER 400 AGENTS IN THE UNITED STATES AND CANADA 
Headquarters: St. Louis 17, Mo. 





Reduce Freight Costs 


60% 


WE SUGGEST—POOL CAR DISTRIBUTION to 
Southwest. STOP POOL CARS to: Dallas, San 
Antonio, Houston. DIRECT POOL CARS to: 


Houston. 


WE OFFER—A Complete Pool Car Distribution 
and Warehouse Service. 3 Warehouses served by 
G.C.S.F., MOP, F.W.&D.C., MKT and C.R.1.&P. 
Ry. Minimum Insurance Rates. 
truck delivery beyond Houston for perishables. 


Better Sones 


**‘OUR NINTH YEAR*‘’ 


=(@) 63 h@)\\) 


FREIGHT SERVICE, Inc. 


General Offices 


2121 Congress Ave., 





Houston, Texas 


Refrigerated 


Sarasota—Broden Stge. & Tfr. Co., 
Inc. 

St. Petersburg—Oscar’s Tfr. & Stge. 

Tallahassee—Harrell Tfr. & Stge. 

West Palm Beach—Daniels & Son 
Tfr. & Stge. 

Warrington—Boyden’s Tfr. Service 
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Your freight makes a 
bee line 


To or thru the Upper Midwest— 
the 7-state Soo Line Land 


“Shippers Agree... 
it’s P-1-E” 


JUST CALL YOUR LOCAL 
CONNECTING CARRIER OR PHONE 
OUR NEAREST TERMINAL 


SHIP VIA 
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—for dependable freight 
handling and on-time deliv- 
eries, to and from the great 
gateways of the Midwest— 
Chicago, Evansville, St. 
Louis, and Thebes. Ship- 
pers know—freight moves 
on theC & EI. 


CHICAGO & EASTERN 
ILLINOIS RAILROAD 


operating in the most northerly latitude 
of any railway diesels in North America. 


Because the diesels will be required to 
operate in territory where winter tem- 
peratures drop to 60 degrees below zero, 
they will be equipped with specially de- 
signed heaters for maintaining the fuel 
oil in a liquid state, heating the engine 
cabs and the circulating water systems. 


L.V. to Buy Three Diesels 


Lehigh Valley Railroad has ordered 
three diesel locomotives, costing $95,000 
each. The units, of 800 horsepower, will 
be delivered in the last quarter of this 
year, and will be used in yard and road 
switching service on the eastern end of 
the railroad’s New York division. 


Rail Employment 


Employes of Class I steam railways, 
excluding switching and terminal com- 
panies, totaled 1,220,658 at the middle of 
March, a decrease of 4.20 percent under 
March, 1951, and an increase of 0.20 per 
cent over February this year, according 
to a rail employment compilation based 
on preliminary reports, prepared by 
the Commission’s Bureau of Transport 
Economics and Statistics. The March, 
1952, employment was reported as fol- 
lows: 

Executives, officials, and staff assist- 
ants; 15,683; profesional, clerical, and 
general, 209,289; maintenance of way 
and structures, 222,997; maintenance 
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of equipment and stores, 357,229; trans- 
portation (other than train, engine, and 
yard, 143,942; transportation (yardmas- 
ters, switch-tenders, and hostlers), 16,- 
177; and transportation (train and en- 
gine service), 255,341. 


Canadian Harbor Traffic 


The National Harbours Board of 
Canada had record gross earnings of 
$17,375,000 in 1951, exceeding those of 
the previous year by $2,200,000, or 15 
per cent, according to the board’s an- 
nual report recently presented to Par- 
liament by Minister of Transport Lionel 
Chevrier. Operating expenses increased 
by $1,320,000, also by 15 per cent, the 
report showed. 

Aggregate cargo passing through the 
harbors was 2,198,000 tons greater than 
in 1950, or 6 per cent, according to the 
report. 


New Orleans Port Tonnage 


Export tonnage through the Port of 
New Orleans in 1951 totaled 4,842,586 
short tons, 32 per cent more than in 
1950, while import tonnage totaled 3,- 
623,368 tons in 1951, a gain of 8 per cent 
over 1950, the port reported. Dollar- 
wise, exports totaled $1,050,100,000, 40 per 
cent above 1950, and imports, $649,300,- 
000, 28 per cent above the 1950 figure the 
port said. 


NEW SERVICES AND PRODUCTS 
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Nailable Steel Flooring 


For Rail Cars Explained 


“Nailable Steel Flooring: The Modern 
Answer to An Old Railroad Problem” is 
the title of an illustrated brochure avail- 
able upon request to the Great Lakes 
Steel Corporation, Steel Floor Division, 
Detroit. Claimed advantages of the 
flooring are that it withstands the rigors 
of magnet and crane loading; holds nail- 
ed wood blocking securely; converts 
gondolas to general use, thus saving 
switching time and improving car sup- 
ply; strength to support heavily loaded 
lift trucks, and assured tightness due 
to the self-sealing filler in the nailing 
grooves. The flooring is said to add 
greater structural strength to the entire 
car, and to reduce loss and damage 
hazards generally. 


Capital Airlines 25 Years Old 


Capital Airlines celebrates its silver 
anniversary this month. 

“It was on April 26, 1927, that a little 
airline commenced operation of a 127 
mile route between Pittsburgh and Cleve- 
land,” it says. “Known variously as 
‘Skyline Transportation Company,’ ‘Clif- 
ford Ball, Incorporated,’ ‘Path of the 
Eagle’ and ‘Pennsylvania Airlines,’ the 
small company set the pattern for the 
airline which today is known as Capital. 

“Since that memorable day, Capital 
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has grown to a leading position among 
the domestic air carriers of the nation. 
It serves more than 77 key cities in the 
East, South and Midwest on 6,000 miles 
of airlanes,” . ..In 1931, the first year 
that regular records were maintained, 
only 6,000 people used the airline. In 
1951, nearly two million passengers trav- 
eled over its routes. Last year, the com- 
pany’s revenues exceeded $38,000,000 and 
a net profit in the amount of $1,700,000 
was realized. 


Transcontinental Air Route 


The first regular flight of a new south- 
ern transcontinental air route which will 
provide service between Los Angeles, 
San Francisco and Oakland, in Califor- 
nia and Miami, Fla., through Dallas, 
Texas, was flown April 14. The new 
service results from an _ interchange 
agreement among Braniff International 
Airways, Eastern Air Lines and Trans 
World Airlines. Eastern crews will han- 
dle the service between Miami and Hous- 
ton, Texas; Braniff Airways crews be- 
tween Houston and Amarillo, Texas, via 
Dallas, and Trans World Airlines crews 
from Amarillo to San Francisco, via Los 
Angeles and Oakland. 

Eo we 

The average pulling power of a loco- 
motive today is about 25 per cent greater 
than it was ten years ago. 


American railroads used 65 million tons 
of bituminous coal last year. 
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oa Seaboard’s high-standard freight service results from 
700.000 careful, individual attention to each shipment — a 
personalized service that begins when you contact 
your nearest Seaboard Freight Traffic Representative. 
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An April Perfect Shipping Month report on what the nation’s 


carriers are doing to prevent freight claims— 


Railroad Freight Claim Prevention Experts 


Tell What They Are Doing to Minimize Claims 


HIS THIRD ARTICLE in Trarric 

Wor.p’s 1952 April Perfect Ship- 
ping Month series of reports on what 
the nation’s freight carriers are doing 
to prevent freight loss and damage sur- 
veys the claim prevention activities of 
our country’s transportation work horses 
—the railroads. 

US. railroads in 1950 performed 596,- 
000.000 freight ton-miles of service ac- 
counting for 60.4 per cent of the total 
commercial traffic hauled in the nation 
—more than all other carriers combined. 
The attitude of the railroads toward 
claim prevention and their activities to 
keep claim payments at a minimum, are 
obviously of decisive importance in the 
nation’s over-all campaign for perfect 
shipping. 

To find out what the individual rail- 
roads were doing to combat claims, 
TraAFFIC WorLD interviewed. personally or 
by questionnaire, claim officials of a rep- 
resentative group of more than 30 rail- 
roads—trunk lines, short lines—roads in 
all sections of the country. 

Most of these carriers are giving a lot 
of money and time and ingenuity to see 
that freight gets through to destination 
in good shape. 

A railroad claim agent visits a ship- 
per’s plant to offer suggestions regard- 
ing loading and stowing. On another 
road, an agent takes a photograph of 
damaged freight, and uses it to instruct 
loaders so that recurring claims may be 
avoided. A group of freight handlers 
huddle in a less-carload freighthouse to 
discuss careful handling with officials. 
A carrier initiates a program of using 
bulkheads in merchandise cars. 

A western road conducts “Better Serv- 
ice” meetings to discuss damage-free 
transportation, and hires a squad of in- 
spectors to search out and correct im- 
proper handling. A New England road 
installs a new system for expediting 


Railroads, From Alaska to Florida, Use Many Techniques— 


Some Old, Some New—to Reduce Claims. Many 


Carriers Are Doing a First-Rate Job, Survey Shows. 


By N. C. HUDSON 


claim settlements. An eastern road uses 
100 impact registers to check 500 less- 
carload and 30 carload shipments 
monthly. Another eastern road or- 
ganizes a “Flying Squadron” to check 
all aspects of freight handling, produces 
training films, publishes pamphlets. A 
midwestern road hires a specialist in the 
loading of one commodity, Indiana 
limestone. A grain carrier starts a 
campaign for better cooperage of out- 
going grain cars, and cuts claims 75 per 
cent per car in one year. In the west, 
a railroad begins to apply permanent 
anchor plates in box cars, to facilitate 





With this article on the claim preven- 
tion activities of the nation’s railroads, 
Traffic World continues its special series 
of four articles appearing in the 1952 
April Perfect Shipping Month, reporting 
on what the nation’s carriers are doing 
to prevent freight loss and damage. 

Earlier articles told of the efforts of 
the airlines and motor carriers to mini- 
mize freight claims. The articles are 
based on an extensive survey recently 
conducted by Traffic World. 


the bracing of freight. An eastern trunk 
line adopts a plan for systematic test 
inspections by prevention agents at ap- 
propriate locations. In Alaska, the rail- 
road experiments with a new type of 
heater car to cut losses from freezing. 
A Mississippi Valley carrier concentrates 
the attention of employes on special 
commodities giving the most trouble in 
carload and less-carload shipments. 

All these isolated claim prevention ac- 
tivities—and many more—go to portray 
what US. railroads are doing today to 
achieve claim-free transportation. The 
picture is impressive. And many rail- 
roads are demonstrating that claims 
CAN be kept to a minimum. What these 
carriers are doing, all carriers can do. 


‘A State of Mind’ 


“Loss and damage prevention is a 
‘state of mind,’” W. A. Sarasin, freight 
claim agent of the Kansas City South- 
ern Railway, Kansas City, avers. “We 
endeavor to keep the subject actively 
before the rank and file, who, I honestly 
believe, take considerable pride in doing 
the work right and turning in a good 
performance.” 

His road’s loss and damage ratio in 
the past four years has been below 1 
per cent (that is, less than $1.00 for each 
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O. J. Wullstein 


General Claim Agent, 
Union Pacific Railroad 


During the past four years 
the Union Pacific pay-out 
for loss and damage to 
freight decreased over 
per cent, representing a 
saving of approximately 
$2,000,000. 


C. E. Thrasher 


General Freight C'!aim 
Agent, Baltimore & Ohio 
Railroad 


We have a ‘Flying Squad- 
ron’ of five well-trained 
employes which _ visits 
freight stations and yard 
offices . Our slogan is 
‘Cut Freight Claims in Two 
in 1952.’ 


T. P. Kelly 


Superintendent, Freight 
Protection, Texas & New 
Orleans Railroad 


We note a decrease in 
rough handling, improve- 
ment in schedule — 
ance and perishable pro- 


tection. 


Forrest Bennett 


Freight Claim 
Monon Railway 


Agent, 


Personal attention is given 
two troublesome commod- 
ities, newsprint and Indi- 
ana limestone . . . The 
loading of limestone is 
closely watched by a full- 
time specialist. 


$100 in gross revenue is spent on loss 
and damage claims). 

“Over a long period of time I think 
every employe in the organization has 
become ‘freight claim conscious,’” says 
Mr. Sarasin. “The problem is one of 
education and supervision, continually 
keeping the correct way and manner of 
handling freight . . . always before the 
people doing the work, and the continual 
follow-up to see that it is done that 
ae 

“Our slogans on our circulars—‘Pre- 
vent Freight Claims’ and ‘It Can Be 
Done’—indicate that it is a continuing 
proposition.” 

C. E. Thrasher, general freight claim 
agent, Baltimore & Ohio Railroad, Bal- 
timore, reports that top management on 
his road is very much interested in the 
prevention of loss and damage to freight. 

“We have 12 freight service inspectors 
assigned to various divisions on the sys- 
tem,” he states. 

“We have a squad consisting of five 
Well-trained employes, known as the 
Flying Squadron. These men visit 
freight stations, calling on foremen and 
Platform employes, check their loading, 
handling and all features pertaining to 
the acceptance and delivery of freight. 


L. C. Yates 


General 
Norfolk 
Railway 


Claim Agent, 
and Western 


The ‘Better Service’ move- 
ment on our road was 
launched more than 40 
years ago... to promote 
courtesy and perfect ship- 
ping ... We use 100 im- 
pact recorders to good ad- 
vantage. 


W. A. Murphy : 


Freight Claim Agent, 
Nickel Plate Road 


The drive for ‘Perfect Ship- 
ping’ is a full-time job on 
the Nickel Plate. The April 
campaign is always an 
added incentive. 


H. N. Tukey 


Freight Claim Agent, 
Maine Central Rai:road 


Experimental loads of 
newsprint, printing paper, 
and canned goods... 
have resulted in a marked 
decrease in loss and dam- 
age. 


A. J. Van Huss 


General Claim Agent, 
Detroit, Toledo & Iron- 
ton Railroad 


Yard meetings of yard- 
masters, conductors, brake- 
men and engine crews are 
held frequently to impress 
upon them the importance 
of careful handling. 


They make regular periodic checks 
throughout the year, and they also visit 
the yard offices, talk with the switching 
crews, yard masters, yard clerks and 
train crews regarding the careful han- 
dling of cars.” 


The B. & O. has produced two pic- 
tures. “Handle with Care” is shown to 
station employes, train and engine crews, 
and yard switchmen. Last year a sec- 
ond picture, “Think Twice,” was pro- 
duced, for showing to all station em- 
ployes. The road remodeled one of its 
passenger cars and this car is sent over 
the entire system, showing the films to 
all available employes. 


“We have issued many posters,” says 
Mr. Thrasher, “also articles in our B. 
& O. magazine. Our slogan, is to ‘Cut 
Freight Claims in Two in 1952.’” 


How U.P. Fights Claims 


Out west, a railroad that has gained 
national prominence for its war on claims 
is the Union Pacific. O. J. Wullstein, the 
U.P.’s general claims agent, Omaha, re- 
ports that during the past four years the 
Union Pacific payout for loss and damage 
to freight decreased over 30 per cent, for 
a saving of approximately $2,000,000. The 
ratio of loss and damage payments to 


H. B. Newton 


Freight Claim Agent, 
Texas & Pacific Railway, 
Dallas, Tex. 


Eternal vigilance in the 
fie'd of freight claim pre- 
vention is to us the only 
known remedy to combat 
this loss and damage 
prob'em. 


E. W. Thomas 


General Freight Claim 
Agent, Santa Fe Railway 
System 


Mechanization of less-car- 
load freight handling op- 
erations at all the Santa 
Fe’s large freight stations 
had reduced loss and dam- 
age, and speeded transfer 
and delivery operations. 


J. T. Gallaspy 


General Freight Claim 
Agent, St. Louis South- 
* western Railway 


Your readers may be sur- 
prised to learn that noth- 
ing is involved in the job 
of freight claim prevention 
but good common horse 
sense and steady applica- 
tion, 


J. J. Matthews 


Freight Claim Agent, 
Co'orado & Southern 
Rai:way 


We have started the use of 
bulkheads in merchandise 
cars moving to points on 
the C. & S. and the F. W. 
& D. C. Railways ... This 
program has materially re- 
duced freight claims. 


gross freight revenue decreased from 1.65 
per cent in 1948 to 0.98 per cent in 1951. 

“This reduction in loss and damage to 
freight during a period of increased traf- 
fic and rising prices indicates a very defi- 
nite improvement in freight handling,” 
says Mr. Wullstein. “This was brought 
about by a very aggressive program of 
loss and damage prevention, which in- 
cludes regular educational and form 
meetings with officers and employes at 
all levels on all divisions of our railroad. 

“In addition to regularly scheduled 
meetings, ‘on-the-job, around the clock’ 
meetings are held frequently with offi- 
cers and employes in both yard and sta- 
tion service for the purpose of improving 
car handling in yards and freight han- 
dling in freight houses.” 


The road employs motion pictures. 
With professional aid it has produced 
two 16-mm. films in sound and color, 
titled “Who Done It?” and “Do Right by 
Our Nell.” Training films prepared by 
the Association of American Railroads 
and others are also used. These are 
shown in a specially-equipped, air-con- 
ditioned car used over the entire railroad. 

“We employ a corps of freight service 
inspectors and container engineers, who 
continuously work with railroad person- 





For convenient, dependable serv- 
ice anywhere between the Midwest 
PUetem estoy Loladee ox Celli lem Gey Cj mertl mele! 


NORTHERN 
PACIFIC 
RAILWAY 


or 
Mun Streed of the Voritiwes 


use ERIE'S 
Q.A. (quick action) 
CAR LOCATER 


SERVICE 
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Representative. 
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Let us help you with 
your overseas shipping motters. 


Write 
H. H. GIBSON 
Foreign Freight Traffic Manager 
Mobile 8, Alabama 


Gute, Mobile & Ohio 
wAltenRele 


F. M. Seiberlich 


Freight Claim Agent, Soo 
Line Railroad 


On the Soo Line, from 1942 

to 1951, not once did the 

ratio of loss and damage 

+g to revenue go as 

igh as 1 per cent. The 

only explanation .. . is 
i eternal vigilance. 


Merle W. White 


General Claim Agent, 
Minneapolis & St. Louis 
Railway 


The freight claim agent 
makes personal investiga- 
tions on matters of impor- 
tance, with shippers and 
receivers. 


Walter A. Sarasin 


Freight 
Kansas 
Railway 


Claim Agent, 
City Southern 


The problem is one of edu- 
cation, supervision, and the 
continual follow-up . . 

Loss and damage preven- 
tion is a ‘state of mind.’ 


R. A. McGuigan 


Freight Claim Agent, 
New York, New Haven 
& Hartford Railroad 


Our system of processing 
claims in batches has ex- 
pedited prompt and proper 
settlement. 


nel, shippers and receivers to assist in 
improving, not only our service, but in 
solving packaging and loading problems 
of our patrons,” says Mr. Wullstein. 


“Among our recent innovations is the 
application of permanent anchor plates 
in a number of our box cars, to facilitate 
the adequate bracing of freight, and re- 
lieve shippers of the necessity for using 
temporary plates, which are damaging to 
car linings and in some instances prove 
a hazard of damage to subsequent loads.” 


Soo Line 


A northern road that, reports using 
the Union Pacific film on careful switch- 
ing to good advantage is the Soo Line. 
F. M. Seiberlich, the Soo Line’s freight 
claim agent, Minneapolis, reports that 
his road’s ratio of loss and damage pay- 
ments to revenue has for the past decade 
been among the lowest in the country. 

“Very few carriers have been able to 
tread through the perilous war and post- 
war years without breaking through the 
1 per cent ratio,” he asserts. 


On the Soo Line, from 1942 to 1951, 


not once did the claim ratio go as high 
as 1 per cent. 

“The only explanation for this good 
showing is eternal vigilance in seeking 


Edward A. Opp 


Claim Agent, 
Railroa 


Alaska 


A program of steel strap. 
ping to secure lading is 
oa initiated, as 7 as 
requent use of shock 
Geode to reduce damage 
due to rough handling. 


Heber Smith 


Freight Claim Agent, 
Southern Pacific Co. 


Mr. Smith is chairman of 
the Association of Ameri- 
can Railroads’ freight claim 
division. 


D. A. Stewart 


Freight Claim Agent, 
Gulf, Mobile and Ohio 
Railroad, Mobile 


During 1951 the G. M. & 
O. settled 85 per cent of all 
loss and damage claims 
filed, within 30 days, as 
compared with 83 per cent 
in 1950. 


T. J. Barron 


Freight Claim Agent, 
Western Maryland Rail- 
way, Baltimore 


Loss and damage preven- 
tion on the Western Mary- 
land is a ‘round-the-clock 
must’ with us .. . The 
road’s ratio of claim pay- 
ments to freight revenue 
was .39 per cent in 1951. 


out causes of loss and damage, and 
bringing them to the attention of the 
persons responsible, and _ exceptional 
teamwork of the various departments 
of the railroad in correcting the faults 
and deficiencies found to be the cause 
of our claims,” says Mr. Seiberlich. 

He told how better cooperage of out- 
going grain cars from a head-of-the- 
lakes elevator to a Chicago mill had cut 
claims a car from $16.15 in 1950 to only 
$3.90 in 1951. 


Another illustration of the work of 
his department came when an “epidemic 
of damage” was discovered in a large 
movement of linoleum from the east to 
a Minneapolis dealer. 


“We took photographs of the loads and 
rushed them to carriers in the east, 
pointing out the deficiencies in loading 
and also the apparent rough handling 
of the cars,” he relates. “After running 
a few impact registers and some further 
constructive criticism by us of the ship- 
per’s loading, suggesting the use of bulk- 
head gates for bracing, the -damage 
stopped and has not broken out since. 
This could not have been accomplished 
without the wholehearted cooperation of 
the prevention department of one of our 
large eastern railroads. 
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a cme fee Clean...compact...strong...resilient...cohe- 
sive—these are the characteristics of good 
ballast, the ground floor of your perfect 
shipping campaign. 

Utilizing the slag from Rocky Mountain 
smelters along its route, the Rio Grande 
has equipped its direct central main line 
with the finest ballast known; has proven 
again its leadership role in making Perfect 
Shipping a year ‘round reality. 

Photos: Right, machines kick out old ballast. 

Top, precious metal slag—finest ballast known—is 

tamped in. Bottom, one of America’s ‘ 


favorite P.S. highways, Rio 
Grande’s main line. 


Traffic 
Offices 
in 32 Cities 


F.¢. HOGUE, Vice-President-Traffic - DENVER & RIO GRANDE WESTERN RAILROAD « Rio Grande Bldg, 1531 Stout St, Denver, Clo, 
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@ Dependable, protective delivery of 
freight shipments is our aim. Union Pacific 
packaging and loading experts work with 
shippers to decrease damage and claims. 


If you have a packaging problem, let's 
hear about it. We’re glad 
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“Our general practice,” says the Soo 
Line’s freight claim agent, “is to run 
impact registers where any particular 
movement is giving us trouble.” 

Other railroad claim officials who re- 
port using impact recorders with good 
results include J. J. Matthews, of the 
Colorado & Southern Railway, Denver; 
L. C. Yates, of the Norfolk & Western 
Railway, Roanoke, Va., which uses 100 of 
the instruments; H. N. Tukey, of the 
Maine Central Railroad, Portland; Louis 
F. Dickinson, of the Denver and Rio 
Grande Western Railroad, Denver; W. A. 
Murphy, of the Nickel Plate Road, Cleve- 
land; A. L. Batts, Atlantic Coast Line, 
Wilmington, N.C.; T. J. Barron, Western 
Maryland Railroad, Baltimore; T. P. 
Kelly, Texas & New Orleans Railroad, 
Houston, and J. L. Puig, Illinois Central 
Railroad, Chicago, who reports using 39 
recorders to check both less-carload and 
carload handling. 


“We use impact recorders extensively 
in connection with shipments of various 
commodities originating on the Colorado 
& Southern, and this has enabled us to 
reduce rough handling materially,” says 
Mr. Matthews. “When the recording 
tape shows excessive impacts, the super- 
intendent is immediately contacted and 
he in turn handles vigorously with the 
employes at fault; discipline, if necessary, 
is rendered. 


“In my opinion, the use of impact re- 
corders properly followed up is one of 
the best ways to correct rough handling.” 

Mr. Yates of the Norfolk and Western 
says his road checks the handling of an 
average of 500 less-carload and 30 car- 
load shipments monthly with the re- 
corders. 


The Maine Central, to reduce damage 
on newsprint, printing paper and canned 
goods (which account for a large part of 


H. P. Klinsman 


Freight Claim Agent, 
Central Railroad Co. of 
New Jersey 


Loss and damage preven- 
tion activities of the Jersey 
_ Central Lines . . . prove 
that any time put into pre- 
vention work is something 
which will ultimately pay 
dividends. 


Joseph J. Pessler 


Freight Claim Agent, 
New York Central Sys- 
tem 


We strive with one thought 
in mind—delivery of freight 
to our customer in perfect 
condition. 


Louis Dickinson 


Freight Claim Agent, 
Denver & Rio Grande 
Western Railroad 


We have concentrated on 
. . the use of bulkheads 
in merchandise cars, the 
continuous use of impact 
registers, and equipping 
all our agencies with mod- 
ern machinery for the 
handling of freight. 


TRAFFIC WORL? 


the road’s revenue), uses four eight-day 
impact recorders and one 16-day re- 
corder, reports Mr. Tukey. 

“Through full cooperation of our op- 
erating department, much has been done 
to reduce rough handling damage,” he 
says. 

The recorders find an interesting use 
on the Atlantic Coast Line, where they 
are used chiefly as a means of education 
at various terminals. 

“Train crews have immediate access to 
the register tape,” reports Mr. Batts, 
“and can thus see whether their handling 
of cars is adequate.” 


Small Lines Get Results 


Some of the nation’s smaller roads 
manage to show some of the finest claim 
ratios. 

H. R. Redwood, freight claim agent, 
Columbus and Greenville Railway, 
Columbus, Miss., reports his road’s 1951 
loss and damage claim account was 
charged with 23 cents out of every $100 
in freight revenue. For the three-year 
period 1949-51, the ratio was .2475. 

“In 1951, 99.8 per cent of loss and 
damage claims were disposed of within 
30 days of receipt, and for the three- 
year period, 99.87 per cent,” says Mr. 
Redwood. “We are very proud of our 
claim record.” 

J. H. Vaughan, claim agent of the 
Atlantic and Danville Railway, Norfolk, 
observes that his road’s claim ratio for 
1951 was just a fraction over one-fourth 
of one per cent “a record that speaks 
for itself, especially considering the ton- 
nage handled by the A. & D. in 1951 for 
construction of the John H. Kerr dam.” 

G. O. Eiler, general freight claim agent 
of the Green Bay.and Western Railroad, 
Green Bay, Wis.—“the big little rail- 
road” that operates across the state of 
Wisconsin from Kewaunee, Wis., to 


H. A. Moffitt 


Superintendent Station 
Service and Freight 
Claim Prevention, Chesa- 
peake & Ohio Railway 


Cc. & O. claim prevention 
activities center in educa- 
tional programs set up by 
local committees at all ter- 
minals, and major freight 
and transfer stations. 


G. O. Eiler 


General Freight Claim 
Agent, Green Bay & 


Western Railroad 


Our claim bill for the past 
several years has _ been 
slightly over one-half of 1 
per cent of our gross 
freight revenue. 


George S. Stott 


Freight Claim Agent, 
Rutland Railway 


By keeping in constant 
touch with our local freight 
agents and our transfer 
agents . . . we have been 
able to reduce loss and 
damage claims considera- 
bly. 
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ndling 


carload shipments arriving at destina- 
tion in a damaged condition. 


“If there is evidence of improper load- 
ing, we submit the material to origin 
carrier in order that the shipper may 
be contacted and prevailed upon to im- 
prove his loading methods,” he says. 

“While our prevention program is not 
as elaborate as that of some other lines, 
our prevention work has produced good 
results,” states Mr. Matthews. “Meetings 
are held throughout the year... Our 
principal meeting is held shortly after 
the first of the year, and is attended by 
the vice-president, general manager, 
superintendents, principal station agents 
and representatives from the various de- 
partments concerned with the handling 
of freight shipments. At this meeting, 
claim payments for the preceding year 
are analyzed, and steps taken to improve 


Whether you need a distributing warehouse or 
storage intransit, OVERMYER is the economi- 
cal, efficient answer to your problem. For stor- 
age in Ohio, Michigan or Indiana, OVERMYER 
leads the field in low-cost warehousing. Just 
~~ your merchandise to any of OVER- 
MYER’S 4 big warehouses. From there on, a 
trained staff takes over the job of saving you 
money ... handling your shipments with time- 


table precision. 


CHECK THESE FEATURES: 


Four Warehouses ...340,000 Square Feet of Dry 
Storage Space...Heating for Winter Storage... 
Sprinklered Buildings...Complete ADT Fire and 
Burglary Protection . . . 30 Car Sidings on NYC, PENN, 
NKP Railroads ...Reciprocal Switching... 

Pool Car Distribution... Transit Storage 

Privileges . . . Merchandising Storage... 
Negotiable Receipts . . . Low Insurance Rate 

eo City Delivery Service. 


the handling.” 

The C. & S. has started the use of 
bulkheads in merchandise cars moving to 
points on the C. & S. and the F. W. & 
D. C. railways, “and the results have 
been that our less-carload merchandise 
is arriving in much better condition than 
when we were not using the bulkheads,” 
states Mr. Matthews. 

Photographs of damaged freight have 
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A. H. Rau 


General Superintendent 
Freight Claims, Rock Is- 
land Railroad 


Our claim prevention pro- 
gram was rejuvenated in 
1948 with the appointment 
of 11 district and assistant 
supervisors of claims and 
claim prevention. 
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in a Southern Railway freight 
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also been helpful to the Chicago, Aurora 
& Elgin Railway, states R. P. May, audi- 
tor of freight accounts and freight claim 
agent. 

“We try in every way possible to point 
out to our shippers the best methods of 
loading and bracing,” he states. “Our 
efforts are directed toward the ‘ounce of 
prevention’ through the medium of pam- 
phlets for the shippers and posters in 
train rooms for our operating crews.” 


Railroading in Alaska 


A claim agent with some special prob- 
lems is Edward A. Opp, of the Alaska 
Railroad, Anchorage. 

“A very large percentage of our ton- 
nage is less-carload, and all carloads are 
delivered on a less-carload basis as by 
joint traffic agreement,” he states. 

“Another very vital factor is the 
weather. We have principally a one-way 
haul originating at a coastal port and 
terminating in the interior. It is neces- 
sary to protect against a variation of 
temperature as wide as 100 degrees be- 
tween terminals, with minimum tem- 
peratures of as low as 70 degrees below 
zero. This necessitates the use of special 
equipment and procedures to deliver mer- 
chandise in good condition. At the pres- 
ent time we are experimenting with a 
new type of heater car to cut down losses 
from freezing. 

“As a result of the lading having to be 
handled so many times in the movement 
to Alaska, packaging is a very serious 
problem. Export packing is not required 
even though the handling problem is as 
severe as anywhere. Our program in- 
cludes notifying shippers of package fail- 
ures and recommending improvements. 
Shippers have been very cooperative in 
this respect. 

“A program of steel strapping to secure 
ae is being initiated to cut loss and 

damage, as well as the frequent use of 
shock clocks to reduce damage due to 
rough handling.” 

Central of Georgia 


Returning to a warmer climate, George 
S. Gaillard, general claim agent, Central 
of Georgia Railway, Savannah, suggests 
that shippers and carriers study the sec- 
ond annual transportation and packing 
survey. The survey indicated, he said, 
that 23.3 per cent of damage was attrib- 
uted to improper handling of cars in 
transit, 22.4 per cent was due to poor 
arrangement of the load, and 16.8 per 
cent was due to shift in the lead, result- 
ing from loose loading of the packages. 

“The results indicate the necessity for 
constant supervision of packing and 
loading by the shippers, and constant 
check up by the carriers as to train han- 
dling and switching in yards,” says Mr. 
Gaillard. “Regardless of various operat- 
ing complications, the men actually per- 
forming the service will endeavor to 
reduce improper handling to a minimum, 
if properly informed.” 

Speaking of his own railway, Mr. Gail- 
lard said its 1951 claim ratio of 0.726, 
while “fairly good,” should be still fur- 
ther improved. 

Claim prevention on the Chicago, Rock 
Island and Pacific Railroad was rejuve- 
nated in 1948, when 11 district and as- 
sistant supervisors of claims and claim 
prevention were appointed, states A. H. 
Rau, general superintendent freight 
claims, Chicago. Their duties include 
claim handling as well as prevention 
activities. The Rock Island’s program 
has resulted in a substantial reduction 
in the loss and damage account over the 
past two years, says Mr. Rau. 

The Santa Fe Railway System, reports 








E. W. Thomas, general freight claim 
agent, Topeka, “inaugurated an active 
program for the prevention of loss and 
damage to freight as early as 1908, and 
has energetically carried forward this 
campaign.” 

The road holds “Better Service” meet- 
ings at which all phases of damage-free 
transportation are discussed, he says. 

“A sizable force of transportation in- 
spectors, under the direction of assist- 
ant general managers, devotes a large 
portion of time toward searching out and 
correcting improper handling in termi- 
nals, on the road, and at freight sta- 
UOMS . 

“Among many other improvements 
adopted in recent years for safe and ef- 
ficient handling of freight, the Santa 
Fe mechanized its less-carload freight 
handling operations at all its large freight 
stations, which program has not only re- 
duced loss and damage on less-carload 
freight but also speeded the transfer and 
delivery operation. 

“The installation of new and improved 
icing facilities has resulted in 
more accurate and dependable refrigera- 
tion service, but more important has re- 
duced to a minimum delays previously 
encountered through this operation.” 


Norfolk & Western 


Another road which, more than 40 
years ago, inaugurated a “Better Service” 
movement is the Norfolk and Western. 
The program, says Mr. Yates, general 
claim agent, includes four major activities 
—quarterly meetings of 21 local clubs at 
principal terminals and operation points; 
monthly meetings of four regional con- 
ferences at strategic points; monthly 
on-the-job meetings of 57 local commit- 
tees at many important stations for the 
purpose of promoting courtesy and Per- 
fect Shipping, and an annual “Better 
Service” conference at which the work of 
the above clubs, conferences, and com- 
mittees is coordinated. 

“The specialized efforts of eight travel- 
ling freight claim adjusters and five su- 
pervisors of agencies are directed to lo- 
cating the source and correcting claim- 
producing conditions on and off line,” 


he says. 


Prompt Claim Handling 

A number of railroad spokesmen 
stressed the importance of prompt han- 
dling of claims. 

The Gulf, Mobile & Ohio in 1951 set- 
tled 85 per cent of all loss and damage 
claims filed, within 30 days, as compared 
with 83 per cent in 1950, according to 
D. A. Stewart, freight claim agent, 
Mobile. 

“Tt is important to maintain a prompt 
and efficient service to the public in con- 
nection with the investigation and dis- 
position of freight loss and damage 
claims,” he asserts. 

R. A. McGuigan, freight claim agent, 
New York, New Haven and Hartford 
Railroad, Boston, says that the New 
Haven has installed a system for proc- 


essing claims which has_ expedited 
prompt settlements. 
“Tt has been instrumental in con- 


siderably reducing the number of unpaid 
claims, also the number of items and 
amount carried in suspense,” he declares. 
“Indexing and recording claim settle- 
ments was changed to a ledger sheet 
method in lieu of the double card ar- 
rangement ... which eliminated non- 
productive ‘operations of sorting and 
merging approximately 30,000 cards per 
month. 

“Claims approved for payment are 
processed .. . in batches of 50 to 50 
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claims. Also, check-Writing, registering 
and preparation of abstracts.of loss and 
damage distribution statements are proc- 
cessed: through ‘the batch method. This 
change ‘in the system provides for an 
assembly-line operation which reduces 
handling.” 

The use of punched cards has further 
stream-lined and simplified the work, 
says Mr. McGuigan. 

J. T. Gallaspy, general freight claim 
agent of the St. Louis Southwestern 
Railway Lines, Tyler, Tex:, reports that 
87 per cent of claims on the Cotton 
Belt are being paid, disallowed, or with- 
drawn within 30 days, and 97 per cent 
within 90 days. 

“Adjustments on this railroad start 
when damage is discovered and not when 
the claim is lodged,” he states. “In this 
way it is possible to determine if a re- 
pair job should be undertaken, an al- 
lowance made, or if the consignee will 


A. L. Batts 


Freight Claim Agent, 
Atlantic Coast Line Rail- 
road 


Rough handling can be 
eliminated without mate- 
rially slowing up yard op- 
erations. 


J. L. Puig 


Freight Claim Agent, Ill- 
inois Central Railroad, 
Chicago 


Every department on oyr 
railroad cooperates .. . 
We first formulate plans 
and decide each year on a 
specific program to follow. 





be permitted to reject the damaged goods. 
Our salvage agent is often brought into 
this picture. 

“We do not have any panacea for 
loss and damage prevention,” declares 
Mr. Gallaspy, “and your readers may 
be surprised to learn that nothing is 
involved in the job of prevention but 
good common horse sense and steady 
application.” 

In the first 11 months of 1951, the 
Cotton Belt’s claim ratio was 1.34 per 
cent, down from the 1.52 ratio in the 
same period in 1950. 

“While the difference is small, it at 
least runs in the right direction,” says 
Mr. Gallaspy. 

On the C. & O. 

H. A. Moffitt, superintendent station 
service and freight claim prevention for 
the Chesapeake & Ohio Railway, Cleve- 
land, reports that principal freight claim 
prevention activities on the C. & O. 
center on educational programs set up 
by local committees at all terminals and 
Major freight and transfer stations. 

“Armed with statistics on losses re- 
sulting from damaged freight, these com- 
mittees work directly with the yard 
Service and station employes who regu- 
larly handle the cars and freight,” he 
Telaies. “Photographs are made of 
freight damaged in transit and these are 


reproduced, along with detailed informa- 
tion as to the cause of the damage, and 
posted on bulletin boards.” 


Maine Central 


The Maine Central Railroad has ob- 
tained a marked decrease in loss and 
damage through making experimental 
loads of its chief commodities, with the 
assistance of the road’s mechanical de- 
partment, other railroad freight claim 
prevention officials, and the AAR. 
freight loading and container section. 

“What is considered to be the direct 
cause of this reduction is the increased 
loading: of printing paper.on the ends 
rather than the bilge, proper crosswise 
protection of skid printing paper in the 
car, full floating loads of newsprint on 
the ends. with only door protection, and 
the bonded bleck loading of canned 
goods,” he relates. 

“The Maine Central is most fortunate 
to have the full cooperation of its ship- 
pers, who are most.anxious to have their 
shipments arrive free from loss and dam- 
age, in experimental loadings. In the 
interest of freight claim prevention, 
Johnny Careful is receiving full atten- 
tion.” 

Monon 


Another road that stresses extra care 
to certain troublesome commodities is 
the Monon Railway. Forrest Bennett, 
freight claim agent, Chicago, is chairman 
of the Chicago Claim Conference, and 
chairman of the rail damage prevention 
committee of the Ohio Valley Transpor- 
tation Advisory Board. 

“Personal attention is given to two 
troublesome commodities, newsprint and 
Indiana limestone,” says Mr. Bennett. 
“A plan of core testing carload ship- 
ments of newsprint upon receipt from 
our connections and at destination en- 
ables us to have such cars carefully han- 
dled while on our rails. Coupled with 
the all-out support of our connections 
prior to receipt of the cars, we are sat- 
isfied that the claim payments were kept 
to a lower than ordinary level. 

“The loading of Indiana limestone, a 
large volume of our tonnage, is closely 
watched by a full-time specialist who 
checks as to the proper loading and con- 
dition of cars to be loaded to insure 
safe transportation. The stone is fur- 
ther checked jointly at our heaviest off- 
going junction for stone, by car inspec- 
tors of each railroad.” 


On the Rio Grande 


Mr. Dickinson, of the Denver & Rio 
Grande, reports that in handling claims, 
“we endeavor to eliminate all unneces- 


sary delays in adjustment with claim- - 


ants. Where differences may arise with 
claimants, personal contact; is made 
promptly. In our opinion, prompt and 
proper handling of claims is an impor- 
tant phase of good, practical public 
relations.” 


“For several years,” says Mr. Dickin- 
son, “we have concentrated on preven- 
tion work through the use of bulkheads 
in merchandise cars, the continuous use 
of impact registers, and equipping all our 
agencies with modern machinery for the 
handling of freight. We use posters and 
motion pictures and make personal con- 
tact daily with employes engaged in the 
handling of freight. We are using photo- 
graphs in handling with the shippers, 
consignees and origin, lines. 

“During 1951 we held a total of 35 
meetings at the larger agencies, and had 
numerous contacts with all agencies. It 
is our intention in 1952 to increase the 
number of meetings, to continue person- 
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al contact with all employes engaged in 
the handling of freight, and to continue 
the use of pictures and posters. A per- 
sistent and consistent educational pro- 
gram .. . will save money for the rail- 
road, and at the same time improve 
shipper-carrier relations.” 


Nickel Plate 


Mr. Murphy, reporting for the Nickel 
Plate, says the drive for Perfect Ship- 
ping is constant on his road. 

“We are thoroughly sold on the idea 
that it is a full-time job,” he relates. 
“The April campaign is always an added 
incentive to intensify our efforts.” 

Stressing the value of teamwork, ex- 
tending to the clerks who handle the 
paper work, Mr. Murphy believes that 
“good inspections are of prime necessity, 
together with pictures that will show 
the condition of the lading (and equip- 
ment). 

“Our prevention inspectors also have a 
systematic plan of test inspections at ap- 
propriate locations to localize the prob- 
lem ... Impact recorders are regularly 
used to test car handling and coupling 
speed in yards, terminals and in trains. 
Findings of excessive impacts are han- 
dled by operating personnel with the 
crews responsible.” 

The Seaboard Air Line Railroad’s claim 
prevention program has obtained sub- 
stantial results, with the claim ratio in 
1951 being 54.5 per cent under that of 
1946, reports J. A. Shea, superintendent 
of station operations. The Seaboard has 
a staff of damage-prevention and load- 
ing specialists, has system prevention 
committees on which all departments are 
represented, and has also formed a Sea- 
board Air Line Railroad Freight Agents’ 
Association, the principal activity of 
which is loss and damage prevention. 

The road has an air-conditioned, con- 
verted Pullman car equipped with 
speaker system which visits all yards, 
terminals and stations, in which lectures, 
motion pictures, slides, and loading 
diagrams are given or presented. Since 
November 1, 1951, attendance at these 
shows and lectures has exceeded 3,500 
persons. 

A. L. Batts, reporting for the Atlantic 
Coast Line Railroad, says that freight 
claim expense on his road started an 
upward trend in May, 1951. 

“While the ratio of claim expense to 
freight revenue continued below the one 
per cent mark, which could well be con- 
sidered as indicative of satisfactory serv- 
ice, it was decided by Coast Line officials, 
in September, 1951, to inaugurate an in- 
tensified prevention program,” he states. 


“Officials were fearful that yard em- 
ployes would insist that the elimination 
of rough handling—coupling cars at speed 
not exceeding four miles per hour—would 
slow up operations in the yard,” he said. 
“At the first terminal meeting, however, 
it was gratifying to hear experienced 
yardmasters insist that rough handling 
could be eliminated without materially 
slowing up yard operations.” 

One member of a careful handling crew 
was used as an instructor for all crews 
within each te:minal. 

As part of the campaign, survevs of 
facilities and equipment were made at 
freight transfer points; where necessary, 
additional bulkheads and gates for mer- 
chandise cars were issued. 

“In November, 1950, the Coast Line re- 
ceived a total of 5,508 claims, and in No- 
vember, 1951, the claims totaled 4,435, a 
decrease of 1,073 claims,” he relates. “Dur- 
ing December, 1951, the total number of 


claims compared with the same month 
last year showed a decrease of 769. The 
Coast Line is convinced that the intensi- 
fied loss and damage prevention program 
will show even greater improvement in 
the future.” 

The Illinois Central Railroad, reports 
Mr. Puig, is trying to do its part in the 
national prevention effort to reduce the 
vast waste represented by freight claim 
payments. 

Mr. Puig outlined what the IC. is 
doing to prevent claims. 

“We first formulate plans and decide 
each year on a special program to fol- 
low through the year,” he says. “Special 
attention is given to the commodities 
giving the most trouble. 

“Short, damage and inspection reports 
are sorted by commodities, and those 
indicating heavy damage are given file 
numbers, and each case handled with 
all concerned—superintendents, origin 


‘agents, prevention officers of origin lines, 


and with shippers when the damage ap- 


PERSONAL 


Arthur F. Lane has been appointed to 
the newly-created position of general 
traffic manager of Park & Tilford Dis- 

tillers Corporation, 
New York, N.Y. He 
will direct the traf- 
fic department of 
all the company’s 
operating divisions 
—liquor and wine, 
perfumes and cos- 
metics, and Tintex 
dyes. His previous 
background in- 
cludes five years as 
traffic manager of 
Ss. & W. Fine 
Foods, Inc.; four 
years as assistant 
traffic manager of Todd Shipyards Cor- 
poration, and 15 years in various traffic 
department positions at Standard 
Brands, Inc. A resident of Ridgewood, 
N.J., Mr. Lane is a practitioner before 
the Interstate Commerce Commission, a 
founder member of the American So- 
ciety of Traffic and Transportation, and 
a member of the Metropolitan Traffic 
Association of New York. 





A. F. Lane 


+. ok * 

Harold T. Donovan has been appointed 
traffic manager of the tube department, 
RCA Victor Division, Radio Corporation 
of America, Harrison, N.J. He has been 
associated with RCA Victor for 10 years. 

ae * ae 


Carl O. Olsen has been appointed pas- 
senger traffic manager of the Southern 
Pacific Railroad at Chicago, effective 
May 1, succeeding Leroy C. Ioas, who is 
leaving the railroad at his own request 
to engage in other activities. Mr. Olsen 
started with the railroad as a junior 
clerk in San Francisco 28 years ago and 
rose through various positions in the 
freight and passenger departments to 
become assistant general passenger agent 
at Oakland, Calif., his present position, 
in 1947. 

Of * * 

Irving C. Lawson has been appointed 
assistant general freight agent for the 
Northern Pacific Railway at St. Paul, 





TRAFFIC WORLD 


pears to be the result of improper load- 
ing, bracing or packaging.” 

Reporting that sugar was one of the 
commodities on which his road has been 
specializing, Mr. Puig said that sugar 
claims decreased by $33,431 between 1956 
and 1951, and that the number of claims 
on this commodity decreased by 878 in 
the same period. 

Fire losses had decreased 45 per cenit 
on compressed cotton and 65 per cent on 
flat cotton during 1951, compared with 
1951 losses, he said. : 

“This was accomplished through an 
education program and individual con- 
tacts with ginners, shippers, and railroad 
personnel.” 

These are some of the details of what 
a representative section of the nation’s 
rail carriers is contributing to the overall 
claim prevention effort. 

“It Can Be Done,” one freight claim 
agent asserts, and many of these rail- 
roads demonstrate that fine claim pre- 
vention work is being accomplished. 


Minn., succeeding E. V. Hunt, who has 
retired after 50 years of service with the 
company. Mr. Lawson entered the rail- 
way’s general freight department in St. 
Paul in 1921 and since 1950 has been 
chief clerk in the traffic vice-president’s 
Office. 
” * * 

P. T. Moran has been elected vice- 
president and a member of the board of 
directors of the Elgin, Joliet & Eastern 
Railway Co. Mr. Moran was formerly 
general manager of the railway. 

* * . 


Paul H. Darges has been appointed 
traffic manager of the Rust Engineering 
Co., Pittsburgh, Pa., succeeding the late 
Frederick R. Cunliffe. Mr. Darges had 
been assistant traffic manager since join- 
ing the company in 1947. 

*” * » 

J. J. Stefanec has been appointed man- 
ager of domestic transportation of Chil- 
ean Nitrate Sales Corporation, New York, 
N.Y., effective April 11. 

* * * 

E. M. Carey has been appointed traffic 
mercial agent at Jersey City, NJ. 
succeeding R. D. Reeds, who has been 
with the company 33 years. After an 
extended vacation on leave of absence, 
Mr. Reeds will return to assume less 
arduous duties with the firm. 

* * “ 

The Erie Railroad has announced ap- 
pointment of James A. McCall as com- 
mercial agent at Jersey City, NJ., 
succeeding J. H. Laffey, deceased, and 
Edward E. Weber as commercial agent at 
New York, N.Y. 

* * * 

Included in a shift in district sales 
managers of Northwest Airlines, Inc., in 
Canada, is Lyle Victor, former manager 
of the Duluth office, who has been trans- 
ferred to head the Winnipeg office, suc- 
ceeding Thomas Guns, district sales 
manager there since 1947. Mr. Guns re- 
turns to Vancouver, B.C., where he 
started his airline career as district trof- 
fic manager in 1939. William Kenney, 
district sales manager in Vancouver since 
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1950, has been transferred to Seattle 
as assistant district sales manager. 
* * % 
The election of Roy H. Hines, of San 
Francisco, Calif., as a new vice-president 
of the Northern Pacific Railway in charge 
of oil development 
was announced by 
Robert S. Mcfar- 
lane, president of 
the railway, at the 
recent annual meet- 
ing of stockholders 
in St. Paul, Minn. 
Mr. Hines has been 
associated with the 
Standard Oil Co. 
of California since 
1935 and assistant 
to the vice-presi- 
dent since July, 
1951. From 1929 to 
1935 he was employed in the oil and gas 
leasing division of the US. Department 
of Interior in Washington, D.C. Mr. 
Mcfarlane reported at the meeting on 
oil drilling operations in the Williston 
basin in North Dakota and Montana 
and said eleven wells were being drilled 
or were about to be drilled on Northern 
Pacific reserve land in Montana. These, 
he said, were in addition to three wells 
already in production. The president 
also reported on his company’s tech- 
nological progress in use of welded rail 
and extension of train radio communica- 
tions. He said agricultural prospects for 
the territory as a whole were favorable. 
- * - 


R. H. Hines 


The Chicago & North Western Rail- 
way System has announced appointment 
of Charles A. Cooler as traveling agent 
in Seattle, Wash., succeeding K. F. Zim- 
merman, promoted. Howard C. Car- 
michael has been named to the new 
position of traveling agent in Vancouver, 
BC. ‘—- 

J. W. Devins, vice-president and gen- 
eral manager of the Minneapolis & St. 
Louis Railway, has been elected president 
of the Railway Transfer Co. of Minneap- 
olis, a wholly-owned subsidiary of the 
M. & St. L., which operates switching 
service in the Minneapolis milling dis- 
trict. 

os * * 

S. E. King, general traffic manager of 
the Singer Manufacturing Co., New York, 
N.Y., has announced appointment of 
John Clement as domestic traffic man- 
ager and George Fordi as assistant do- 
mestic traffic manager, having jurisdic- 
tion over the domestic, rate adjustment 
and warehouse divisions. John Ohler 
has been made export traffic manager, 
with Hugh McCabe as assistant export 
traffic manager, in supervision of the ex- 
port, import and air express-parcel post 
divisions. 

om cl * 

Benjamin F. Stapelfeld, first employe 
of the Hermann Forwarding Co. when it 
was organized 25 years ago was honored 
on his retirement at a testimonial dinner 
given by management and his fellow 
workers April 12 in New Brunswick, N.J. 
In recognition of his long service he 
received a $500 check from Fred J. Her- 
man, founder and vice-president of the 


firm. 
* - o 


Roy L. McKay has been appointed 
operations manager for Middle Atlantic 
Transportation Co., Inc., with offices in 
Cleveland, O. He was formerly manager 
of the company’s Detroit branch. Other 
appointments made by the company in- 
clude Richard V. Isbeque as manager of 
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the Detroit terminal, George E. Kelley as 
manager of the Boston terminal, and 
Walter T. Szymkowski as manager, of the 
New York terminal. 

+ > s 


W. L. Swartz, superintendent of the 
southern division of Dixie Ohio Express 
Co. at Atlanta, Ga., has assumed the 
duties of acting manager of the Atlanta 
terminal, and W. W. Burnett, former 
terminal manager, has been appointed to 
the newly-created position of district 
sales manager. 

* 
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G. Lee Howerton has been appointed 
assistant division freight agent of the 
Norfolk Southern Railway Co., with 
headquarters in New Bern, N.C. Joel S. 
Cagle has been made general agent of 
the railway in Greensboro, N.C., succeed- 
ing Mr. Howerton. Appointments to 
other positions in the railway’s traffic de- 
partment were announced as follows: 
Leonard H. Shockley, commercial agent, 
Richmond, Va.; Robert L. Howard, as- 
sistant division freight agent, Charlotte, 
N.C.; Roland H. Watson, commercial 
agent, Raleigh, N.C.; Douglas R. Elder, 
commercial agent, Chicago, Ill. and 
Frank P. Slavin, commercial agent, Cin- 
cinnati, O. , 
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* + * 

Appointment of William F. Poorman § Genera 
as traffic manager of the new Buick- § Hospit: 
Oldsmobile-Pontiac assembly division, § illness. 
General Motors Corporation, plant at § of Con 
Arlington, Tex., has been announced by § the ne: 
D. B. Barrett, traffic director. Mr. Poor- B ney Ge 
man was formerly a supervisor in the § divisio1 
traffic department of the Linden, N.J., B joined 
plant of the division. He has been asso- § as gen’ 
ciated in a traffic capacity with G.MC. 
since 1936. Fran! 

* = ® traffic 


Recently appointed as commercial 
agents of the Chicago, Burlington & 
Quincy Railroad Co. are F. B. Poole at 
Dallas, Tex.; R. G. Bucklin at Houston, 
Tex.; M. W. Reynolds at Sacramento, 
Calif.. and L. G. McCubbin at Tacoma, 
Wash. 


* * * 


Friends and associates will tender a 
testimonial dinner to Leon A. Veroneau, 
freight traffic manager, rates, Canadian 
Pacific-Grand Trunk System, at the Un- 
ion League Club, Chicago, April 21. The 
occasion is the retirement of Mr. Vero- 
neau. Emmet J. Smith, general traffic 
manager, Edward Hines Lumber Co., is 
chairman of the committee in charge of x 
arrangements. E. V. Hill, chairman, 
Central Territory Railroads, will be toast- 
master. 

& * * 

After more than 46 consecutive years 
of service, Miss Mary O’Connell, secre- 
tary to E. E. Gordon, passenger traffic 
manager of the Chicago & Eastern IIli- 
nois Railroad, Chicago, will retire effec- 
tive May 1. An “open house” reception 
in her honor was held on April 15 in 
general offices of the railroad in Chicago. 

*” * * 


Appointment of David Edelson as as- 
sistant general traffic manager of the 
Hudson Pulp & Paper Corporation, New 
York, N.Y., succeeding Ted Coller, who 
has been promoted to the sales depart- } 
ment of the company in Chicago, has ‘ 
been announced by M. D. Malmend, gen- | 
eral traffic manager. 

* o 7. 


Joseph P. Jolley has been promoted 
from commercial agent to district freight 
and passenger agent of the Southern 
Railway System in charge of the com- 
pany’s newly-established agency at ‘ort 
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Lauderdale, Fla. Appointed to positions 
as commercial agents are Paul J. Jessee, 
at Fort Lauderdale; William B. Macdon- 
ald, Jr., at Miami, Fla., and J. Howard 
Evans, af Kansas City, Mo. 

a * * 
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Appointment of Edward C. Gengen- 
pach as general freight and passenger 
representative of the Rutland Railway 
Corporation, with headquarters in New 
york City, effective May 1, has been 
announced by O. L. Crawford, freight 








* * * 


Cc. S. Blackman has been elected vice- 
president—traffic of the Tennessee Cen- 
tral Railway Co., Nashville, Tenn., effec- 
tive April 1. 


pointed 
of the 
.» With 
Joel S. 
gent of 
ucceed- 


* * * 


T. O. Brown has been appointed gen- 
eral traffic manager of Burlington Truck 


nts toBrines, Inc., with headquarters at Gales- 
vffic de- burg, Ill. 
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John S. Dickinson, 58, vice-president 
and general counsel of the Pennsylvania 
Railroad and former Assistant Secretary 
of Commerce and Assistant Attorney 
General died April 9 at Johns Hopkins 


rd, as- 
arlotte, 
mercial 
. Elder, 
l., and 
it, Cin- 


oorman 
Buick- § Hospital in Baltimore, Md., after a brief 
livision, § illness. He served as Assistant Secretary 


of Commerce from 1933 to 1935 and for 
the next two years was Assistant Attor- 
ney General in charge of the antitrust 
division, U.S. Department of Justice. He 
joined the Pennsylvania Railroad in 1937 
as general solicitor. 
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Frank Elliott Guy, 74, retired general 
traffic manager of the Universal Atlas 
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tton & 
’oole at 
fouston, 
amento, 
"acoma, 


nmder a& 
roneau, 
inadian 
he Un- 
1. The 
. Vero- 
traffic 
Co., is 
arge of 
zirman, 
e toast- 


e years 
, secre- 

traffic 
rn Iilli- 
> effec- 
ception 
1 15 in 
thicago. 


as as- 
of the 
n, New 
‘r, who 
depart- 
zo, has 
d, gen- 





omo ted 
freight 
yuthern 
e com- 
at ort 





PEORIAREA 


- -- close to the population center of the nation - - - the hub of the world’s 
greatest rail transportation network. Here industry thrives on 
expanding markets and efficient distribution facilities. 

Believe me, PEORIAREA is ideally situated for new and expanding 
Fifteen trunk line railroads converging on the Peoria 
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switching charges so you can ship via the P.&.P.U. Railway to any state 
without assessment of extra switching charges. 

You’ll find me right on the job, too, twenty-four hours a 
day to make your new life in the PEORIAREA 

pleasant and profitable. 


industries. 


Cement Co., New York, died suddenly 
of a heart attack April 14 in Pittsburgh, 
Pa. Mr. Guy retired on December 31, 
1945, after 39 years of service in the 
company’s traffic department, and since 
then had been working as a sales repre- 
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Another traffic club has been added to 
the growing list of traffic and transpor- 
tation organizations throughout the 
country with the recent formation of 
the Valley Traffic Club of San Bernar- 
dino and Riverside Counties, Calif. At 
a meeting on February 6, the following 
charter members were chosen to serve 
as the club’s first officers for a one-year 
term: President, Don Estrin, district 
manager, Republic Carloading & Distrib- 
uting Co., Inc., San Bernardino; vice- 
president, G. T. Cunningham, purchas- 
ing agent, Food Machinery & Chemical 
Corporation, Riverside; treasurer, Keith 
Steinke, agent, Pacific Freight Lines, San 
Bernardino, and secretary, Mrs. Lois 
Sandel, assistant to traffic manager, Mu- 
tual Grange Distributors and Real Gold 
Citrus Products, Redlands, Calif. ‘The 
club, membership in which will include 
representatives of carrier, receiver, for- 
warder and shipper organizations in the 
San Bernardino Valley area, will hold 
regular meetings on the second Wednes- 
day of each month. Special emphasis 
will be placed on traffic education, ac- 
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sentative for his son-in-law’s Pittsburgh 
firm, Earl J. Rigdon & Co., wire and rope 
distributors. Before he joined Universal 
Atlas, he had 16 years of railroad ex- 
perience with the Baltimore & Ohio 
Railroad at Pittsburgh. 





cording to Mrs. Sandel. J. W. Wither- 
spoon, assistant general traffic manager, 
United States Rubber Co., Los Angeles, 
Calif., addressed the group at the Feb- 
ruary 6 meeting on “Traffic Manage- 
ment.” He stressed the importance of 
the traffic manager in all phases of in- 
dustry and defined the qualifications of 
a traffic manager. 
* * * 

Fred R. Roberts, freight agent, Dela- 
ware & Hudson Railroad, Wilkes-Barre, 
Pa., was elected president of the Wyo- 
ming Valley Traffic Club at its regular 
monthly meeting held April 9 at the 
Eagles Club in Berwick, Pa. He suc- 
ceeded Robert J. Eckenrode, district man- 
ager, Fowler and Williams, Inc., Wilkes- 
Barre. Other officers elected for the 
ensuing year were Darrell H. Smith, Jr., 
traffic manager, International Salt Co., 
Inc., Scranton, Pa., vice-president, and 
B. M. Bonham, traffic manager, Ameri- 
can Chain and Cable Co., Wilkes-Barre, 
secretary-treasurer. New directors chosen 
were Bruce Moyer, traveling freight 
agent, Delaware, Lackawanna & Western 
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Railroad, Scranton, and Charles J. 
Blaker, traffic manager, Hazard Insu- 
lated Wire Works, Wilkes-Barre. Speaker 
at the meeting was G. I. Holt, produc- 
tion manager, American Car and Foundry 
Co., Berwick. 
- «* > 
J. W. Hartmann, sales representative 
for the Geo. F. Alger Co., has been 
elected president of the Traffic Men’s 
Association of Chicago. Formerly vice- 
president, serving for three years as a 
director of the association, Mr. Hart- 
mann succeeded M. W. Peterson, of Hall 
Printing Co., Chicago, who became chair- 
man of the board. Other officers are 
John W. Brown, of Bantam Books, Inc., 
vice-president; E. J. McLuckie, of Red 
Star Transit Co., financial secretary; 
George Lyons, of Lyons Transport, re- 
cording secretary, and James Coe, of 
Transcon Lines, treasurer. 
° i * * 


The following events have been sched- 
uled for 1952 by the Transportation Club 
of Buffalo, Inc., Buffalo, N.Y.: May 3, 
spring dinner-dance, at the Buffalo Trap 
and Field Club; June 17, “Railroad, 
Steamship & Shippers’ Day,” at the 
Transit Valley Country Club; July 15, 
“Truck & Carloading Day,” at the 
Transit Valley Country Club; August 12, 
“Ladies Day,” at the Transit Valley 
Country Club; September 9, annual stag 
outing, at the Buffalo Trap and Field 
Club; November 13, annual dinner, at 
the Statler hotel, and December 9, an- 
nual election, at the Elks’ Club. 


* * * 


The Capital District Traffic Associa- 
tion celebrated its twenty-fifth anni- 
versary with a dinner meeting on April 
8 in the Ten Eyck hotel, Albany, N.Y. 
Among the more than 600 persons in at- 
tendance were officials and representa- 
tives of railroads, motor carriers, airlines, 
steamship lines and industries in the 
Albany, Troy, Schenectady area and 
throughout the United States. Frank J. 
Bacher, assistant general traffic manager 















































of Cluett Peabody & Co., and president 
of the association, presided. Chairman 
of the dinner committee was John K. 
Hazelton of Dubrey Trucking Co. The 
reception committee was headed by John 
Vogel, Sr., of Vogel Trucking, while Leo 
J. Moran, district freight agent, Pennsyl- 
vania Railroad, was in charge of public- 
ity. 
* * ok 

The Niagara Falls Traffic Club will 
hold its annual spring dinner-dance on 
April 24 at the Boot & Saddle Club, 
Niagara Falls, N.Y. Wives of directors 
of the club will be the hostesses. One 
hundred couples have made reservations. 
Bernard Shanahan, sales manager, 
Endres Co., is president of the club. En- 
tertainment will be provided under the 
direction of J. Frank Cronin. 

ok oo * 


Robert Wheeler, division traffic man- 
ager of the Flintkote Co., Chicago., Chi- 
cago Heights, Ill., will be installed as 
president of the Chicago Heights Tratftic 
Club at its annual installation dinner on 
May 13. Other new officers and direc- 
tors who will take office for the ensuing 
year will be: Vice-president, William 
O'Neal, Elgin, Joliet & Eastern Railroad; 
secretary-treasurer, Fred Glaeser, W. C. 
General Hauling; directors, Clarence 
Oster of Hot Point, Inc., Arthur Tom- 
linson of the Illinois Central Railroad, 
and Frank Bender of Tobler Transfer 
Co. 

on . 

“Public Relations in Business” was the 
subject of an address by Dr. Robert 
Thompson at an “Industrial Night” din- 
ner meeting of the Oakland (Calif.) 
Traffic Club on April 15 in the Leaming- 
ton hotel. Joseph J. Swendsen, president 
of the club, presided. William A. Gough, 
traffic manager, Certainteed Products 
Corporation, was chairman. 

ok ne ae 


The Mohawk Valley Chapter of the 
Delta Nu Alpha Transportation Fra- 
ternity has set April 22 as the date for a 


a om: & 
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dinner meeting at Trinkaus Mancr, 
Oriskany, N.Y. Harold Moore, trafic 
manager of Precision Castings in Fay- 
etteville, N.Y., will conduct a discussion 
on “Should There Be an I.C.C.?” The 
nominating committee will report iis 
Slate of officers for the next year. E. F. 
Lacey, executive secretary, National In- 
dustrial Traffic League, Washington, », 
C., will speak on “Legislative Trends Af- 
fecting Transportation” at the annual 
meeting of the chapter on May 27. The 
meeting has been designated as “Bosses’ 
Night.” 


+ ” * 


The Traffic Club of New Orleans paid 
tribute to the Board of Commissioners 
of the Port of New Orleans at its annual 
luncheon honoring the Port of New Or- 
leans on April 14 in the Roosevelt hotel. 
The luncheon opened the seventh Mis- 
sissippi Valley World Trade Conference 
held that week. Speaker at the luncheon 
was Leon Irwin, Jr., newly-elected presi- 
dent of the Board of Port Commissioners, 
whose address was entitled “Port Busi- 


ness.” 
* ” o* 


The Transportation Club of Peoria, Ill. 
has announced its 1952-53 program of 
activities which includes the following 
events to be held at Keenland Park: 
May 22, fish fry; June 26, annual picnic; 
August 3, family picnic, and August 28, 
clam bake. The club will hold a dinner- 
dance on October 22 at Mt. Hawley 
Country Club, its annual dinner on No- 
vember 13 in the Pere Marquette hotel, 
and election of officers on February 19 
in the Jefferson hotel. 

tk * a 

The Fort Wayne (Ind.) Transportation 
Club will open its fourth golf league on 
May 12 at the Brookwood Country Club. 


* * * 


“Fathers’, Sons’ and Daughters’ Night” 
will be the feature of the May 6 meet- 
ing of the Chicago Transvortation Club. 
A full evening of entertainment, with 
prizes and gifts for each son and daugh- 
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ter of members in attendance, is being 
arranged under the direction of C. P. 
o'connor, district manager, Pacific For- 
warding Association, Inc. Joe Palen, 
described as a master magician, will act 
as master of ceremonies. 

oo * a 

“Arizona Holiday”, a travel film pre- 
sented through the courtesy of the Santa 
Fe Railroad, was a feature of the pro- 
gram at the weekly traffic luncheon of 
the Cedar Rapids Traffic Men’s Asso- 
ciation on April 10 in Cedar Rapids, Ia. 
Fifty-seven traffic and transportation 
men were in attendance. 

a * * 

The Alumni Association of the Traffic 
Managers Institute held its regular meet- 
ing on April 17 in the Taft hotel, New 
York, N.Y. Barney Weadock of the Rob- 
ert Gair Co. spoke on “Perfect Shipping” 
and packaging. 

* * * 

About 170 traffic and transportation 
men attended the April “Perfect Ship- 
ping Month” luncheon meeting of the 
Traffic Club of Houston on April 1. The 
program was in charge of Joe Bergen of 
Converted Rice, Inc. H. K. Hayes, su- 
perintendent of freight claims, Frisco 
Lines, Springfield, Mo., addressed the 
group on the importance of freight claim 
prevention. 

* * * 

The Rock River Valley Traffic Club 
observed “Industrial Night” with a din- 
ner neeting on April 16 at the Verdi 
Club in Rockford, Ill. A feature of the 
meeting was a play presented by indus- 
trial members entitled “A Day in the 
Life of a Traffic Manager.” 

” * * 


S. T. Iden, of the Pennsylvania Rail- 
road, addressed the Women’s Traffic Club 
of Chicago at its regular monthly dinner 
meeting April 14 in the Palmer House on 
the new class rates filed in docket No. 
28300. 


* * * 


The Transportation Club of Louisville 
is making plans for a “Motor Carrier 
Night” dinner meeting on May 13 in the 
Kentucky Hotel. Arrangements are in 
charge of Bill Young of Meeks Motor 
Freight. 


* * t 


A panel of five traffic representatives 
participated in a “membership quiz pro- 
gram” sponsored by the Lehigh Valley 
Chapter of the Delta Nu Alpha Transpor- 
tation Fraternity at its regular monthly 
meeting held April 7 in Allentown, Pa. 
Participants were R. E. Bauder, for rail 
carriers; F. A. Solga, for shippers; J. J. 
McCormick, for motor carriers; W. N. 
Humbert, for air transportation, and 
J. C. Lipvosky, for freight forwarders. 
Paul B. Kemmerer acted as moderator. 

a * * 


Members of the Woman’s Traffic Club 
of Milwaukee were guests of the Pabst 
Brewing Co. on April 14. A travel movie, 
‘Unlimited,” was presented by A. R. 
lemm, assistant comptroller, First Wis- 
consin National Bank, after the business 
meeting. 

* * * 

The importance of freight loss and 
damage claim prevention was discussed 
by Sloan McCres, vice-president of Earl 
V. Wilson Co., at the April meeting of 
the Miami (Fla.) Traffic Club. The club 
held its annual dinner-dance on April 19. 

oS * a 

The annual dinner-dance of the Traffic 
Club of Syracuse will be held on May 8 
in the Syracuse hotel. Joseph S. Sikora, 
freight traffic manager, Delaware, Lacka- 
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Maps and Med Dida Unigue 


The maps in this section are different from maps and the allied data are unique in that 
maps published in any other medium. They are the material is presented in a way shippers all 
special maps designed by TRAFFIC WORLD’S over the country told TRAFFIC WORLD it 
map department and keyed in accordance with would be most helpful to them in selecting 
the specifications of shippers. Hence, these highway carriers and routing freight. 
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MOTOR TRANSPORT SECTION 


CENTRAL & EASTERN STATES 


Watch Display advertisements opposite 
lead page of LATE NEWS section. 


Motor Transport Maps 
Prepared to 
Shipper Specifications 


Shippers from all over the country set up the specifi- 
cations for the motor transport maps used in this 
section. Recently, an industrial traffic manager of a 
leading industrial manufacturing company in Mil- 
waukee, Wisconsin, wrote the following: 


“In the issue of Traffic World which is published 
in the third week of each month, you have a Mofor 
Transport Section. We find that the maps and infor- 
mation which are published in this section to be 
superior to any other publication of this type, which 
we have seen.” 


Write now for complete details about how you can 
have your route map prepared in accordance with 
shipper specifications and placed monthly before the 
leading shippers across the country. 
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TRAFFIC CLUBS— 
(Continued from page 83) 


wanna & Western Railroad, will address 
the club at a dinner meeting April 21 on 
“Current Topics Affecting Transporta- 
tion.” 

* * * 

A special feature of a “Candidates 
Night” dinner meeting of the Buffalo 
Traffic Club on April 15 at the Elk’s Club, 
Buffalo, N.Y., was a panel discussion on 
problems involved in local switching, 
titled “Which Switch,” in which several 
local authorities on that phase of traffic 
work participated. The club will hold its 
election meeting on May 13. 

* * * 


The St. Louis Traffic Club will hold its 
annual election of officers on April 29 in 
the De Soto hotel. 


ICC DOCKET 


A star appears before all docket numbers 
have been added under a hearing date ina a. 
included in previous issue of Traffic World. 


RAIL 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in I. & S. 5579, assigned April 29, 
at Washington, D.C., cancelled and reas- 
signed —- 29, at Washington, D.C., before 
Examiner ~~ % 

Hearing in I. & S. 5996 and F.S.A. 26786, 
assigned April 21, at Washington, D.C., can- 
celled and reassigned April 23, at ‘Washing- 
ton, D.C., before Examiner Sweeney. 








April 21—St. Joseph, Mo.—Fed. Bldg.—Ex- 
aminer Blond: 

Finance 17551—St. Joseph and Grand Is- 
land Ry. Co. and Union Pacific R.R. Co. 
Abandonment. 

April 21—Washington, D.C.Examiner 
Sweeney, Jr.: 

I. & S. 5996 and F.S.A. 26786—Cryolite, 
Natrona, Pa., to Gregory, Tex. 

April 22—Chicago, Ill.—U.S. Customs Hse.— 
Examiner Diamondson: 

30946—Armour and Co. v. A.G.S., et al. 

30990—Summers Fertilizer Co., Inc. v. 
A.C.L., et al. 

April 22—Washington, D.C.—Examiner Mo- 
hundro: 

30980—Practices-of Norfolk Southern Ry. 
Co. and Norfolk Southern Bus Corp. 

April 23—Washington, D.C.—Oral Argument 
before the Commission: 

30344—-General Chemical Division, 3 
Chemical & Dye Corp., et al. v. "A. 

S. F., et al. 
April 23—Washington, D.C.—Examiner Van- 
diver: 

30940—-Status of Parmelee Transportation 
Co., Chicago, Ill. 

agee 24—Hope, Ark.—City Hall—Examiner 
Blond: 

Finance 16754—Murfreesboro & Nashville 

R.R. Co. Abandonment. 


April 24—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Diamondson: 

ary" Naaman Co., Inc. v. A.C.L., 

et al. 
April 24—Washington, D.C.—Oral Argument 
before Division 3: 
30792—Algonquin-Missouri Chemical Corp., 
et al. v. A. T. & S. F. Ry. Co. 
April 25—San Francisco, Calif.—Appraisers 
Bldg.—Examiner McCloud: 
30923—Avoset Co. v. A. T. & S. F., et al. 
April 28—Houston, Tex.—Lamar Hotel—Ex- 
aminer Diamondson: 

Ex Parte 104, Part II—Practices of Car- 
riers Affecting Operating Revenues or 
Expenses, Terminal Services, Texas Gulf 
Sulphur Co. 

April 29—New York, N.Y.—Hotel New Yorker 
a Commissioner Patterson and Examiner 


Hoy 
. 28000. “sub. 112 (BS-Ap-No. 12170)—Modifi- 
= of Safety Systems, Lehigh Valley 
Ee. Co. 





TRAFFIC WORLD 


*28000, Sub. 113 (BS-Ap-No. 7833)—Same, 

New York, Ontario and Western Ry. Co, 

Ex Parte 17i—Rules for Automatic Tra in 
Systems, etc., Reading Co. 

April 29—Washington, D.C.—Examiner Grif. 


fin 
30976—National Hay Ass’n., Inc., et al. v. 
& R., et al. 
April 29—Washington, D.C.—Examiner Dunn: 
a. = S. 5579—Freight Forwarder Terminal 
reas. 
April 29—Washington, D.C.—Examiner Kirby: 
%* Finance 16250—Boston & Maine R.R. Se- 
curities Modification. 
April 30—Washington, D.C.—Oral Argument 
before Division 4: 

Finance 17441—Rock Island Southern Ry. 
Co. Abandonment: 

Finance 17471—Chicago, Rock Island & 
Pacific R.R. Co. Abandonment. 

May 1—El Paso, Tex.—Paso Del Norte Hotel 
—Examiner Diamondson: 

Ex Parte 104, Part II—Practices of Car- 
riers Affecting Operating Revenues or 
Expenses, Terminal Services, American 
Smelting and Refining Co. 

May 6—Los Angeles, Calif—Fed. Bldg.—Jt. 
Bd. 75 or Examiner Miller: 

Finance 17538 — Consolidated Copperstate 

Lines—Notes. 





The Following Assignments 
Have Not Heretofore Appeared 





May 7—Washington, D.C.—Examiner Morgan: 
F.S.A. 26627—Pig Iron from Buffalo and 
Harriet, N.Y. 
May 7—Washington, D.C.—Oral Argument 
before Division 3: 
30524—National Industrial Sand Ass’n. v. 
A. C. & Y., et al. 
ary “yw Hocking Glass Corp., et al. 
B. & O., et al. 
May. 8—Washington, D.C.—Examiner Dunn: 
F.S.A. 26684—Soap, Soap Powders, and 
5 ue Compounds from Jersey City, 


May 8—Washington, D.C.—Oral Argument 
before Division 3: 
I. & S. 5890—Magnesite, Pacific Coast to 


East. 
30781—Northwest Magnesite Co., 
A. & W., et al. 
May 9—New Orleans, La.—Jung Hotel—Ex- 
aminer Diamondson: 

I. & §S. 6001—Sugar, Corpus Christi, Tex. 
to Tampa, Fla. 
May 9—New Orleans, La.—Jung Hotel—Ex- 

aminer Diamondson: 
F.S.A. 26848—Sugar from Corpus Christi, 
Tex., to Tampa, Fla. 
May 9—Washington, D.C.—Oral Argument 
before Division 3: 
ar ‘es Products Co. v. N. P., 
et al. 


et al. v. 





WATER, 
FREIGHT FORWARDER, 
PIPELINE 


April 14—Miami, Fla.—Greater Miami Traffic 
Assn.—Examiner Snider: 
FF-38, Sub. 3—ABC Freight Forwarding 
Corp. Extension—Mass. 
April 21—Portland, Oreg.—Hotel Multnomah 
—Examiner McCloud: 
W-1019—West Coast Trans-Oceanic Steam- 
ship Line—Common Carrier Application. 
April 28—San Francisco, Calif.—Appraisers 
Bldg.—Examiner McCloud: 
W-1041—Isbrandtsen Co., Inc.—Common 
Carrier Application. 
April 29—Washington, D.C.—Oral Argument 
before Division 4: 

W-751, Sub. 9—Commercial Barge Lines, 
Inc. Extension—General Commodities. 
May 1—San Francisco, Calif.—Appraisers 

Bldg.—Examiner McCloud: 
W-1019—West Coast Trans-Oceanic Steam- 
ship Line—Common Carrier Application. 
May 5—Houston, Tex.—Lamar Hotel—Ex- 
aminer Diamondson: 
FF-221—Barge Service Corp. Freight For- 
warder Application. 


en 


The Following Assignments 
Have Not Heretofore Appeared 
SNe at 


May 6—Washington, D.C.—Examiner Snider: 
W-543, Sub. 3—Seatrain Lines, Inc., EX- 
tension—Savannah. 
May 27—Washington, 
Cloud: 
W-1019—West Coast Trans-Oceanic Steam- 
ship Line—Common Carrier Application. 


D.C.—Examiner Mc- 
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ments 
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> Wor B April 19, 1952 
)—Same, 
"Ry. Co MOTOR 
ic Train 
i all CHANGES IN DOCKET 
Current cancellations and postpone- 
et al. v.—& ments announced too late to show the 
—— change in this docket are noted below. 
Terminaif! Hearing in MC-C-1057, assigned April 17, 
at Cincinnati, Ohio, postponed to a date to 
ar Kirby: be fixed. 
R.R. Se. Hearing in I. & S. M-4067, assigned April 
98, at New York, N.Y., cancelled. 
rgument 
nern Ry. April 21—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: 
sland && I. & S. M-4080—Sugar—Jacksonville to Ga., 
Ala. & Tenn. 
te Hotel — I. 2 by M-4098—Sugar, Savannah to Shelby, 
of Car- April 21—Boston, Mass.—New P.O. Bldg— 
mues or Examiner Winson: 


MC-F-5117—May and Roger Ferreira— 
Control; Ferreira’s Transportation, Inc.— 
Purchase—Dighton Transfer Co. 

april 21—Indianapolis, Ind.—Fed. Bldg.—Ex- 
aminer Clough: 

MC-F-5082—F. Joe Wieck, et al.—Control; 
St. Louis Nashville Freight Lines, Inc.— 
Purchase (Portion)—dZiffrin Truck Lines, 


Inc. 
April 21—New York, N.Y.—641 Washington 
id St.—Jt. Bd. 3: 
MC-C-1214—Atlantic Transportation Co. v. 
De Camp Bus Lines. 


\merican 
ldg.—Jt. 


perstate 








Morgan: i spril _22—Boston, Mass.—New P.O. Bldg.— 
Examiner Winson: 

rgument MC-F-5104—Milton D. Ratner and Bernard 
A. Lopson—Control; Emery Transporta- 

Ass’n. v tion Co.—Purchase (Portion)—Theodore 

: M. Kranitz. 

»., et al. April 22—Washington, D.C.—Examiner Sim- 
mons: 

- Dunn: I. & S. M-3955—Cigarettes, Tobacco—N.C., 

rs, and to Minn. 


April 23—Boston, Mass.—New P.O. Bldg.— 
Examiner Winson: 

MC-F-5007—F. P. Maguire, et al.—Control; 
Knowles Vans, Inc.—Purchase—Dominic 
and Robert R. La Pointe. 

April 23—Chicago, Ill—U.S. Custom Hse. 
Bldg.—Examiner Clough: 

MC-F-5091—C. J. Neuendorf, et al.—Con- 
trol; Neuendorf Transportation Co.— 
Purchase—Robert L. Ashbaugh. 

April 23—Pittsburgh, Pa.—Fulton Bldg.—Ex- 
aminer Miller: 

* MC-F-5021—David Kirschenbaum, et al.— 
Control; Neptune Storage, Inc.—Pur- 
chase (Portion)—East End Trucking Co. 

April 23—Washington, D.C.—Examiner Sim- 
mons: 

I. & S. M-4076—Acid & Chemicals—Balti- 
more to N.Y. Points. 

April 23—Washington, D.C.—Examiner Cox: 

MC-F-5058 — Hilton G. Fowler — Control; 
Fowler & Williams, Inc.—Purchase (Por- 
tion)—John Richards. 

April 24—Cleveland, Ohio—Old P.O. Bldg.— 
Examiner Driscoll: 

I. & 8. M-4110—Load Weight Restrictions 
—Central Territory. 

April 24—Lansing, Mich.—Olds Hotel—Ex- 
aminer Clough: 

MC-F-5123—Lewis W. and Crystal M. Tink- 
ham—Purchase—C. E. Kirksey Motor 


ey City, 
rgument 
Coast to 
ot al. v. 
1tel—Ex- 
sti, Tex. 
1tel—Ex- 
Christi, 
rgument 
. 


DER, 


mn Freight, Inc.; Fred G. and Bernice E. 
i Traffic Timmer—Control; Michigan Express, Inc. 
warding = a W. and Crystal W. Tink- 
April 25—Cleveland, Ohio—Old P.O. Bldg.— 
omar ye Driscoll: t Servi . 
; 3 - —Heater rvice Charge— 
| Steam- Chicago to East. ° 
lication. & April 25—Hartford, Conn.—U.S. Ct. Rms.— 
ypraisers uetaminer Winson: . 
~F-5096—Rene R. Dupuis and Harry 
sommon Peng mae ence A —, % z. Co.—Pur- 
chase ortion )—Flying gle Whitewa: 
rgument Lines, Inc. (New Jersey Corp.) ’ 
. fon — 25— Washington, D.C.—Examiner Sim- 
“4 ’ ns: 
dities. I, & S. M-4115—Machinery & Equipment— 


Va. & Eastern Points. 
April 28—Detroit, Mich.—Fed. Bldg.—Ex- 
aminer Driscoll: 
lication. MC-C-1337—Ford Motor Co. v. Standard 
tel—Ex- Transportation Co. 
April 28—Detroit. Mich.—Fed. Bldg.—Jt. Bd. 
ht For- 244 or Examiner Driscoll: 
MC-c-1337, Sub. 1—Ford Motor Co. v. 
Shirks Motor Express Corp., et al. 
——— § April 23—New York, N.Y.—641 Washington 
St.—Examiner Clifford: 
MC-F-5077 — Philip Hemingway — Control; 


ypraisers 


Steam- 


d Hemingway Bros. Interstate Trucking 
— Co.— Control and Merger — Moshassuck 
Ba Tre nsportation Co. 
——. Pril “3—New York, N.Y.—641 Washington 
nc., I St.—Examiner Riegner: 
- & S, M-4067—Soap—To Charlotte, N.C.— 
er Mc- @, Be iamin Butkus. 
Pril 23—New York, N.Y.—641 Washington 
Steam- St..-Examiner Winson: 
lication. J *MC-r-5162—w. D. Sellers, Jr.—Control; 


Bagget Transportation Co.—Purchase— 
Albert Austin King. 

April 28—Seattle, Wash.—Fed. Off. Bldg.— 
Examiner Miller: 

MC-F-5039—Don C. Taylor and Martha L. 
Davis—Control; Martin Van Lines, Inc. 
—Merger—Martin Bros. Transportation 
Co., Inc.; Purchase (Portion) Union 
Transfer Co. 

April 28—Washington, D.C.—Examiner Sim- 
mons: 

I. & S. M-4121 — Liquor — Lawrenceburg, 
Ind., to South. 

April 28—Washington, D.C.—Oral Argument 
before Division 4: 

MC-F-4760—J. Newton Rayzor, et al.— 
Control — Commercial Petroleum and 
Transport Co. — Control — Commercial 
Carriers, Inc., and Commercial Barge 
Lines, Inc. 

MC-4779 — Commercial Petroleum and 
Transport Co.—Investigation of Control 
—Commercial Carriers, Inc., and Com- 
mercial Barge Lines, Inc. 

April 29—Chicago, I11.—U.S. Custom Hse.— 
Examiner Driscoll: 

MC-C-1372—Sims Motor Transport Lines, 
Inc. v. Contractors Transit, Inc. 

April 29—Des Moines, Ia.—U.S. Fed. Ct. Bldg. 
—Examiner Carpenter: 

MC-29130, Sub. 70—Rock Island Motor 
Transit Co., Chicago, Ill. 

April 29—New York, N.Y.—641 Washington 
St.—Examiner Clifford: 

MC-F-5088—Joseph Bassaro, et al.—Con- 
trol; New York Mid-Hudson Trans. Corp. 
—Purchase (Portion)—Hemingway Bros. 
Interstate Trucking Co. 

April 29—New York, N.Y.—641 Washington 
St.—Examiner Winson: 

% MC-F-5107—Shein’s Ex press—Purchase 
(Portion)—Central Jersey Motor Lines, 


Inc. 
April 29—Washington, D.C.—Examiner Sim- 
mons: 

I. & S. M-4125—Fertilizer & Spray Ma- 
terials—Fry Trucking Co. 

April 30—Hartford, Conn.—U.S. Ct. Rms.— 
Examiner Riegner: 

I. & S. M-4072—Malt Beverages, Containers 

—Bradley’s Express. 
April 30—Memphis, Tenn.—U.S. District Ct. 
Rms.—Examiner Kobernusz: 
I. & S. M-4086—Rules—Argo-Collier Truck 
nes. 
April 30—St. Paul, Minn.—U.S. Ct. Rms.— 
Examiner Driscoll: 

I. & S. M-4029—Beet Sugar—Minn. to Chi- 
cago, Ill. 

I. & S. M-4094—Scrap Paper—Fargo, N.Dak. 
to Twin Cities. 

April 30—Seattle, Wash.—Fed. Off. Bldg.— 
Examiner Miller: 

MC-F-5103—C. C. Clarke and J. R. Sexton 
—Control; Sexton-Clarke Auto Freight, 
Inc. — Purchase — Puget Sound Express, 
Inc. (A. J. Jackson, Receiver). 

- 30—Washington, D.C.—Examiner Crow- 


ey: 

% MC-F-5154—Ernest Capitani, et al.—Con- 
trol—Rockland Coaches, Inc., et al. 

April 30—Washington, D.C.—Examiner Sea- 


man: 

MC-60612, Sub. 7—Samuel Tischler, Rosen- 
hayn, N.J. 

May 1—Boston, Mass.—New P.O. Bldg.—Ex- 
aminer Riegner: 

‘. «£ M-4036—Malt Beverages—Utica, 
N.Y. to New England. 

May 1—Oklahoma City, Okla.—Fed. Bldg.— 
Examiner Kobernusz: 

I. & S. M-4062—Merchandise—Los Angeles 
to Mid-West. 

May 1—Omaha, Nebr.—Rome Hotel—Jt. Bd. 
138 or Examiner Driscoll: 

MC-C-1347—Omaha Chamber of Commerce 
v. Ward L. Adrian. et al. 

May 1—Philadelphia, Pa.— U. S. Ct. Rms.— 
Examiner Winson: 

MC-F-5161—Roland O. Hain es—Control; 
Haines Carriers, Inc.—Control and Merg- 
er—Warren R. DeLong, Inc. 

May 1—Seattle, Wash.—Fed. Off. Bldg.—Ex- 
aminer Miller: 

MC-F-5149—Donald H. Roberts—Control; 
West Coast Fast Freight, Inc.——Purchase 
—Wenatchee Transportation Co. 

May 2—Denver, Colo.—State Comm.—Ex- 
aminer Driscoll: 
& S. M-4028—Books—East to Pacific 
Coast. 
May 2—Oklahoma City, Okla.—Fed. Blidg.— 
Examiner Kobernusz: 

I. & S. M-4069—Trailers—Between Al) 

Points in U.S. 


The Following Assignments 
Have Not Heretofore Appeared 


May 5—Atlanta, Ga.—State Comm.—Exam- 
iner Murphy: 
MC-F-5111—E. S. Wheaton — Control; 
Wheaton Van Lines, Inc.—Lease—Russell 
C. House Transfer & Storage, Inc. 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 


Classified Advertisements 
Payable in Advance 


PHUTEUUODUAAUUSODELSAS00OESESNGOELSOSEEUUOAUUDOAUSASSLUUAOASLLLAUUOLLESSSO OAS OTL 


For Sale 


CHICAGO TRUCK TERMINAL for sale or 
lease—whole or part. Newly constructed 
truck terminal will accommodate 60 trailers 
at dock. 55 foot dock drazline, crane, scale, 
perishable room, garage, etc. Over 210,000 
square feet. Best location in city. Can be 


financed. Immediate occupancy. Box 311. 


TRAFFIC BUREAU, EST. 8 yrs.-Florida with 
complete Tariff Library-Truck-Rail-500 vols. 
fine equipped office serving over 1,000 clients 
in several states-Auditor or Consultant can 
buy reasonable—For full details, Box 321. 


Educational Books or Courses 


WHEN DOES TITLE PASS. $6.50. This com- 
letely new book covers the Passage of Title 
rom Shipper to Consignee and explains who 

has the risk of loss or damage in Transporta- 

tion. It is written by Thomas G. Bugan, 

Attorney at Law, Chicago, Illinois. A recog- 

nized authority in the field of transporta- 

tion, as well as a widely known Tax At- 
torney, Mr. Bugan presents the facts and 
the law in non-technical, easy-to-under- 
stand language. This 515 page, cloth bound 
book contains 500 illustrative cases together 
with Definitions of F.O.B., Bailments, Prop- 
erty, Sales, Title and Others. Order your 
copy today on 15 days’ approval. If not 
completely satisfied your .50 refunded. 
Wm cC. Brown Company, publishers, 915 
Main Street, Dubuque, Iowa. 


I.C. PRACTITIONERS. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those — to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, am- 
bitious, recent graduates who can be developed 
as understudies for positions of responsibility. 

Also included are specialists in many different 
phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men 
with varying rees of experience in Rates— 
Routes—Transit—Demurrage—Storage — Claims — 
Classifications. In fact, any and all duties in a 
Traffic Department. 


Just drop a line outlining your needs to the 
nearest office: 


COLLEGE OF 
ADVANCED TRAFFIC 
22 W. Madison St. 
Chicago 2, Ill. 

615 Griswold Ave. 
Detroit 26, Mich. 


ACADEMY OF 
ADVANCED TRAFFIC 
253 Broadway 

New York 7, N.Y. 
1422 Chestnut St. 
Philadelphia, Pa. 





MOTOR CARRIERS ACCOUNTING AND 
COST CONTROL SYSTEM by H. J. DAY 
- @ practical book which will show 


anyone 1. one or a_ thousand 
how to install or simplify their 


trucks 
own system of accounting and cost con- 


trol records. Cloth bound, $7.00. The 
Traffic Service Corp., 815 Washington Bidg., 
Washington 5, D. C. 





STOPS IN 
TRANSIT 


Last year, about: 1,393,000 drivers ran 
out of gas on the road and another 
733,000 absent-minded motorists lost 
their keys or locked themselves out of 
their cars——American Automobile Asso- 
ciation. 

a oe * 

Probably one of the shortest memo- 
randa ever distributed among members 
of the United States Senate was one 
written by President Emory S. Land, of 
the Air Transport Association of Amer- 
ica, requesting appropriation of money 
for an additional airport for the metro- 
politan Washington (D.C) area, at 
Burke, Va. Following is the text of the 
Land memorandum: “After studying the 
subject for three years, I have reached 
the following conclusions: (a) It would 
be a fatal mistake to delay the construc- 
tion of the Burke Airport. (b) We are 
gambling with human lives if we fail to 
complete the Burke Airport at the ear- 
liest practicable date.” 


* * * 


Commissioner Randolph Carpenter, of 
the Motor Carrier. Claims Commission, 
has expressed sharp disagreement with 
the other two members of the commis- 
sion in dissenting opinions he has writ- 
ten concerning four recent awards by 
the commission. The awards, totaling 
$368,000, went to truck lines that as- 
serted claims against the federal gov- 
ernment for “just compensation” based 
on government seizure of their properties 
in 1944 and 1945 (T.W., April 12, p. 30). 
In his dissent in one of these cases, Com- 
missioner Carpenter said the evidence 
showed that, throughout the period of 
“the alleged taking” by the government, 
the five stockholders of the truck line 
who also constituted the board of direct- 
ors of that line received “salaries 
amounting to over $35,000 per year, for 
operating their own business.” Under 
such circumstances, queried Mr. Carpen- 
ter, “why should the government be li- 
able for an operating loss?” 

. * . 


“Olin Culbertson, chairman of the 
Texas Railroad Commission,” states a 
recent issue of the New York Times, “ex- 
plained by wire why he failed to show 
up at the Beeville, Tex., annual fire- 
man’s banquet where he was to have 
been the main speaker. He took the 
wrong train.” 

& * s 


Chairman Chester Moore, presiding at 
a recent meeting of the executive com- 
mittee, Central States Motor Freight 
Bureau, said that the next shipper wit- 
ness might be harsh on the industry. 
He explained that the witness, J. A. 
Illes, assistant traffic manager of Ben- 
dix Home Appliances Division, while 
driving up from South Bend to Chicago 
for the meeting, had had his headlight 
smashed by a rock thrown by a passing 
motor truck. 


TRAFFIC DATES 


APRIL 


23-24—Northwest Shippers Advisory Board, Min- 
neapolis, Minn. 

28-30—U.S. Chamber of Commerce (40th Annual 
Meeting), Washington, D.C. 


30 —Chain Store Traffic League, Cincinnati, O. 


MAY 


1-3. —Chain Store Traffic League, Cincinnati, O. 


2-3 —Southwestern Motor Carriers Claim Coun- 
cil, Dallas, Tex. 


3-4 —Delta Nu Alpha National Transportation 
Fraternity (spring meeting), Akron, O. 

4-8 —American Warehousemen’s Association, 
New Orleans, La. 

6-8  —Fourth Highway Transportation Congress 
(National Highway Users Conference), 
Washington, D.C. 

6-8 —Protective Section, Association of Ameri- 
can Railroads, Milwaukee, Wis. 

12-13—Irregular Route Common Carrier Con- 
ference, American Trucking Associations, 
Inc. (annual meeting), Cincinnati, O. 

12-14—American Railway Development Associo- 
tion, Chateau Frontenac, Quebec, Canada. 

12-16—Trucking Operations Forum, American 
Trucking Associations, Inc., Columbus, O. 

14-16—Freight Station Section, Association of 
American Railroads, Cincinnati, O. 

14-19—National Tank Truck Carriers, Inc. (4th 
annual mid-year meeting), Coronado, 
Calif. 

15-16—Oil & Gas Well Supply Traffic Associa- 
tion, St. Louis, Mo. 

22-23—Southwest Shippers Advisory Board, Fort 
Worth, Tex. 

22-23—Material Handling Institute, Inc., Chicago, 
ill. 

31 —National Freight Traffic Association (spring 
meeting), White Sulphur Springs, W.Va. 


JUNE 


1-4 —National Freight Traffic Association (spring 

meeting), White Sulphur Springs, W. Vo, 

3-5 —Freight Claim Division, Association oj 
American Railroads, New York, N.Y. 

11-13—Accounting Division, Association of Ameri. 
can Railroads, Detroit, Mich. 

12-13—Pacific Coast Transportation 
Board, San Francisco, Calif. 

17-18—Ohio Valley Transportation 
Board, Indianapolis, Ind. 

17-18—Great Lakes Transportation Regional Ad. 
visory Board, Toledo, Ohio. 

17-18—Central Western Shippers Advisory Board, 
Zion National Park, Utah. 

17-20—National Freight Claim Council, Amer. 
ican Trucking Associations, Inc. (mem. 
bership meeting), Omaha, Neb. 

20 —Pacific Northwest Advisory Board, Tacoma, 
Wash. 

25-26—Southeast Shippers Advisory Board, So- 
vannah, Ga. 


AUGUST 


12-14—Fourth Western Packaging and Materials 
Handling Exposition, Los Angeles, Calif. 


SEPTEMBER 


9-11—Association of American Railroads (Treas- 
ury Division), Swampscott, Mass. 

17-19—New England Shippers’ Advisory Board, 
Boston, Mass. 

20-24—National Freight Traffic Association (fall 
meeting), Lake Placid, N. Y. 


OCTOBER 


7-9 —National Association of Shippers Ad- 
visory Boards, St. Louis, Mo. 

14-16—Society of Industrial Packaging and Ma 
terials Handling Exposition (Seventh An- 
nual Exposition), Chicago, III. 


Advisory 


Advisory 


Annual Dinner Dates of Traffic Clubs 


APRIL 


22 —Sarnia and District Traffic Club, Sarnia, 
Ontario. 


23. —Traffic Club of Norristown, Pa., Norris- 
town, Pa. 

24 —Oil City-Franklin Traffic Club, Franklin, 
Pa. 


24  —Columbus Transportation Club, Columbus, 
Ohio. 
—Manufacturers Association Traffic Club of 
Lancaster, Lancaster, Pa. 


MAY 


5 | —Women’s Traffic Club of New England, 
Boston, Mass. 


8 —Cincinnati Women’s Traffic Club, Cincin- 
nati, O. 


13. —Traffic Club of Akron, Akron, O. 
13. —Harrisburg Traffic Club, Harrisburg, Pa. 


13. —Women’s Traffic Club of Philadelphia, 
Philadelphia, Pa. 

13. —Women’s Traffic & Transportation Club of 
Seattle, Seattle, Wash. 

14. —Wyoming Valley Traffic Club, Wilkes- 
Barre, Pa. 

15  —Women’s Traffic & Transportation Club, 
Portland, Ore. 

20 —Western North Carolina Traffic 
Asheville, N.C. 


Club, 


21 —Women’s Traffic Club of Lackawanno 
Valley, Scranton, Pa. 

21 —Traffic Club of Houston, Houston, Tex. 

26 —Women’s Traffic Club of Fort Worth, For! 
Worth, Tex. 

28 —Women’s Traffic Club of Los Angeles, Lo: 
Angeles, Calif. 

28 —Transportation Club of Milwaukee, Mil 
waukee, Wis. 


JUNE 


4 —Junior Traffic 
Louis, Mo. 

9 —Piedmont Traffic Club, Greenville, S.C. 

10 —Women’s Traffic Club of New York, Inc, 
New York, N.Y. 

12 —Women’s Traffic Club of Detroit, Detroit, 
Mich. 

19 —Women’s Traffic Club of Metropolitan St 
Louis, St. Louis, Mo. 

24 —Central Penna. Traffic Club, Williamspor, 
Pa. 

25 —Traffic Club of Billings, Billings, Mont. 


SEPTEMBER - 


19 —Transportation Club of Salt Lake City 
Salt Lake City, Utah. 


OCTOBER 


21 —Traffic Club of Baton Rouge, Baton Rougé 
La. 


Club of St. Louis, St. 
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| are designed and built 
| to stay on the jo 


ners Ad- 


seinaiais These EXCLUSIVE Eaton features are the 
enth Av} reason why: planetary gearing distributes 
pressure and wear over a number of small 
gears, resulting in lower unit stress; forced- 
feed oiling system provides positive lubrica- 
tion to all moving axle parts at even slowest 
vehicle speeds; extra heavy construction 
“ton eliminates the possibility of distortion or mis- 
alignment under excessive loads. These three 
features add up to longer parts life, outstand- 
ing dependability, minimum time in the shop 
and low maintenance cost. Let your dealer 
ovis “explain how Eaton 2-Speeds will help your 
+ trucks haul more, faster, longer, at lower 
over-all cost. 
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& PRODUCTS: Sodium Cooled, Poppet, and Free Valves + Tappets - Hydraulic Valve Lifters, Valve Seat Inserts , Jet 
Eng 1e Parts « Rotor Pumps « Motor Truck Axles « Permanent Mold Gray Iron Castings, Heater-Defroster Units, Snap Rings 
Spr: gtites » Spring Washers » Cold Drawn Steel > Stampingse Leaf and Coil Springss Dynamatic Drives, Brakes, Dynamometers 





» MODERN TOWBOATS 


RELIANCE 


speed shipments via UNION BARGE LINE 


Powerful modern towboats maintain the regular 
and frequent Union Barge Line schedules up and 
down the Mississippi River System. This year- 
‘round, all-weather service offers traffic men a de- 
pendable distribution facility for profitable market- 
ing in the Mid-Continent Empire. 

The Union Barge Line fleet includes equipment 
for handling all types of cargo from raw materials 
to finished products. This modern river fleet pro- 
vides reliable transportation to the great port cities, 


and transhipment facilities at important centers. 

If you buy, sell, or manufacture in the area bor- 
dering on the Mississippi River System, a Union 
representative will gladly show you how the river 
route and Union Barge Line can effect real trans- 
portation economies. 


SHIP via UNION BARGE 








UNION BARGE LINE CORPORATION 
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